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CHAPTER  1 

BACKGROUND  AND 
PROGRAM  OVERVIEW 

Key  Topics: 

•  Background 

•  Congestion  Management  in 
San  Francisco 

Program  Overview 
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policy  guidance  in  areas  of  the 
Program  that  require  it. 

iv.  Establish  and  describe  interim 
policies,  procedures,  or  methods  to 
be  used  until  final  guidance  is 
available  as  described  in  iii)  above. 

v.  Serve  as  the  main  description  of  the 
1995  San  Francisco  CMP,  to  be  used 
as  the  basis  for  determining  the 
appropriate  level  of  environmental 
evaluation  and  developing  the 
environmental  document  for  the 
Program. 


Document  Organization  and  Approach 


1.  Background 


Purpose  of  the  Document 


The  1995  San  Francisco  Congestion 
Management  Program  document  is  designed  to 
serve  the  following  purposes: 

i.  Comply  with  state  law  requiring 
biennial  adoption  of  a  Congestion 
Management  Program  (CMP)  and 
submittal  to  the  Metropolitan 
Transportation  Commission  for  a 
finding  of  conformance.  A 
conformance  finding  ensures  the 
City's  continued  eligibility  for 
additional  state  fuel  tax  revenues 
authorized  by  CMP  legislation,  as 
well  as  state  and  federal  funding 
eligibility  for  key  transportation 
projects. 

ii.  Serve  as  the  main  and  most  current 
reference  and  guidance  document 
for  San  Francisco  agencies  involved 
in  activities  related  to  congestion 
management. 

iii.  Serve  as  the  basis  for  the 
congestion  management  work 
program  and  schedule  to  be  followed 
during  fiscal  years  1995-6  and  1996- 
7  to  develop  specific  technical  or 


The  document  in  organized  in  chapters 
following  MTC  guidance  of  December  26,  1990 
and  March  22,  1995,  with  a  separate  chapter 
devoted  to  each  of  the  elements  required  by 
the  CMP  legislation.  For  the  complete  text  of 
MTC's  guidance  please  refer  to  Appendix  I. 
The  text  of  the  1993  San  Francisco  CMP  was 
used  as  a  general  guide,  and  was  retained 
where  still  current. 

For  each  chapter  where  technical  issues 
require  further  development  there  is  an 
introductory  section  describing  the  issues  yet 
to  be  resolved,  followed  by  a  section  detailing 
interim  procedures.  A  final  section  lists  work 
program  items  and  describes  the  proposed 
approach  for  developing  final  methods  or 
further  guidance.  Because  the  CMP  is  now  a 
biennial  document,  final  procedures  developed 
during  fiscal  years  1995-6  and  1996-7  will  be 
adopted  by  the  Authority  Board  as 
amendments  to  expand  or  supersede  the 
appropriate  sections  of  the  1995  San 
Francisco  CMP,  and  will  go  into  effect  after 
Board  adoption. 

Development  of  this  CMP  document  update 
was  primarily  the  responsibility  of  the 
Authority.  The  information  in  Chapter  4:  Level 
of  Service  Monitoring  is  extracted  from  the 
report  prepared  by  Abrams  Associates, 
which  conducted  the  monitoring  of  the  CMP 
network.  That  report  is  available  from  the 
Authority  as  a  separate  publication.  The 
Department  of  City  Planning  contributed  to  the 
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chapter  on  Trip  Reduction  and  Travel  Demand. 
Further  review  and  comment  was  provided  by 
other  City  departments,  the  Authority's 
Citizens'  Advisory  Committee,  the  Metropolitan 
Transportation  Commission,  transit  operators, 
the  Bay  Area  Air  Quality  Management  District, 
and  Caltrans. 

Origins  and  Intent  of  the  CMP  Legislation! 

The  requirements  for  a  Congestion 
Management  Program  were  established  in 
1989  as  part  of  a  bi-partisan  state  legislative 
package,  known  as  the  Katz-Kopp-Baker- 
Campbell  Transportation  Blueprint  for  the 
Twenty-First  Century  (AB  471).  The  actual 
requirements  for  CMPs  became  effective 
when  voters  approved  Proposition  1 1 1  on 
June  5,  1990.  Changes  and  modifications  to 
clarify  various  aspects  of  CMP  law  were 
introduced  by  AB  1963  in  September  1994. 
For  the  complete  text  of  the  CMP  legislation, 
see  Appendix  II. 

The  state  legislation  not  only  provides  for 
increases  in  transportation  funding,  but  also 
makes  significant  changes  in  the  requirements 
for  planning  and  programming  of 
transportation  projects  to  be  funded  from 
these  sources  of  revenue.  The  goal  of  the 
legislation  is  to  tie  transportation  funding 
decisions  to  measurable  traffic  congestion 
relief,  local  land  use  decisions  and  their  impact 
on  the  transportation  system,  and 
implementation  of  transportation  control 
measures  to  meet  air  quality  goals. 

The  CMP  requirements  are  the  legislature's 
response  to  the  growing  traffic  congestion 
phenomenon  experienced  by  all  urbanized 
areas  in  California.  It  is  widely  perceived  that 
traffic  congestion  is  outpacing  the  traditional 
transportation  planning  process  in  its  ability  to 
provide  adequate  solutions.  In  San 
Francisco,  with  its  high-intensity  land  uses 
and  extensive  transit  network,  this  traffic 
congestion  phenomenon  manifests  itself 
differently,  posing  challenges  to  the 
interpretation  of  the  CMP  mandate  in  the  city, 
but  for  the  majority  of  the  state's  highly 
suburbanized  metropolitan  areas  it  is  a  reality, 
and  it  has  its  roots  in  the  following  four  facts: 


a.  The  currently  prevalent  low-density 
suburban  growth  pattern  throughout 
the  state's  metropolitan  areas  does  not 
lend  itself  easily  to  cost-effective 
transit  service  and  is  therefore  highly 
dependent  on  the  automobile  and  on 
the  freeway  system;  (in  short:  transit 
does  not  work  well  in  the  suburbs.) 

b.  Because  of  the  political  volatility  of 
pricing  strategies  (e.g.,  tolls,  paid 
parking  at  work  sites)  and  the  limited 
success  of  ridesharing  strategies  (i.e., 
carpooling  and  vanpooling)  in 
sprawled  suburbs,  most  automobites 
still  carry  just  one  person,  regardless 
of  trip  purpose  or  time  of  day,  so  that 
any  new  roadway  facilities  that  are 
built  are,  by  definition,  inefficient:  even 
when  full  of  cars  they  carry  only  a 
fraction  of  the  number  of  people  they 
could  accommodate;  (in  short: 
freeways  full  of  solo  drivers 
shortchange  the  carrying  capacity  of 
the  investment.) 

c.  These  high-cost  facilities,  which  are 
designed  for  the  automobile  but  do  not 
maximize  the  number  of  people 
carried,  result  in  a  high  cost  per 
person  transported;  (in  short:  building 
freeways  to  address  transportation 
demand  is  not  cost-effective  ) 

d.  Because  of  the  scarcity  of  land  for 
transportation  facilities,  rising 
construction  costs,  and  environmental 
and  air  quality  constraints,  ever 
growing  levels  of  capital  investment 
are  needed  in  order  to  build  roadways. 
This,  combined  with  a  deteriorating 
economy  and  continuing  erosion  of 
transportation  funding,  results  in  fewer 
and  fewer  new  miles  of  roadway 
facilities  being  built  every  year  to 
address  a  growing  demand  for 
transportation;  (in  short:  it's  hard  to 
keep  up  with  transportation  demand  by 
building  freeways,  and  we  can't  afford 
them  either) 


For  most  of  suburbanized  California  the 
inability  to  keep  up  with  transportation  demand 
lends  credibility  to  the  prospect  of  land 
development  coming  to  a  halt  because  of 
increasing  traffic  congestion  and  deteriorating 
accessibility.  Consequently,  the  CMP 
legislation  aims  at  extracting  more  productivity 
out  of  the  existing  transportation  infrastructure 
while  encouraging  more  efficient  use  of 
scarce  new  dollars  for  transportation 
investment,  with  the  intended  result  offending 
off  congestion,  improving  air  quality,  and 
ultimately  allowing  continued  land  development 
where  feasible.  In  order  to  achieve  this,  the 
CMP  law  mandates  a  coordinated  strategy 
based  on  five  main  concepts: 

a.  Require  more  coordination  between 
federal,  state,  regional  and  local 
agencies  involved  in  the  planning, 
programming,  and  delivery  of 
transportation  projects,  programs,  and 
services; 

b.  Favor  transportation  investments  that 
provide  measurable  and  quick 
congestion  relief; 

c.  Create  a  definite  link  between  local 
land  use  decisions  and  their  effect  on 
the  transportation  system 

d.  Favor  transportation  solutions  that  are 
less  dependent  on  the  single-occupant 
automobile,  and  improve  air  quality; 

e.  Place  emphasis  on  local  coordination 
and  responsibility  by  requiring  the 
designation  of  a  Congestion 
Management  Agency  in  each  urban 
county  in  the  state. 


2.  Congestion  Management  In  San  V 
Francisco 


Applicability  of  the  Concept 

The  main  impetus  for  the  CMP  legislation 
derives  from  worsening  suburban 
transportation  conditions,  caused  by  land  use 
patterns  that  perpetuate  over-reliance  on  the 
private  automobile.  Although  land 
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redevelopment  opportunities  exist,  San 
Francisco  is  essentially  a  built  out  city,  with  an 
extensive  transit  network  and  long  standing 
policies  and  programs  to  encourage  a  balance 
and  truly  multimodal  transportation  system.  It 
is  therefore  necessary  to,  within  the 
constraints  of  State  law,  reinterpret 
congestion  management  goals  and 
requirements  so  that  they  work  for  San 
Francisco.  The  City's  "transit  first"  policy,  for 
instance,  presents  a  challenge  to  CMP 
implementation:  in  San  Francisco  we  tolerate  a 
certain  level  of  traffic  congestion  in  order  to 
encourage  transit  ridership.  The  San 
Francisco  Master  Plan  specifically 
discourages  roadway  capacity  increases, 
stating  that: 

"The  existing  vehicular  capacity  of  the 
bridges,  highways  and  freeways 
entering  the  city  should  not  be  increased 
and  should  be  reduced  where  possible." 
(SF  Master  Plan,  Transportation  Element, 
Objective  5,  Policy  3). 

Congestion  management  concepts  may  be  at 
odds  with  this  policy  approach  if  we  interpret 
congestion  management  as  requiring 
improvements  to  the  throughput  of  cars  in  the 
roadway  network.  However,  if  we  rethink 
congestion  management  as  maximizing  people 
throughput,  that  is,  if  we  re-interpret 
congestion  management  requirements  as  an 
opportunity  to  improve  overall  mobility  in  the 
city,  then  we  have  opportunities  to  capitalize 
on  the  city's  significant  supply  of  transit 
services,  and  on  its  relatively  pedestrian- 
friendly  environment.  San  Francisco  can 
show  good  performance  in  achieving 
congestion  management  goals  if  the  measures 
used  in  determining  performance  are  relevant 
to  the  city's  transportation  and  land  use 
realities.  Congestion  Management  Program 
activities  for  the  next  two  fiscal  years  will 
include  the  identification  of  issues  such  as  this 
one,  which  can  be  pursued  as  part  of  the 
Authority's  agenda  for  legislative  change. 
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The  City's  Congestion  Management 
Track  Record  


San  Francisco  has  had  considerable  success 
in  managing  travel  demand,  especially  with 
respect  to  control  of  automobile  access  to  the 
downtown  area  during  peak  commute  times. 
Many  of  the  transportation  demand 
management  and  land  use  regulation 
measures  described  in  Chapters  6  and  7  of 
this  document  have  been  in  place  over  the  last 
twenty  years  and  have  allowed  major  growth 
in  downtown  trip-making  without  significant 
deterioration  in  operating  conditions  (or  traffic 
levels  of  service)  for  downtown  streets. 

It  is  clear  that  this  success  is  the  result  of  the 
combined  application  of  several  major 
policies,  in  particular: 

parking  pricing  and  supply  policies  which 
discourage  driving  into  downtown; 

transit  service  investment  policies  to 
provide  and  maintain  local  travel  options 
that  are  truly  competitive  with  the  private 
automobile;  and 

land  development  policies  that  gave 
transportation  system  investments  a 
chance  to  keep  pace  with  the  growth  in 
trip-making. 

In  addition  to  these  policies,  there  were  other 
factors  that  were  essential  to  the  City's  ability 
to  absorb  the  extraordinary  levels  of 
employment  growth  experienced  between 
1970  and  1985.  Such  factors  include: 

the  City's  historic  record  of  investment 
in  local  public  transit  -  The  existence  of 
high  levels  of  transit  service  and 
coverage  within  the  city  provided  a 
credible  option  to  driving,  and  made 
politically  viable  the  application  of  parking 
pricing  policies,  and  development  impact 
mitigation  fees; 

the  BART  system  and  the  demographics 
of  downtown  employment  -  A  large 
portion  of  employment  growth  in  this 
period  was  absorbed  by  suburban 


residents.  The  opening  of  BART  in  1973 
constituted  a  major  expansion  to  transit 
capacity  with  two  key  features:  a) 
excellent  regional  access  to  stations 
within  walking  distance  of  most 
downtown  employment  locations,  and  b) 
no  financial  burden  to  the  city  for 
providing  adequate  transit  coverage  at 
the  residential  (suburban)  end  of  the 
BART  trip;  and 

the  City's  investment  in  its  street  system 
-  It  is  seldom  recognized  that  San 
Francisco's  dense  grid  of  streets  and 
arterials  is  a  major  transportation  asset, 
providing  multiple  travel  route  options, 
keeping  local  trips  from  clogging  the 
freeway  system  (as  is  so  often  the  case 
in  the  suburbs)  and  enhancing  the 
system's  ability  to  recover  quickly  when 
congestion  problems  occur. 

The  City's  winning  strategy  was  a  truly  multi- 
modal transportation  strategy,  which  allowed 
each  travel  market  to  be  served  by  the 
transportation  modes  best  suited  for  it. 


Future  Strategies  

The  above  discussion  of  the  City's  track 
record  highlights  the  importance  of  maintaining 
travel  options  as  an  essential  strategy  not  just 
to  prevent  a  worsening  of  congestion  but  also 
to  improve  mobility. 

No  less  significant  in  charting  future  action  is  a 
sound  understanding  of  demographic  trends. 
Reflecting  changes  in  the  economic  structure 
of  the  region,  as  well  as  national  trends,  the 
development  boom  that  characterized  the 
growth  of  the  City's  downtown  area  in  the 
1970's  and  1980's  has  been  replaced  by 
modest  employment  growth.  San  Francisco 
residents  are  out-commuting  in  increasing 
numbers  to  take  advantage  of  work 
opportunities  in  other  Bay  Area  counties: 
today  the  number  of  San  Francisco  residents 
traveling  daily  to  work  in  Santa  Clara  County  is 
larger  than  the  number  of  Santa  Clara  County 
residents  employed  in  San  Francisco. 
Commute  times  by  transit  for  San  Francisco 
residents  are  increasing,  and  so  is  automobile 


ownership  in  the  city.  In  fact  about  half  of  all 
drive-alone  work  trips  into  downtown  come 
from  within  San  Francisco.  These  are 
disturbing  trends  at  a  time  when  the  fiscal 
crisis  at  the  State  and  local  governments  is 
resulting  in  curtailment  of  funding  for  transit 
operating  expenses.  As  transit  faces  these 
problems,  enriching  the  City's  inventory  of 
available  transportation  options  will  be  a  key 
strategy  for  congestion  management  in  San 
Francisco. 

Maintaining  transit  service  levels  is  essential  to 
ensure  that  transit  remains  a  viable  option  to 
the  private  automobile,  but  there  are  significant 
travel  markets  within  the  City  which  are  only 
marginally  suited  for  transit  service  and 
cannot  be  captured  by  transit  without  major 
operating  expense.  Other  trips  simply  cannot 
be  attracted  to  transit.  Ridesharing 
(carpooling)  strategies  and  non-traditional 
transit  options  (zonal  express  bus  service, 
demand  responsive,  etc.)  may  need  to  be 
explored  as  alternatives  to  drive-alone  in  some 
of  these  cases. 

In  addition  to  ensuring  compliance  with  the 
State's  congestion  management  requirements, 
improvement  of  congestion  conditions  on  city 
streets  is  necessary  to  avoid  further 
deterioration  of  transit  travel  times.  Therefore, 
San  Francisco's  congestion  management 
activities  will  also  need  to  focus  on  key 
improvements  to  congested  roadway  facilities. 
Whereas  the  program's  primary  emphasis  on 
transit  reinvestment,  with  new  service 
proposed  in  redeveloping  areas,  is  not  in 
question,  street  and  roadway  reinvestment 
will  not  be  neglected.  Particular  attention  will 
be  paid  to  projects  that  improve  the  operating 
efficiency  of  the  existing  system,  such  as 
interconnection  of  traffic  signals  to  improve 
vehicular  traffic  flow,  or  signal  pre-emption  to 
improve  the  operating  speed  and  reliability  of 
transit  vehicles.  These  projects  will  be 
necessary  not  only  to  ensure  that  the  current 
level  of  congestion  does  not  worsen,  but  also 
to  improve  overall  mobility,  and  help  transit  re- 
gain operating  speed  and  retain  its  market 
share. 

Congestion  management  activities  during  the 
next  two  fiscal  years  will  include  continued 
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development  of  Strategic  Analysis  Reports 
(SARs).  These  are  policy-level  thought 
pieces  aimed  at  facilitating  policy-making 
relative  to  congestion  management  by 
describing  systemic  congestion,  and  analyzing 
likely  transportation  outcomes  taking  into 
account  factors  such  as  transportation 
investment  decisions,  and  transit  funding  and 
service  policies.  SARs  are  action-oriented 
documents  used,  for  instance,  to 
systematically  identify  potential  travel  markets, 
such  as  those  described  above,  matching 
them  with  transportation  options  most  likely  to 
effectively  serve  them,  and  estimating  their 
potential  impact  in  alleviating  congestion  levels. 
Chapter  2  discusses  the  proposed  role  of 
SARs  in  fostering  early  coordination  by  City 
Departments  so  that  certain  congestion 
management-related  actions  may  be  evaluated 
before  they  are  implemented.  Chapter  9 
addresses  the  proposed  use  of  SARs  in  the 
Deficiency  Plan  process.  SARs  could  be 
developed  on  topics  as  wide-ranging  as  the 
congestion  reduction  potential  of  parking 
supply  and  pricing  policies;  alternative  ways 
to  measure  congestion  relief  and  mobility 
benefits  for  city  residents,  and  the  potential 
congestion  management  implications  of 
implementation  of  the  Americans  with 
Disabilities  Act.  The  number  of  SARs  to  be 
developed  over  the  next  two  fiscal  years  will 
depend  on  the  need  for  information  to  support 
policy-making,  and  on  the  level  of  effort 
required  by  the  complexity  of  the  topics 
chosen. 

Further  work  to  improve  the  measurement  of 
performance  of  the  multimodal  system,  further 
organize  the  deficiency  planning  process, 
and  analyze  CIP  changes,  are  discussed  in 
Chapters  5,  9,  and  8  respectively. 


Program  Overview 


A.  Mandated  Program  Components 

The  overall  strategy  embodied  in  the  CMP 
legislation  translates  into  the  following 
statutory  requirements,  to  be  met  by  all  urban 
counties  in  the  state: 


1 .  Development  and  adoption  of  the  initial 
CMP  and  biennial  updates.  The  CMP 
document  must  contain  the  following 
elements,  which  are  addressed  at  length 
in  the  remaining  chapters  of  this  report: 

A  designated  CMP  roadway  network 
Traffic  level  of  service  (LOS) 
standards  and  a  methodology  for 
monitoring  LOS  on  the  designated 
CMP  roadway  network 

•  Transit  service  standards 

A  multimodal  performance  element 
A  land  use  impact  analysis 
methodology 

•  A  seven-year  multi-modal  capital 
improvement  program 

2.  Development  of  a  common  database  and 
method  for  analysis  of  impacts  of  local 
land  use  decisions  on  the  CMP  network. 

3.  Designation  of  a  Congestion 
Management  Agency  for  the  county. 


B.  Changes  to  Transportation  Fund 
Programming  

The  CMP  legislation  included  the  creation  of 
new  funding  sources,  as  well  as  changes  to 
existing  fund  programming  mechanisms,  tied  to 
implementation  of  CMP  requirements.  The 
Authority  at  the  local  level  and  the  MTC  at  the 
regional  level  have  been  empowered  to  make 
CMP  conformance  determinations  affecting 
funding  eligibility. 

1.     State  Fuel  Tax  Increment:  The  CMP 

legislation  established  a  9  cent  per  gallon 
increase  in  the  state's  fuel  tax.  In  order 
to  receive  these  revenues,  urban 
counties  must  annually  be  found  in 
conformance  with  CMP  requirements  as 
described  in  A  above,  particularly  the 
monitoring  and  reporting  on  congestion 
levels  in  the  transportation  network,  and 
implementation  of  required  CMP  actions 
designed  to  avoid  a  deterioration  of 
circulation  conditions  on  the  CMP 
network.  In  addition,  the  CMP  document 
itself  must  be  updated  every  two  years. 
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2.  Flexible  congestion  relief  and  urban  and 
commuter  rail  funds:  These  funds  are 
programmed  through  the  regional 
transportation  improvement  program 
(RTIP),  which  is  developed  and  adopted 
by  MTC.  In  order  to  be  considered  for 
funding  through  the  RTIP,  transportation 
projects  must  be  first  included  in  the 
Capital  Improvement  Program  of  the 
CMP. 

3.  Traffic  system  management  funds: 
Projects  that  are  included  in  the  capital 
improvement  program  of  the  approved 
CMP  receive  first  priority  for  Traffic 
System  Management  funds,  programmed 
annually  by  Caltrans. 

4.  Federal  Surface  Transportation  Program 
(STP)  and  Congestion  Management  and 
Air  Quality  (CMAQ)  Program  Funds:  In 
1992,  the  California  legislature  passed 
SB  1435,  which  reconciled  the  CMP 
programming  process  with  the  new 
Federal  Intermodal  Surface 
Transportation  and  Efficiency  Act 
(ISTEA).  As  a  result,  projects  seeking 
STP  or  CMAQ  funds  must  first  be 
prioritized  by  each  Congestion 
Management  Agency  as  part  of  the 
development  of  their  biennial  Capital 
Improvement  Program  for  the  CMP. 


C.  Relationship  to  Ongoing  Planning  and 
 Programming  Efforts  

Congestion  management  programs  are  a 
component  of  a  larger  set  of  ongoing 
transportation  planning  and  programming 
efforts  at  the  local  and  regional  levels.  The 
following  documents  are  closely  tied  to  the 
development  and  implementation  of  San 
Francisco's  CMP: 

1.     Regional  Transportation  Plan  (RTP):  The 
CMP  is  instrumental  in  implementing  the 
local  portion  of  the  regional 
transportation  plan  and  must  be 
consistent  with  it.  MTC  determines 
consistency  among  CMPs  in  the  region. 
MTC  makes  these  determinations  as  a 


part  of  the  conformance  finding  process 
for  CMPs. 
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D.  Coordination  and  Public  Input 


Regional  Transportation  Improvement 
Program  (RTIP):  A  seven-year 
transportation  capital  improvements 
program  must  be  included  in  the  CMP. 
For  certain  projects  to  be  included  in  the 
RTIP,  they  must  be  included  in  the  capital 
improvement  program  of  the  CMP.  The 
CMPs  are  therefore  a  main  source  from 
which  the  RTIP's  program  of  projects  is 
derived. 


THIS  SECTION  UNDER  DEVELOPMENT. 


3.  City  of  San  Francisco  Master  Plan:  The 
land  use  and  transportation  elements  of 
the  City's  Master  Plan  provide  information 
relevant  to  the  CMP,  such  as  road 
network  characteristics  and  procedures 
for  land  use  impacts  analysis.  The 
Master  Plan  also  provides  general 
information  on  topics  such  as 
transportation  demand  management 
measures  that  are  addressed  as  part  of 
the  CMP.  Chapter  8  addresses  the 
Planning  Department's  role  in  making 
consistency  findings  for  the  CMP's 
Capital  Improvement  Program. 

CMP  actions  and  policies  may  ultimately 
have  an  effect  on  the  policies  contained 
in  the  Master  Plan;  however,  State  law 
does  not  require  that  the  CMP  be 
incorporated  into  the  Master  Plan. 

4.  Air  Quality  Attainment  Plans:  MTC's 
Regional  Transportation  Plan  is  required 
by  federal  law  to  conform  to  the  State 
Implementation  Plan  for  improvement  of 
air  quality.  Since  the  CMP  must  be  found 
consistent  with  the  Regional 
Transportation  Plan,  the  CMP  must 
therefore  also  conform  to  the  provisions 
of  the  State  Implementation  Plan.  In 
addition,  the  San  Francisco  CMP 
documents  implementation  of 
transportation  control  measures  (TCMs) 
included  in  the  1994  Clean  Air  Plan 
adopted  by  the  Bay  Area  Air  Quality 
Management  District  pursuant  to  State 
requirements. 


CHAPTER  2 

CONGESTION  MANAGEMENT 
AGENCY 

Key  Topics: 

•  Legislative  Requirements 

Legislative  Intent  and  Application  to 
San  Francisco 

•  The  San  Francisco  County 
Transportation  Authority 


D 


1.  Legislative  Requirements 


California  Government  Code  section  65089 
(a),  as  amended,  states  "A  congestion 
management  program  shall  be  developed, 
adopted,  and  updated  biennially,  consistent 
with  the  schedule  for  adopting  and  updating 
the  regional  transportation  improvement 
program,  for  every  county  that  includes  an 
urbanized  area,  and  shall  include  every  city 
and  the  county.  The  program  shall  be  adopted 
at  a  noticed  public  hearing  of  the  agency.  The 
program  shall  be  developed  in  consultation 
with,  and  with  the  cooperation  of,  the 
transportation  planning  agency,  regional 
transportation  providers,  local  governments, 
the  [California]  department  [of  Transportation], 
and  the  air  pollution  control  district  or  the  air 
quality  management  district,  either  by  the 
county  transportation  commission,  or  by 
another  public  agency,  as  designated  by 
resolutions  adopted  by  the  county  board  of 
supervisors  and  the  city  councils  of  a  majority 
of  the  cities  representing  a  majority  of  the 
population  in  the  incorporated  area  of  the 
county."  For  the  complete  text  of  the  CMP 
statutes  see  Appendix  II. 


Legislative  Intent  and  Application  to'  > ; 
San  Francisco  ^ 


One  of  the  main  thrusts  of  the  CMP  legislation 
is  to  foster  coordination  of  local  land  use  and 
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transportation  investment  decisions  at  the 
county  or  subregional  level.  In  order  to  ensure 
local  involvement  in  this  process,  which  turns 
more  complex  when  the  number  of  local 
jurisdictions  involved  increases,  the  CMP  law 
vests  significant  authority  and  responsibility 
on  the  Congestion  Management  Agencies 
(CMAs).  For  example,  in  order  to  receive 
state  and  federal  funds,  transportation 
projects  in  an  urban  county  must  now  be 
recommended  by  that  county's  CMA  as  part 
of  its  Congestion  Management  Program. 
CMAs  therefore  act  as  a  policy  forum  and 
technical  resource  to  guide  and  help  resolve  a 
transportation  problems  within  counties  when 
those  problems  have  implications  across  city  ; 
boundaries.  San  Francisco's  distinct  status 
as  a  city  and  county  dictates  a  somewhat 
different  role  for  the  CMA  in  this  regard,  with 
the  focus  of  involvement  shifting  to  address 
problems  across  county  lines  (such  as  the 
effects  of  regional  commute  patterns  into  San 
Francisco),  as  well  as  issues  of  coordination 
of  city  department  activities  affecting 
congestion  management,  such  as  trip 
reduction  program  implementation,  or  transit 
service  improvements. 


3.  The  San  Francisco  County  Transportation 
Authority  ■ 


a.  Designation  and  Composition  

On  November  6, 1990,  the  Board  of 
Supervisors  designated  the  San 
Francisco  County  Transportation 
Authority  (Authority)  as  the  CMA  for  the 
County.  The  Authority  Board  of 
Directors  consists  of  the  eleven 
members  of  the  San  Francisco  Board  of 
Supervisors,  acting  as  Commissioners. 


b.  Roles  and  Responsibilities  . 

The  Authority  is  a  special-purpose 
government  agency,  created  on 
November  7,  1989,  when  San  Francisco 
voters  passed  Proposition  B.  Proposition 
B  mandated  a  1/2  cent  increase  in  the 
local  sales  tax  for  a  period  of  20  years, 
to  fund  San  Francisco's  transportation 
projects  and  services.  The  Authority  is 
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responsible  for  the  administration  and 
strategic  prioritization  and  programming 
of  the  revenues  generated  by 
Proposition  B.  Beyond  their  own 
purchasing  power,  these  revenues  also 
allow  the  City  to  leverage  large  amounts 
of  State  and  Federal  funds  for 
transportation  investments  in  San 
Francisco. 

In  its  capacity  as  the  CMA  for  San 
Francisco,  the  Authority  has  primary 
responsibilities  in  the  following  areas: 

Development  and  adoption  of  the 
biennial  CMP  document  and 
related  implementation  guidance, 

Monitoring  of  City  agencies' 
compliance  with  CMP 
requirements, 

Programming  of  various  Federal 
and  State  transportation  funds, 
and 

Policy  input  into  the  regional 
transportation  planning  and 
programming  process. 

The  Authority's  dual  responsibilities  for 
strategic  programming  of  Proposition  B 
funds  (through  the  recently  completed 
Strategic  Plan)  and  for  prioritization  and 
programming  of  State  and  Federal  funds 
through  the  CMP  process,  represent  a 
major  opportunity  for  the  City  to  achieve 
a  high  degree  of  coordination  in  its 
transportation  planning  decisions,  and  to 
optimize  the  City's  investments  in 
transportation  projects  and  services. 
The  leveraging  of  State  and  Federal 
funds  through  strategic  use  of 
Proposition  B  monies  for  the  required 
local  match  is  a  good  example  of  how 
effective  this  process  can  be. 
In  addition,  acting  as  the  CMA,  the 
Authority  plays  a  key  role  in  evaluating 
and  providing  guidance  on  major  local 
transportation  projects  and  policies 
which  may  affect  compliance  with 
congestion  management  requirements  or 
attainment  of  CMP  standards. 


c.  Implications  of  the  Board's  Multiple 
Roles  


As  described  above,  the  San  Francisco 
Board  of  Supervisors  also  serves  as  the 
Authority's  Board,  and  as  the  CMA 
Board.  These  multiple  roles  require 
careful  balancing  of  the  Board's 
responsibilities.  Policy  decisions  made 
by  the  Board  of  Supervisors  may  have 
negative  congestion  management 
impacts  and  place  the  Board,  as  CMA,  in 
a  position  to  find  the  City  in  non- 
conformance with  the  CMP.  This  may  in 
turn  generate  difficult  Proposition  B 
funding  choices  for  the  Authority  Board. 

In  order  to  minimize  the  potential  for 
conflict,  the  Authority  cannot  limit  its  role 
to  just  monitoring  CMP  conformance  after 
the  fact,  and  must  instead  take  a 
proactive  role  to  serve  as  a  resource  in 
analyzing  the  potential  congestion 
management  implications  of 
transportation-related  actions  or  policies 
proposed  for  the  City.  Such  an 
approach  will  allow  the  Board  to  better 
shape  the  policy  outcomes  by 
anticipating  potential  problems  as  part  of 
its  decision-making  process  at  a  time 
when  policy  options  may  still  be 
available,  instead  of  having  to  react 
when  congestion  impacts  reach  crisis 
proportions  and  require  hasty  funding 
decisions. 


d.  Relationship  to  City  Agencies  

State  law  mandates  that  the  Authority, 
acting  as  Congestion  Management 
Agency  (CMA),  must  biennially  determine 
if  the  City  is  in  conformance  with  the 
adopted  Congestion  Management 
Program.  A  finding  of  non-conformance 
has  potentially  significant  consequences 
for  transportation  funding  in  the  City. 
Also  according  to  state  law,  it  is  the 
City's  responsibility  to  ensure  that 
transportation  projects,  programs,  and 
services  are  put  in  place,  through  its 


implementing  departments,  to  maintain 
conformance  with  the  CMP. 

In  fulfilling  its  CMA  mandate,  the 
Authority  must  function  as  an 
independent  agency  to  be  able  to 
objectively  and  credibly  evaluate  CMP 
conformance.  This  dictates  a  special 
relationship  with  City  departments 
involved  in  transportation-related  actions 
which  must  be  assessed  at  least 
biennially  relative  to  their  congestion 
management  impacts.  On  the  other 
hand,  because  of  the  Board's  multiple 
roles,  as  described  in  the  previous 
section,  the  Authority's  approach  is  to 
act  as  a  resource,  maximizing 
coordination  with  the  City's  departments 
responsible  for  planning  and 
implementation  of  transportation  actions, 
so  that  such  actions  may  be  evaluated 
for  congestion  management  impacts 
before  they  are  put  in  place.  The 
Authority's  Strategic  Analysis  Reports 
(SARs)  are  a  key  component  of  that 
coordination  function,  which  involves 
early  identification  of  potential 
congestion  management  problems  and 
opportunities,  fostering  continued 
communication  with  implementing 
departments,  and  providing  system-level 
evaluation  of  proposed  actions  where 
appropriate. 


Bay  Area  Partnership,  the  Authority 
plays  a  key  role  in  shaping  the  evolution 
of  planning  and  programming  processes 
affecting  San  Francisco's  ability  to 
capture  transportation  investments  and 
preserve  its  economic  vitality.  Moreover, 
through  its  leadership  in  this  forum  the 
Authority  is  in  a  position  to  influence  the 
debate  over  the  vision  and  goals  for 
transportation  planning  in  the  region, 
bringing  to  bear  San  Francisco's  special 
perspective  on  multi-modalism  and 
mobility. 


e.       Relationship  to  Regional 
 Planning/Programming  Agencies 


As  the  Congestion  Management  Agency 
for  San  Francisco,  the  Authority  plays  a 
key  liaison  role  with  MTC,  the  Bay  Area's 
regional  transportation  planning  agency, 
and  with  the  Bay  Area  Air  Quality 
Management  District  (BAAQMD),  the 
agency  responsible  for  implementation 
and  monitoring  of  the  1994  Clean  Air 
Plan.  The  Authority  serves  as  the  focal 
point  for  local  input  into  MTC's  Regional 
Transportation  Plan  (RTP),  which 
establishes  the  overall  vision  for  long- 
range  transportation  development  and 
funding  in  the  region,  and  the  Regional 
Transportation  Improvements  Program 
(RTIP).  Through  its  membership  in  the 
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CHAPTER  3 

CMP-DESIGNATED 
ROADWAY  NETWORK 

Key  Topics: 

•  Legislative  Requirements 

Legislative  Intent  and  Ap- 
plication to  San  Francisco 

•  San  Francisco  CMP  Roadways 

•  Work  Program  Items  -  Key 
Milestones 


1 .  Legislative  Requirements 


California  Government  Code  Section 
65089(b)(1)(A)  requires  that  the  designated 
roadway  system  include  at  least  all  state 
highways  and  principal  arterials.  No  highway 
or  roadway  designated  as  part  of  the  system 
shall  be  removed  from  the  system.  No 
clarification  is  provided  in  the  statutes  as  to 
the  definition  of  "principal  arterial." 

The  statutes  also  refer  to  regional 
transportation  systems  as  part  of  the  required 
,and  use  impacts  analysis  program,  California 
Government  Code  Section  65089(b)(4).  In 
[1991,  the  Bay  Area's  Congestion  Management 
kgencies  (CMAs)  designated  Congestion 
[Management  Program  (CMP)  networks  in 
poordination  with  MTC's  development  of  the 
Metropolitan  Transportation  System  (MTS). 
ifhe  MTS  network,  which  includes  both 
highways  and  transit  services,  was 
Subsequently  designated  as  the  Congestion 
[vlanagement  System,  required  by  the  federal 
intermodal  Surface  Transportation  Efficiency 
\ct  (ISTEA)  of  1991.  The  Metropolitan 
transportation  Commission  contracted  with 
;  he  congestion  management  agencies  in  the 
Bay  Area  to  help  develop  the  MTS  and  to  use 
(he  CMPs  to  link  land  use  decisions  to  the  MTS. 
"he  1993  CMP  therefore  makes  a  distinction 
tetween  the  CMP  network  used  for  monitoring 


conformance  with  the  level  of  service  (LOS) 
standards,  and  the  MTS,  used  for  the  CMP's 
land  use  impacts  analysis  program  (see 
Chapter  6). 


2.  Legislative  Intent  and  Application  to  San 
Francisco  1  ■  v  v. V- 


CMP  legislation  requires  the  designation  of  a 
network  of  roadways  to  allow  the  systematic 
monitoring  of  performance  in  relation  to 
established  LOS.  The  network  is  also  the 
basis  of  analysis  for  estimating  the 
transportation  impacts  of  future  actions,  be 
they  transportation  projects  proposed  as  part 
of  the  CMP's  Capital  Improvement  Program 
(CIP),  or  land  development  decisions  affecting 
transportation  and  air  quality  conditions  in  the 
city.  For  a  discussion  of  the  establishment 
and  monitoring  of  levels  of  service  on  the 
CMP-designated  roadway  network  see 
Chapter  4. 


3.  San  Francisco  CMP  Roadways 


CMP  legislation  requires  that  all  state 
highways  (including  freeways)  and  principal 
arterials  be  included  in  the  CMP  network. 
Designation  of  facilities  as  part  of  this  network 
must  strike  a  balance  between  the  cost  of 
biennial  monitoring  of  the  network  according  to 
mandated  methods  (see  Chapter  4),  and  the 
usefulness  of  the  network  to  track  the 
transportation  impacts  of  land  development 
decisions,  as  well  as  to  assess  the 
congestion  management  implications  of 
proposed  transportation  actions.  A  network 
containing  numerous  local  thoroughfares  may 
permit  more  definitive  conclusions  about  the 
projected  congestion  impacts  of  a  specific 
development  project  than  a  network  that  only 
includes  the  freeways,  particularly  in  San 
Francisco,  where  most  urban  traffic  occurs 
on  city  arterials.  The  next  sections  document 
the  network  selection  criteria  and  process 
used  in  the  initial  San  Francisco  CMP  in  1991, 
and  describes  the  current  network. 


a.  Selection  Criteria 


Consistent  with  State  requirements,  the 
San  Francisco  CMP  roadway  network 


includes  all  freeways  and  state 
highways,  as  well  as  principal  arterials. 
The  statutes  do  not  provide  a  definition 
of  "principal  arterials"  that  must  be 
included  in  the  network.  San  Francisco 
has  defined  these  as  the  Major 
Thoroughfares  designated  in  the 
Transportation  Element  of  the  City's 
General  Plan.  Major  Thoroughfares  are 
defined  as  follows: 

"cross-town  thoroughfares  whose 
primary  function  is  to  link  districts 
within  the  city  and  to  distribute  traffic 
from  and  to  the  freeways;  these  are 
routes  generally  of  city  wide 
significance;  of  varying  capacity 
depending  on  the  travel  demand  for 
the  specific  direction  and  adjacent 
land  uses. " 

Several  additional  thoroughfares  - 
Market  Street,  Mission  Street,  Sutter 
Street,  outer  Geary  Boulevard,  and 
portions  of  Turk  Street  -  have  also  been 
included  in  the  CMP  roadway  network. 
These  streets  experience  serious 
conflicts  between  auto  traffic  and  high 
volumes  of  transit  service,  and  may  be 
susceptible  to  congestion  management 
techniques  such  as  signal  pre-emption  at 
key  intersections,  to  reduce  delays  to 
transit  vehicles. 


b.  Current  Network 


Figure  3-1  depicts  the  complete  CMP 
roadway  network  for  San  Francisco, 
which  comprises  134  miles  of  roadway 
facilities.  Figure  3-2  shows  a  detail  for 
the  downtown  area. 
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I  Freeways  and  State  Highways 

San  Francisco's  CMP  roadway  network 
includes  17  miles  of  freeways  in  the 
city,  on  Interstate  80,  Interstate  280,  and 
US  Route  1 01 .  A  total  of  1 5  miles  of 
State  routes  designated  along  city 
streets  are  also  part  of  the  CMP 
roadway  network,  as  follows: 

•    US  Route  101  -  Richardson 
Avenue,  Lombard  Street  west  of 
Van  Ness  Avenue,  and  Van 
Ness  between  Lombard  Street 
and  Golden  Gate  Avenue; 
Route  1  -  Park  Presidio 
Boulevard,  19th  Avenue  ,  and 
Junipero  Serra  Boulevard  south 
of  19th  Avenue; 
Route  35  -  Sloat  Boulevard 
between  19th  Avenue  and 
Skyline  Boulevard  as  well  as 
Skyline  Boulevard. 


City  Arterials  

The  CMP  network  includes  102  miles  of 
city  arterials.  Appendix  III  lists  all  city 
arterials  included  in  the  CMP  network  in 
addition  to  those  designated  as  state 
routes. 


c.  Proposed  Changes  -  Rationale 

State  law  prohibits  the  removal  of 
roadway  facilities  from  the  initially 
designated  CMP  network.  This  is 
intended  to  ensure  proper  monitoring  of 
system  performance.  Facilities  that  are 
physically  removed  from  the 
transportation  system,  such  as  the 
Embarcadero  Freeway,  are  obviously 
not  affected  by  this  prohibition,  but  will 
be  evaluated  for  future  inclusion  and 
monitoring  as  part  of  the  CMP  network 
once  replaced  or  rehabilitated.  New 
facilities  may  be  added  to  the  CMP 
network  without  restrictions,  subject  to 
the  established  criteria  for  inclusion.  In 
order  to  improve  the  reliability  of 
performance  (LOS)  monitoring,  the  1993 
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CMP  introduced  changes  to  the 
segmentation  of  roadway  facilities. 
These  changes  and  their  rationale  are 
described  in  Chapter  4. 

The  analysis  of  the  CMP  roadway 
network  conducted  as  part  of  the  1995 
CMP  update  recommended  addition  of 
Guerrero  Street  to  the  CMP  network, 
from  Cesar  Chavez  to  Market  Street. 
However,  further  investigation  appears 
necessary  to  determine  operating 
conditions,  effects  of  post-earthquake 
traffic,  and  relationship  to  Master  Plan 
policies.  Consequently,  inclusion  of  this 
facility  in  the  network  will  be  considered 
as  part  of  the  1995  CMP  work  program. 


d.  Relationship  to  the  MTS 


San  Francisco's  CMP  roadway  network 
is  broadly  consistent  with  the 
Metropolitan  Transportation  System 
(MTS),  as  defined  by  the  Metropolitan 
Transportation  Commission's  (MTC) 
latest  revisions  to  the  Regional 
Transportation  Plan.  The  MTS  is  a 
regional  network  of  roadways,  transit 
corridors  and  transfer  points,  identified 
by  the  MTC  on  the  basis  of  specific 
criteria.  The  State  highways  and  major 
thoroughfares  designated  in  San 
Francisco's  CMP  roadway  network  are 
all  included  in  the  regional  MTS  network. 
There  are  a  few  instances  in  which  the 
local  CMP  roadway  network  is  not 
identical  to  the  regional  MTS  network  due 
to  differences  in  the  criteria  used  to 
define  each  network.  San  Francisco's 
CMP  and  MTS  networks  are  coordinated 
with  the  networks  of  adjacent  counties, 
to  ensure  regional  connectivity. 

As  a  result  of  a  1993  agreement,  the 
MTC  has  delegated  responsibility  to  the 
Authority  for  implementation  of  certain 
mandates  contained  in  the  federal 
Interstate  Surface  Transportation  and 
Efficiency  Act  of  1 991 ,  including  the 
analysis  of  potential  impacts  on  the  MTS 
of  proposed  local  land  use  decisions 
(see  Chapter  7). 
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Consider  additional  roadway  facilities  for 
the  network  -  By  July  1996  (for  the 
next  CMP  update). 


CHAPTER  4 
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•  A  uniform  methodology  adopted  by 
the  CMA  that  is  consistent  with  the 
Highway  Capacity  Manual. 


ROADWAY  LEVEL  OF 
SERVICE  (LOS) 
MONITORING 

Key  Topics: 

Legislative  Requirements 

•  Legislative  Intent  and  Application  to 
San  Francisco 

•  Technical  Approach 

Monitoring  Results  . 

Future  Monitoring  Approach 

Caltrans'  Role 

;      Work  Program  Items  -  Key 
Milestones 


jhe  previous  Chapter  described  the  CMP 
)adway  network  and  the  criteria  for  inclusion 
f  certain  roadway  facilities.  This  Chapter 
ocuments  the  methodology  used  for 
jonitoring  this  system,  and  provides  a 
omparison  of  monitoring  results  from  1991 
nd  1993. 


.  Legislative  Requirements  . 


ialifornia  Government  Code  requires  the 
stablishment  of  operating  standards  for  the 
iMP-designated  network  of  roadway 
icilities,  and  it  leaves  to  the  CMA  the  choice 
nong  allowable  methods  for  measurement  of 
vel  of  service  (LOS)  as  detailed  in  one  of  the 
llowing  sources: 

Transportation  Research  Board 
Circular  212  (TRC  212), 
Transportation  Research  Board's 
Special  Report  209:  Highway 
Capacity  Manual  (HCM),  latest 
version;  or 


Section  65089(b)(1)(B)  states  that  "In  no 
case  shall  the  LOS  standards  established  be 
below  the  LOS  E  or  the  current  level, 
whichever  is  farthest  from  LOS  A.  When  the 
level  of  service  on  a  segment  or  at  an 
intersection  fails  to  attain  the  established  level 
of  service  standard,  a  deficiency  plan  shall  be 
adopted  pursuant  so  section  65089.4"  In 
addition,  Section  65089.3  establishes  that  "The 
[California]  Department  [of  Transportation]  is 
responsible  for  data  collection  and  analysis  on 
state  highways,  unless  the  agency 
designates  that  responsibility  to  another 
entity." 


2.  Legislative  Intent  and  Application  to  San 
Francisco 


LOS  is  a  traffic  engineering  concept  designed 
to  describe  the  operating  conditions  on  a 
roadway.  LOS  describes  operating  conditions 
on  a  scale  of  A  to  F,  with  A  being  the  best 
(free  flow),  and  F  being  the  worst  (bumper-to- 
bumper)  conditions.  Attributes  that  make  up 
the  A  to  F  degrees  of  the  LOS  scale  are  a 
mixture  of  quantitative  measures  (such  as 
speed  and  travel  time),  and  qualitative 
observations,  such  as  freedom  to  maneuver. 
The  result  is  a  system  that  is  highly 
descriptive,  but  which  also  allows  meaningful 
quantification  and  comparison  of  results  for 
different  facilities  and  situations. 

LOS  standards  are  the  reference  point  or 
quantified  goal  against  which  it  is  possible  to 
measure  the  performance  of  the  CMP 
roadway  network.  If  actual  system 
performance  falls  below  the  standard,  (i.e., 
congestion  worsens)  actions  must  be  taken  to 
restore  or  improve  LOS.  Annually  the 
Congestion  Management  Agency  is  required  to 
determine  the  City's  conformance  with  the 
CMP,  including  attainment  of  LOS  standards. 

The  intent  of  the  legislation  is  to  use  LOS  as 
the  main  indicator  of  congestion  and  as  the 
uniform  yardstick  for  measurement  of 
improvement,  as  well  as  to  gauge  the 
congestion  abatement  potential  of  proposed 


transportation  solutions.  The  choice  of  LOS 
for  this  purpose  reflects  the  suburban  roots  of 
the  congestion  management  legislation: 
congestion  relief  is  to  be  measured  by  the 
ability  of  the  transportation  system  to  move 
automobiles,  because  in  the  suburbs  the 
single-occupant  automobile  is  still  the 
prevalent  mode  of  transportation.  It  also 
reflects  the  fact  the  LOS  has  been  used  and 
codified  more  extensively  and  systematically 
than  any  other  transportation  facility 
performance  method.  Therefore  LOS  is  also 
the  method  that  offers  least  potential  for 
controversy  or  challenge  when  a  CMA  makes 
a  finding  of  non-conformance. 

Improvements  on  the  LOS  scale  ensure  better 
travel  conditions  for  motorists,  but  the  LOS 
scale  does  not  take  into  account  the  people 
throughput  potential  of  a  roadway.  Under 
optimum  (LOS  "A")  operating  conditions,  a  city 
arterial  may  be  carrying  the  maximum  number 
of  automobiles  at  high  speed,  but  if  each 
vehicle  carries  only  the  driver  the  people 
throughput  of  the  facility  is  suboptimal.  San 
Francisco  faces  a  double  challenge  on  this 
issue:  on  the  one  hand  the  City  must  comply 
with  the  LOS  requirements  and  prevent  LOS 
conditions  from  deteriorating  below  the  set 
standards;  on  the  other  hand,  it  must  strive  to 
identify  a  performance  measurement  method 
that  reflects  San  Francisco's  transportation 
realities  more  appropriately  than  LOS. 

Over  the  next  decade,  the  performance 
measurement  method  will  play  an  increasingly 
significant  role  in  San  Francisco's  congestion 
management  efforts  as  the  City  undertakes  or 
completes  rehabilitation  of  a  number  of 
significant  transportation  projects,  such  as  the 
Embarcadero  Roadway,  the  Terminal 
Separation  Structure,  the  Central  Freeway, 
the  Transbay  Terminal,  Doyle  Drive,  and  the 
MUNI  Metro  Turnback.  Mitigation  of  congestion 
impacts  and  analysis  of  deficiencies  will 
require  significant  coordination  between  City 
departments  and  the  Authority,  to  ensure 
continued  conformance  with  CMP 
requirements. 

The  maintenance  of  LOS  standards  on  CMP 
roadways  in  San  Francisco  will  require  a 
comprehensive  and  multi-modal  approach 
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which  takes  into  account  the  congestion  relief 
potential  of  transit  and  other  non-automobile 
based  solutions,  as  well  as  operational 
improvements  to  roadways.  During  1995-6 
and  1996-7  the  Authority  will  continue  the 
development  of  specific  information  and 
guidance  about  congestion  management 
actions  and  their  congestion  relief  potential  in 
different  situations.  In  particular,  the  Authority 
will  investigate,  through  its  Strategic  Analysis 
Reports  (SARs)  or  through  corridor  or 
areawide  evaluations,  the  appropriate 
geographic  reach  and  effectiveness  of 
congestion  management  measures. 


Technical  Approach 


Annual  LOS  monitoring  on  the  entire  CMP 
network  is  performed  using  Federal  planning 
funds  available  through  the  Authority.  At  the 
time  of  annual  conformance  findings  the 
Authority,  acting  as  the  CMA,  assesses  the 
City's  conformance  with  LOS  standards 
based  on  the  results  of  monitoring.  The  CMA 
ensures  that  LOS  measurement  methods  used 
by  its  contractors,  Caltrans,  or  any  other 
agencies  involved  in  monitoring  the  CMP 
network  are  consistent  with  State  law. 


a.  LOS  Standard 


The  traffic  LOS  standard  for  San 
Francisco  is  consistent  with  CMP 
mandated  criteria  and  was  established 
at  E  in  the  initial  (1991)  CMP.  The  law 
exempts  from  monitoring  all  CMP  network 
facilities  which  were  already  operating 
at  LOS  F  at  the  time  of  baseline 
monitoring  conducted  in  connection  with 
the  development  of  the  first  CMP  in  1 991 . 


b.  Methodology 


The  methodology  used  for  monitoring 
LOS  on  San  Francisco's  CMP  network 
follows  the  specifications  detailed  in  the 
Highway  Capacity  Manual.  All  134  miles 
of  freeways  and  arterials  in  the  network 
are  monitored  using  a  floating  car 
technique,  which  allows  determination  of 
LOS  on  the  basis  of  average  operating 
speed.  For  this  purpose  the  network  is 


divided  into  89  segments.  For  a  detailed 
description  of  monitoring  techniques, 
refer  to  Appendix  IV. 

i.  Freeways 

US  Route  101,  Interstate  80,  and 
Interstate  280  are  the  only 
roadway  facilities  with  designated 
freeway  status  in  San  Francisco. 
Each  of  these  freeways  also 
serves  as  a  primary  gateway  for 
interregional  travel  between  San 
Francisco  and  adjacent  counties. 
Consistent  with  the  law,  LOS 
monitoring  for  these  facilities  is 
based  on  average  operating 
speed.  In  addition,  an  alternative 
measure  of  LOS  using  the  ratio  of 
observed  traffic  volumes  to 
freeway  capacity  (or  "V/C  ratios") 
at  selected  county  border 
screenlines  is  used  as  a  test  of 
reasonableness  of  LOS  monitoring 
results.  Volume  data  for  Interstate 
80  at  the  Bay  Bridge  toll  plaza  are 
available  through  the  Metropolitan 
Transportation  Commission  for  this 
purpose.  Similarly,  volume  data  for 
US  Route  101  at  the  Golden  Gate 
Bridge  toll  plaza  are  available  from 
the  Golden  Gate  Bridge,  Highway, 
and  Transportation  District.  For 
this  facility  V/C  ratio  is  calculated 
for  the  morning  peak  period, 
inbound  into  San  Francisco, 
because  toll  payment  allows  more 
accurate  enumeration  than 
outbound  (toll  free)  travel. 

ii.  Arterials 

Arterials  designated  in  San 
Francisco's  CMP  network  include 
the  following  three  groups  of 
streets: 

V    segments  of  state  routes 

which  operate  on  City  streets; 
\'    major  thoroughfares  identified 
in  the  City's  Master  Plan; 
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These  three  groups  of  City  streets 
form  the  backbone  of  San 
Francisco's  arterial  network.  The 
operation  of  these  arterials  is 
controlled  through  an 
interconnected  set  of  signalized 
intersections.  The  overall 
performance  of  each  arterial  is 
best  evaluated  through  analysis  of 
segments  of  each  roadway. 
Evaluation  is  performed  following 
the  "Urban  and  Suburban  Arterials" 
methodology  of  the  1985  Highway 
Capacity  Manual  (Chapter  11).  The 
methodology  is  applied  to  determine 
level-of-service  for  each  arterial 
segment  using  direct  field 
measurements  of  average  travel 
speed. 


Network  Segmentation 

Documentation  of  Method  and 
Criteria 


other  major  streets  with 
significant  conflicts  between 
automobile  traffic  and  high 
volumes  of  transit  service. 


Development  of  the  1993  CMP  included  a 
comprehensive  effort  to  document  the 
criteria  used  in  1991  to  establish  the 
initial  segmentation  of  the  CMP  roadway 
network  in  San  Francisco,  including 
freeway  facilities.  The  following  five 
criteria  were  identified  as  major 
determinants  of  segment  limits  for  the 
city  arterials  in  the  CMP:  predominant 
development  patterns  (including  factors 
such  as  number  of  driveways, 
institutional  users,  etc.),  changes  in 
speed  limits,  major  cross  streets, 
significant  changes  in  traffic  volumes, 
and  occurrence  of  freeway  ramps. 
These  criteria  are  dictated  by  accepted 
traffic  engineering  practice,  and  they 
reflect  factors  that  are  generally 
recognized  as  significant  in  explaining 
the  operating  behavior  of  a  roadway. 
Appendix  IV  contains  a  listing  of  all  CMP 
arterials  in  San  Francisco,  highlighting 
the  specific  criteria  that  apply  to 
determine  the  geographic  limits  of  each 
segment. 

For  freeway  facilities  the  segmentation 
criteria  are  simpler.  They  include 


interchange  on  and  off  ramps,  and 
points  were  two  freeway  facilities 
merge  or  bifurcate.  Segment  limits  for 
freeways  in  the  San  Francisco  CMP  are 
also  shown  in  Appendix  IV. 

Segmentation  Changes 

Table  4-C  lists  all  CMP  arterials  where 
segmentation  changes  were  introduced 
as  part  of  the  1993  CMP,  including  a 
technical  justification.  Changes  were 
introduced  in  the  segmentation  of  18 
arterials  in  the  network.  The  new 
arterial  segments  follow  more  closely  the 
five  segmentation  criteria  described 
above,  and  they  provide  a  better 
framework  for  monitoring  of  LOS, 
improving  comparability  of  results  among 
similar  facilities.  By  better  reflecting  local 
conditions  these  new  segments 
increase  the  reliability  and  explanatory 
power  of  LOS  measurements  on  the 
network.  This  is  essential  to  provide  a 
solid  basis  for  decision-making  leading  to 
development  and  implementation  of 
congestion  management  actions.  No 
segmentation  changes  were  proposed 
as  a  result  of  the  1995  LOS  monitoring 
cycle,  but  changes  may  be  considered 
during  fiscal  years  1995-6  and  1996-7, 
as  necessary. 


4.  Monitoring  Results 


In  order  to  determine  initial  ("baseline")  LOS 
conditions,  monitoring  of  the  CMP  network 
was  performed  by  the  Department  of  Parking 
and  Traffic  during  the  summer  of  1 991 .  This 
initial  monitoring  also  allowed  identification  of 
network  segments  at  LOS  F  which  are 
legislatively  exempted  from  conformance  with 
the  established  LOS  "E"  standard  but  will 
continue  to  be  periodically  monitored  and 
targeted  for  congestion  management 
measures  as  appropriate.  CMP  arterial  and 
freeway  segments  identified  at  LOS  F  in  the 
1991  San  Francisco  CMP  are  shown  in 
Appendix  IV. 

Tables  I  through  IV  in  Appendix  IV  show  LOS 
monitoring  results  for  all  segments  of  arterials 
and  freeways  in  the  CMP  network.  The 
information  includes  segment  length,  direction 
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of  travel,  time  of  day  (AM  and  PM  peak), 
average  operating  speed  measured,  and  LOS 
results  for  both  1991,  1993,  and  1995. 

LOS  monitoring  for  the  current  conformance 
determination  cycle  was  performed  during 
April  and  May  1995.  Figures  4-1  and  4-2 
show  CMP  network  segments  operating  at 
LOS  D  or  worse  during  the  1995  monitoring 
for  the  PM  peak  period. 

Table  4-D  lists  the  segments  which  were 
found  to  be  at  LOS  F  during  the  1995 
monitoring.  Only  two  additional  arterial 
segments  appear  to  be  deficiencies  as  a 
result  of  the  1995  monitoring.  They  are 
Brannan  Street  westbound  from  5th  to  6th 
Street  during  the  a.m.  peak  and  Stanyan  Street 
southbound  from  Turk  Street  to  Fulton  Street 
during  the  p.m.  peak.  In  order  to  corroborate 
these  results,  and  to  determine  the 
contribution  of  regional  trips  to  this  LOS  F 
measurement,  these  two  segments  will  be 
further  monitored  twice,  in  October/November 
1 995  and  March/April  1 996.  If  the  segments 
are  found  to  be  deficient  during  the  April  1996 
monitoring  (after  deducting  the  trips  exempted 
by  law),  the  City  will  be  required  to  prepare 
and  implement  a  deficiency  plan. 

In  general,  the  1995  monitoring  shows 
considerable  variability  in  overall  traffic 
conditions  over  the  entire  arterial  network 
compared  to  previous  monitoring  results. 
Continual  improvement  and  standardization  of 
the  speed  measurement  techniques  may 
account  for  some  of  the  variability  in  LOS 
measurements.  The  freeways  show  no 
significant  change. 
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Table  4-C 

Rationale  for  Changes  to  Arterial  Segmentation 
Since  1991 


Third  Street 

Eliminated  Fairfax  Street  as  a  break  point.    Evans  Avenue 
is  the  new  break  point  because  of  the  change  in  speed 
limit  and  because  Evans  is  a  major  cross  street. 

Alemany  Boulevard 

Lyell  Street  is  a  necessary  break  point  because  of  a 
speed  limit  change. 

Army  Street 
(Cesar  Chavez) 

Because  of  the  size  of  the  U.S.  101    interchange  at  Army 
Street  circle,  a  break  point  was  established  on  each  side 
of  it.  One  is  at  Kansas  Street  and  a  second  is  at  Bryant 
Street. 

Bayshore  Boulevard 

Industrial  is  a  necessary  break  point  because  of  nearby  off 
and  on-ramps. 

Bush  Street 

Gough  is  the  best  divider  to  break  Bush  into  two  segments 
because  land  use  changes  occur  at  Gough  and  because 
it  is  a  major  cross  street. 

Duboce  Avenue 

Folsom  Street  was  eliminated  as  a  break  point  and 
replaced  with  Mission  Street,  because  of  the  presence  of 
on  and  off  ramps  to  101. 

Evans  Avenue  and  Fremont 
Street 

The  1991  intermediate  segment  limits  could  not  be 
justified  and  were  eliminated  (no  apparent  change  in  traffic 
flow  conditions) 

Fulton  Street 

Arguello  was  identified  as  an  intermediate  segment  limit 
because  it  is  a  major  cross  street  and  because  of  a  speed 
limit  change. 

Harrison  Street 

Eliminated  2nd.  Street  and  substituted  First  Street  is  the 
first  break  point  because  of  the  I-80  on-ramp. 

Junipero  Serra  Blvd 

The  first  segment  boundary  is  19th  Avenue  instead  of 
Holloway,  as  justified  by  the  change  in  speed  limit  and 
also  because  19th  Avenue  is  a  major  cross  street. 
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Table  4  -  C  (Contd.) 


1  r\ m hard  Q froot 

FliminatpH  intprmpdiate  seament  boundaries  because 
land  uses  and  traffic  conditions  are  uniform  along  this 
street. 

Market  Strppt 

Established  a  new  segment  boundary  at  Clipper  because 
of  a  change  in  grade  on  each  side  of  Clipper.  Eliminated 
unjustified  breaks  at  Danvers,  Sanchez  and  Gough 

llllOOIUI  1    Oil  CCl 

FliminatpH  intprmpHiatp  hmmHariP'5  bptwppn  14th  and 

I—  1 1 1  II 1 1  1  u ICU    1 1  1  LCI  1 1  1  OLJ 1  CI lu   kfUUI  IUQI  Iwo          in uui  I     nil  I   ui  ivj 

Army  and  between  Army  and  Ocean  to  better  reflect  land 

use. 

O'Farrell  Street 

Eliminated  intermediate  segment  boundaries  at  VanNess, 
Leavenworth  and  Taylor,  which  created  segments  too 
short  for  accurate  measurement.  Mason  is  the  new  break 
point  because  of  land  use  changes. 

Van  Ness  Avenue 

Added  Golden  Gate  Avenue  as  an  intermediate  segment 
boundary  because  of  land  use  changes  (start  of  the  Civic 
Center  area). 

FIGURE  4-1 


*Final  map  for  this  figure  is  under  development. 


FIGURE  4-2 


PM  Peak  Hour  1995 


(  j      -  LOS  "A"  or  "B" 

Segments 


(  )     -  LOS  "C"  Segments 

-  LOS  "D"  SegmenU 

-  LOST  Segments 

-  LOS  "F"  Segmente 


Level  of  Service  on 
Tier  1  Routes 
San  Francisco 
CMP  Network 


*Final  map  for  this  figure  is  under  development. 
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Table  4-D 

1995  LOS  Monitoring  Results  -  LOS  F  Segments 


A.M.  Peak  Period 


CMP  Rnutp 

1  imit<i 

^nooH  RfQiiltQ 

rim  m  ontc 

Brannan  St 
WB 

From:  5th  Street 
To:  6th  Street 

1993:  8.9  mph  (E) 
1995:  6.1  mph  (F) 

This  segment  exceed 
the  standards. 

Drumm  St 

O  D 

From:  Washington 

1  U.  IVIdlKcl  OlltJcl 

1991:  9.5  mph  (D) 

Q  1  mnh  (rt\ 

iyyo.  y.  i  iiipri  \\->) 
1995:  5.3  mph  (F) 

The  results  were 
aiiecieu  uy 
construction  and 
detours  on  the 
Embarcadero.  They  do 

not  rnn<?titiitp  3 

deficiency. 

1-280 

From:  City  Limit 
To:  US  101 

1991:22.9  mph  (F) 
1993:  43.0  mph  (E) 
1995:  27.3  mph  (F) 

Already  at  LOS  F  in 
1991.  Per  state  law  the 
results  do  not 
constitute  a  deficiency. 

1-80 

From:  Treas.  Island 
To:  Fremont 

1991:17.5  mph  (F) 
1993:  32.2  mph  (E) 
1995:  26.5  mph  (F) 

Already  at  LOS  F  in 
1991.  Per  state  law  the 
results  do  not 
constitute  a  deficiency. 

P.M.  Peak  Period 

CMP  Route 

Limits 

Speed  Results 

Comments 

Drumm  St 

(  WB 

From:  Washington 
To:  Market  Street 

1991:  9.5  mph  (D) 
1993:  9.1  mph  (D) 
1995:  5.3  mph  (F) 

The  results  were 
affected  by 
construction  and 
detours  on  the 
Embarcadero.  They  do 
not  constitute  a 
deficiency. 

Market  St 
WB 

From:  Van  Ness  Ave. 
To:  Drumm  St 

1991:  9.6  mph  (D) 
1993:  12.9  mph  (D) 
1995:  6.3  mph  (F) 

The  results  were 
affected  by 
construction  and 
detours  in  the  vicinity  of 
Van  Ness  Avenue. 
They  do  not  constitute 
a  deficiency. 

Stanyan  St 
3B 

From:  Turk  Street 
To:  Fulton  Street 

1993:  7.6  mph  (D) 
1995:  2.3  mph  (F) 

This  segment  exceeds 
the  standard. 

Future  Monitoring  Approach 


In  addition  to  average  speed  measurements, 
during  fiscal  years  1995-6  and  1996-7,  the 
Authority  will  be  exploring  with  the  Department 
of  Parking  and  Traffic  the  possibility  of 
systematizing  existing  measurements  of 
arterial  traffic  volumes  by  tube  counts 
(mechanical  counters)  so  that  they  can 
provide  additional  data  at  regular  intervals. 
Other  possibilities,  including  installation  of 
traffic  counting  loops  detectors  at  permanent 
count  stations,  and  the  need  for  new  cordon 
counts  of  downtown  (the  last  one  was  in 
1983)  will  also  be  considered.  Arterial  volume 
counts  may  be  used  to  monitor  the  progress 
of  congestion  management  actions  in  between 
biennial  LOS  measurements. 

In  order  to  determine  frequency  of  LOS 
monitoring,  each  segment  of  San  Francisco's 
CMP  network  is  assigned  to  one  of  two  tiers. 
Roadway  segments  operating  at  levels  of 
service  D  or  E  (poor  conditions)  at  the  time  of 
the  most  recent  monitoring  are  classified  as 
Tier  1 ,  and  subject  to  average  operating  speed 
monitoring  at  least  once  every  year. 
Segments  operating  at  LOS  A  through  C  are 
classified  as  Tier  2,  and  monitored  over  a  two- 
year  cycle.  The  Authority  may  require  more 
frequent  average  operating  speed  monitoring 
of  Tier  1  or  2  segments,  if  tube  counts  or  other 
evidence  gathered  between  annual 
conformance  determinations  suggests 
significant  or  more  rapid  increase  in 
congestion  than  initially  anticipated. 

Although  the  focus  of  the  Congestion 
Management  Program  is  on  system-level 
analysis  and  link-level  measurement  of  LOS,  in 
order  to  more  closely  track  the  evolution  of 
congestion  problems  on  the  CMP  network,  the 
Authority  may  require  an  examination  of 
operating  conditions  at  certain  intersections. 
Intersection  analysis  techniques  will  follow  the 
methodology  described  in  Chapter  9  of  the 
1985  Highway  Capacity  Manual.  In  addition, 
operational  analyses  of  intersections  for 
assessment  of  impacts  in  connection  with 
land  development  proposals  will  follow  the 
analytical  methods  detailed  in  the  City's 


environmental  review  guidelines  (see  Chapter 
7:  Land  Use  Analysis  Program). 


Caltrans'  Role 


Pursuant  to  the  changes  introduced  in  section 
65089.3,  the  Authority  has  already  initiated  the 
drafting  of  a  memorandum  of  understanding 
involving  all  Bay  Area  CMAs  and  Caltrans 
District  4,  to  further  define  and  coordinate  the 
Department's  LOS  monitoring  activities  on  the 
regional  freeway  system. 


7 .  Work  Program  Items  -  Key  Milestones 


Finalize  MOU  with  Caltrans  on  LOS 
monitoring  on  the  freeway  system,  by 
February  1996. 

Monitor  newly  identified  LOS  F  segments 
on  Stanyan  an  Brannan  Streets  in 
October/November  1995  and 
March/April  1996. 

Make  final  determination  of  deficiency  for 
new  LOS  F  segments  if  they  remain  at 
LOS  F  after  applying  allowable 
exclusions  to  the  April  1996 
measurement,  by  July  1996. 

Develop  approach  for  incorporation  of 
traffic  count  information  (arterials  and 
freeways)  into  the  CMP  monitoring 
process,  by  December  1996. 

Propose  CMP  network  segmentation 
changes  if  necessary,  by  October 
1996. 
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1.  Legislative  Requirements 


Section  65089(b)(2)  replaces  the  transit 
service  standards  requirements  in  the  1991 
and  1 993  CMPs.  It  is  the  result  of  changes  to 
CMP  law  introduced  by  AB  1963  in  1994.  The 
statutes  state  that  the  CMP  shall  include  "[a] 
performance  element  that  includes 
performance  measures  to  evaluate  current 
and  future  multimodal  system  performance  for 
the  movement  of  people  and  goods.  At  a 
minimum,  these  performance  measures  shall 
incorporate  highway  and  roadway  system 
performance,  and  measures  established  for 
the  frequency  and  routing  of  public  transit, 
and  for  the  coordination  of  transit  service 
provided  by  separate  operators.  These 
performance  measures  shall  support  mobility, 
air  quality,  land  use,  and  economic  objective, 
and  shall  be  used  in  the  development  of  the 
capital  improvement  program...,  deficiency 
plan...,  and  the  land  use  analysis  program...." 
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2.  Legislative  Intent  and  Application  to 
San  Francisco 


The  intent  of  the  new  performance  element  is 
to  broaden  the  very  narrow  definition  of 
performance  used  in  the  original  legislation, 
which  limited  measurement  to  LOS  on 
roadways.  It  is  an  acknowledgment  of  the 
need  for  diversified  solutions  to  complex 
transportation  problems  in  urban  areas,  and 
the  impossibility  of  tackling  them  with  just  one 
mode.  Furthermore,  the  performance  element 
recognizes  the  connection  between 
transportation  investment  and  system 
performance  and  that  this  performance  should 
be  measured. 

San  Francisco's  environment  is  suited  to  the 
use  of  alternative  performance  measures  and 
to  the  application  of  multimodal  performance 
criteria.  High  transit  share  and  large  transit 
investments  mean  that  the  City  will  benefit 
from  a  multimodal  approach  to  system 
performance. 

Although  the  legislative  intent  is  clearly  to 
encourage  the  use  of  alternatives  to  traveling 
by  single-occupant  automobile,  lack  of 
additional  funding  for  transit  operations 
dictates  a  cautious  approach  to  determining 
the  degree  to  which  congestion  mitigation  will 
be  dependent  on  expansion  of  traditional 
fixed-route  transit  service,  particularly  in  light 
of  the  City's  current  fiscal  crisis,  which  may 
trigger  MUNI  service  cuts.  Other  alternatives 
for  improving  mobility  and  addressing 
congestion  are  addressed  in  the  Chapter  6: 
Trip  Reduction  Element. 


3;  Multimodal  Performance  and  Mobili 


The  performance  of  the  multimodal 
transportation  system  has  a  critical  impact  on 
mobility  in  San  Francisco.  Mobility  is  a  concept 
which  is  not  easily  defined  in  a  few  words, 
but  it  refers  to  people's  ability  to  travel  or  ease 
of  travel  from  point  A  to  point  B.  Mobility  has 
several  key  aspects.  In  analyzing  mobility 
involving,  for  example,  travel  from  A  to  B,  we 
would  consider: 


a.  the  availability,  convenience,  and 
accessibility  of  transportation  between 
A  and  B. 

b.  the  availability  of  options  (more  than  one 
mode  of  transportation,  or  more  than  one 
alternative  within  a  mode,  such  as 
different  bus  routes)  to  travel  between 
A  and  B 

c.  the  affordability  of  transportation 
between  A  and  B 

d.  the  reliability  and  safety  of 
transportation  between  A  and  B 

These  are  attributes  of  the  transportation 
system,  but  they  are  not  constant.  They  are 
likely  to  vary  if  we  consider  a  different  origin- 
destination  pair,  instead  of  A  and  B;  and  they 
may  even  vary  for  different  types  of  users 
even  considering  the  same  A/B  pair:  for 
example  the  same  bus  route  may  be 
convenient  to  one  person  and  inaccessible  to 
their  next  door  neighbor  who  cannot  walk  one 
block  uphill  to  the  bus  stop.  These  system 
attributes  also  vary  with  trip  purposes  and 
time  of  day.  A  20-minute  bus  headway  may 
be  OK  for  a  mid-day  shopping  trip,  but  may  be 
inadequate  for  a  morning  commute  trip. 
Similarly,  a  20-minute  wait  for  a  bus  may  not 
be  an  option  at  night  in  an  unsafe 
neighborhood. 

Thus,  the  same  A/B  pair  may  have  several 
different  accessibility  ratings  depending  on 
age,  physical  disability,  or  time  of  day.  It  is 
easy  to  see  how  traditional  service  quality 
indicators,  such  as  geographic  coverage  or 
bus  route  frequency  only  provide  part  of  the 
jsystem  performance  picture. 

jThese  distinctions  can  in  many  cases  explain 
the  choice  between  transit  and  other  modes, 
particularly  for  trips  within  San  Francisco,  and 
are  therefore  very  important  to  consider  in 
lattempting  to  measure  system  performance. 
This  is  so  because  in  measuring  performance 
\we  are  measuring  the  ability  of  the  system  to 
satisfy  the  transportation  needs  of  all  San 
Franciscans. 
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1 4.  Uses  of  Multimodal  Performance 
I  Measures 


Multimodal  performance  measures  will  be 
used  for  the  following  purposes: 

a.  CMP  Conformance  Determinations: 

Link  (roadway)  Level  of  Service  (LOS) 
will  continue  to  be  used  for  conformance 
determinations  for  the  next  year,  while 
alternative  measures  are  further 
developed  and  tested. 

b.  CIP  Amendments:  The  Authority  will 
evaluate  the  potential  impacts  of 
proposed  CIP  changes  on  the 
performance  of  the  multimodal  network. 
This  information  will  be  used  as  one  of 
the  factors  in  deciding  Authority 
concurrence  with  such  proposals.  See 
Chapter  8  for  further  details. 

c.  Deficiency  Plans:  Only  link  LOS 
measurements  will  be  used  for 
deficiency  determinations.  However, 
other  multimodal  measures  will  be  used 
in  the  assessment  of  future  deficiencies, 
though  predictive  deficiency 
identification  does  not  have 
conformance  implications  under  current 
CMP  law. 

d.  Land  Use  Impacts  Analysis:  It  is 

expected  that  multimodal  performance 
measures  will  be  used  for  the  analysis 
of  impacts  of  local  land  use  decisions  on 
the  CMP  network,  but  the  specific 
approach  will  be  finalized  pending 
further  discussion  with  the  Planning 
Department.  Because  the  land  use 
impacts  analysis  process  is  only 
advisory,  the  Authority  expects  to  apply 
a  number  of  performance  measures  to 
the  analysis,  to  test  their  adequacy  over 
time. 


5.  Methodology  for  Performance  Evaluation 


Consistent  with  state  law,  the  1995  San 
Francisco  CMP  distinguishes  between  two 
tiers  of  performance  measures.  Tier  1 
includes  roadway  LOS  plus  three  transit 


service  performance  measures:  routing, 
frequency,  and  interoperator  service 
coordination.  These  are  the  most  traditional 
measures,  with  a  more  substantially 
documented  record  of  reliability  in  terms  of  our 
ability  to  measure  and  interpret  them 
accurately.  They  will  be  used  in  connection 
with  CMP  conformance  determinations. 

Tier  2  includes  new  multimodal  performance 
measures  which  will  require  some  testing 
before  they  are  applied  to  the  CMP 
conformance  process.  These  are  included  in 
the  present  document  so  that  the  Authority 
may  initiate  consultation  with  City  departments 
and  other  transportation  agencies,  and  begin 
testing.  Standards  will  be  developed  for  these 
performance  measures  according  to  the 
results  of  testing  and  consultation  over  time. 

Starting  in  June  1996,  Authority  staff  will 
prepare  an  annual  system  performance  report 
and  submit  it  for  consideration  by  the  Authority 
Board.  The  1996  report  will  include 
information  about  Tier  1  measures  and  a 
progress  report  on  Tier  2  activities.  Transit 
performance  information  will  also  be  included, 
as  described  in  section  5.5.3. 


5.1.  Criteria  For  Selection  of  Tier  2 
Performance  Measures   


In  order  to  minimize  collection  efforts, 
performance  measures  should  be  reliable, 
intuitive,  and  the  data  required  should  be 
readily  available  from  City  departments  or  from 
other  Authority  activities.  In  addition,  these 
measures  must  be  relevant  to  the  evaluation 
of  mobility  issues  as  described  in  Section  3 
above,  and  applicable  to  the  specific  CMP 
uses  described  in  Section  4  above, 

The  Authority's  Transportation  Analysis 
Database  will  be  the  main  tool  for  analysis  of 
system  performance  and  it  will  be  the  main 
repository  for  performance-related  data.  A 
detailed  description  of  the  TAD  will  be  included 
in  the  update  of  Chapter  10,  expected  to  occur 
by  April  1996. 

Tier  1  and  2  performance  measures  are 
described 'in  detail  in  the  following  sections. 


San  Francisco  1995  CMP  •  October  1995  ■  Page  33 


5.5.2.  Tier  1  Performance  Measures  

a.  Roadway  Level  of  Service  (LOS): 

This  is  the  most  traditional  and  best 
documented  performance  measure.  It  is 
also  not  the  most  adequate  to  assess 
performance  in  a  system  which  includes 
a  major  transit  component,  as  well  as 
substantial  amounts  of  pedestrian  and 
bicycle  travel.  It  is  described  in  detail  in 
Chapter  4:  LOS  Monitoring. 

b.  Transit  Coverage/Routing:  This 
refers  to  the  pattern  of  the  transit  route 
network  (e.g.,  radial,  grid,  etc.)  and  the 
service  area  covered  (e.g.,  percent  of 
total  population  served  within 
one-quarter  mile;  or  percent  of  total 
urbanized  area  served). 

c.  Transit  Frequency:  This  is  the  number 

of  transit  vehicles  (buses,  trains  or 
ferries)  per  hour  (e.g.,  4  buses  per 
hour).  The  inverse  of  the  frequency  is 
called  "headway",  which  is  the  time 
between  transit  vehicles  (e.g.,  15 
minutes  between  buses). 


Table  5-A  shows  frequency  and 
coverage  standards  for  all  transit 
operators  that  provide  service  in  San 
Francisco.  For  ease  of  understanding,  in 
all  cases  frequency  standards  are 
expressed  using  the  concept  of 
"headway",  which  is  the  time  between 
two  consecutive  transit  vehicles  in  a 
given  route.  For  example:  instead  of  "4 
buses  per  hour"  (i.e.,  frequency  of 
service),  the  tables  show  "15-minute 
headways". 

A  number  of  transit  operators  provide 
connections  to  and  from  points  outside 
the  city.  Because  of  the  predominantly 
suburban,  low-density  environment  in 
which  they  function,  which  limits  the 
amount  and  kinds  of  service  they  can 
provide,  these  operators  have 
established  significantly  different 
standards  from  those  that  MUNI  is 
expected  to  achieve  in  San  Francisco. 
These  differences  are  reflected  in  Table 


5-A.  The  transit  standards  are 
essentially  established  policy  and  in  most 
cases  are  taken  directly  from  each 
operator's  current  Short  Range  Transit 
Plan. 

d.     Interoperator  Coordination:  This 
addresses  the  linkages  between  transit 
services  provided  by  different  operators 
(e.g.,  timed  transfers  at  transit  centers, 
joint  fare  cards,  etc.),  to  facilitate  the  use 
of  transit. 

Senate  Bill  602  requires  that  MTC,  in 
coordination  with  the  Bay  Area's 
Regional  Transit  Coordinating  Committee 
(RTCC),  develop  rules  and  regulations 
for  fare  and  schedule  coordination  in 
MTC's  nine-county  Bay  region.  The  SB 
602  process,  already  under  way  for 
four  years,  is  considered  sufficient  to 
meet  the  intent  of  CMP  law  regarding 
transit  service  coordination  in  the  region. 
Compliance  with  the  SB  602  process  by 
MUNI  and  all  other  operators  serving  San 
Francisco  will  therefore  constitute 
sufficient  grounds  for  a  finding  of 
conformance  with  CMP  transit 
coordination  requirements. 


5.5.3.  Tier  2  Performance  Measures 


Three  new  multimodal  performance  measures 
will  be  considered  and  tested  over  the  next  2 
fiscal  years.  They  include: 

a.  Travel  Time:  This  measure  addresses 
travel  times  between  a  set  of  origins  and 
destinations  (up  to  20  pairs)  in  San 
Francisco.  They  will  be  measured  for 
different  modes,  including  private 
automobile  and  transit. 

b.  Travel  Options:  This  measure  will 
address  actual  alternatives  for  trip 
making.  It  will  focus  on  the  investigation 
of  alternatives  for  travel  by  transit 
(alternative  routes,  or  combinations  of 
routes),  and  the  factors  affecting  them 
(such  as  street  safety,  topography,  etc.) 

c.  Travel  Time  Predictability:  This 
measure  will  address  the  ability  of  the 
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transportation  system  to  ensure  that  trip 
durations  (by  different  modes)  in  San 
Francisco  remain  fairly  constant  over 
time. 

These  are  significant  variables  in  explaining 
people's  choices  of  a  mode  of  transportation 
within  the  city.  They  will  be  measured  using  a 
combination  of  field  observations,  transit 
timetables,  street  topography  data,  and 
statistics  about  neighborhood  safety, 
demographic  characteristics  and  transit  route 
safety.  Except  for  the  field  measurements, 
the  rest  of  the  information  is  collected  routinely 
by  different  City  departments  and  is  readily 
available.  The  Transportation  Analysis 
Database  will  be  used  to  analyze  the  data. 

By  February  1996,  the  Authority  will,  after 
consultation  with  City  departments,  confirm  or 
modify  the  list  of  Tier  2  variables.  Testing  will 
start  by  April  1996,  after  testing  design  is 
finalized.  Final  Tier  2  measure  for  application 
to  the  performance  evaluation  process,  will 
selected  by  December  1996. 


5.5.4.  Other  Performance  Measures 


In  addition  to  the  measures  described  in 
sections  5.5.1  and  2  ,  above,  there  are  a 
number  of  other  measures  that  can  provide 
further  perspective  on  the  performance  of  the 
transit  system.  Table  5-B  includes  seven 
such  measures  which  will  be  tracked  and 
included  in  the  annual  performance  report  to 
the  Authority  Board.  These  measures  can  be 
tracked  using  data  currently  collected  by  MUNI 
and  other  transit  operators. 
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Table  5-A 

Transit  Service 
Frequency  and  Coverage  Standards 
MUNI 


Frequency  Standard 

SERVICE  TYPE  TIME  PERIOD 


Peak 

Base 

Evening 

Owl 

10 

15 

20 

302 

10 

15 

15 

20 

302 

20 

302 

302 

Weekend/Holidays1 


Radial  10  15  20         302  15 

Express  10  --  —  --  n/a 

20 

Feeder  20  302  302  302 

1  Weekend/Holiday  information  is  provided  for  base  service  only. 
2For  lines  that  provide  this  service. 

Coverage  Standard 

All  San  Francisco  residential  locations  should  be  within  a  walking  distance  to  a  route  of  a  quarter 
mile  or  less  for  MUNI's  19-hour  basic  service  day. 


AC  TRANSIT 

Frequency  Standard 

SERVICE  TYPE  TIME  PERIOD 

Peak       Mid-day      Night       Owl  Weekend/Holidays 

Transbay  Express  30 

Transbay  Basic  15  30  30 

Coverage  Standard 

AC  Transit  provides  two  levels  of  service  to  the  Transbay  Terminal  in  San  Francisco.  Transbay 
Express  provides  medium  to  high  frequency  peak-hour  service  between  San  Francisco  and 
selected  areas  of  the  District  where  there  is  demand  for  transit  services  which  BART  cannot 
meet.  Transbay  Basic  provides  direct  service  between  San  Francisco  and  major  East  Bay  areas 
that  are  not  well  served  by  BART;  the  service  operates  all  day  at  a  medium  to  high  frequency  on 
a  local  and/or  limited  stop  basis. 
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Table  5-A  (cont.) 

BART 

Frequency  Standard 

UNE 

Concord  Fremont 

Richmond 

TIME  PERIOD 

Daly  City                Daly  City 

Daly  City 

Weekday  Peak 

7.5  12 

1*5 

Weekday  Mid-day 

15  15 

15 

Weekday  Night 

20 

Saturday  Day 

20  20 

20 

Saturday  Night 

20 

— 

Sunday/Holiday  all  day 

20 

Coverage  Standard 

BART  rail  service  is  provided  between  the  hours  of  5:00  a.m 

.  and  approximately  1:00  a.m. 

Monday  through  Friday,  6  a.m.  to  approximately  1:00  a.m. 

on  Saturdays,  and  8  a.m.  to 

approximately  1:00  a.m. 

on  Sundays  and  major  holidays.  Closings  for  individual  stations  are 

timed  with  the  schedule  for  the  last  train  beginning  at  approximately  midnight. 

BART  has  eight  stations  in  San  Francisco:  Four  spaced  a  half  mile  apart  on  Market  Street  and 

four  at  variable  distances  in  the  southwestern  part  of  the  City. 

I 
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Table  5-A  (cont.) 
CALTRAIN 

Frequency  Standard 

30-minute  headways  during  the  peak 
1  hour  headways  off-peak 

Coverage  Standard 

The  CalTrain  system  operates  on  a  46.9  mile  route  between  San  Francisco  and  San  Jose.  There 
are  26  stations  in  the  16  cities  that  CalTrain  serves,  including  four  in  San  Francisco.  Stations  are 
spaced  between  1.0  and  4.1  miles  apart. 


Frequency  Standard 


SERVICE  TYPE 


GOLDEN  GATE  TRANSIT 


TIME  PERIOD 
Peak  Base 


Commute  Bus  15 

Basic  Service  Bus  30  60 

Larkspur  Ferry  30  2  hrs. 

Sausalito  Ferry  75  75 

Coverage  Standard 

Commute  bus  routes  operate  weekdays,  in  the  peak  travel  direction,  between  residential  areas  in 
Marin  and  Sonoma  Counties  and  the  San  Francisco  Finance  District  and  Civic  Center. 

Basic  service  routes  operate  all  day,  seven  days  a  week,  between  the  Transbay  Terminal  and 
Civic  Center  in  San  Francisco  and  various  suburban  centers  within  Marin  and  Sonoma  Counties. 

The  Sausalito  Ferry  operates  with  one  boat  and  can  only  provide  service  as  quickly  as  it  can 
travel  back  and  forth  between  Sausalito  and  San  Francisco,  usually  an  hour  and  a  half. 
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Table  5-A  (cont.) 
SAMTRANS 

Frequency  Standard 

TIME  PERIOD 

SERVICE  TYPE  Peak  Base 

Commute  Bus  30 

Basic  Service  Bus  —  60 

Coverage  Standard 

1 .  Serve  each  city  within  San  Mateo  County  with  at  least  one  bus  route. 

2.  Maintain  bus  service  within  the  following  regional  corridors: 
o  Highway  82  (El  Camino  Real) 

o  Highway  92  (San  Mateo  Bridge) 
o  Highway  101 

o  Highway  1  north  of  Half  Moon  Bay 

3.  Maintain  bus  feeder  service  to  CalTrain  stations  located  within  San  Mateo  County  at  current 

levels  (FY  1990/91). 

4.  Maintain  bus  feeder  service  to  the  Daly  City  BART  station  at  current  levels  (FY  1 990/91 ). 
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TABLE  5-B 

MEASURES  OF  TRANSIT  SERVICE  PERFORMANCE 

Performance  Characteristic 

Performance  Measure  Proposed 

1.  Efficiency 

Cost  per  revenue  vehicle  hour 

2.  Efficiency 

Cost  per  passenger 

3.  Efficiency 

Cost  per  passenger  mile 

4.  Efficiency 

Rev.  Veh.  Hours  per  Employee 

5.  Effectiveness 

Passengers  per  Rev.  Vehicle  Hour 

6.  Effectiveness 

Passengers  per  Rev.  Vehicle  Mile 

7.      Service  Reliability 

Percent  of  scheduled  runs  missed 

8.      Service  Reliability 

Percent  of  scheduled  runs  on  time 

6.  Work  Progranft1temg,*Xev-Milestones'-'-,.',i,'.: 


Identify  other  Tier  2  performance 
measures  through  consultation  with  City 
departments  -  By  February 
1996 

Finalize  design  and  begin  testing  of  Tier 
2  multimodal  performance  measures  -  By 
April  1996 

Present  annual  performance  report  to 
the  Authority  Board  -  By  June  1996. 
Select  multimodal  measures  -  By 
December  1996 


CHAPTER  6 

TRIP  REDUCTION 
ELEMENT 

Key  Topics: 

•  Legislative  Requirements 

Legislative  Intent  and  Ap- 
plication to  San  Francisco 

City  Policy  Framework 

•  Housing  and  Employment 
Balance 

Relationship  of  Travel 
Demand  Management 
Activities  to  Air  Quality 
Improvement  Efforts 

Work  Program  - 
Key  Milestones 


1.  Legislative  Requirements  . 


California  Government  Code  Section  65089 
(b)(3)  requires  development  of  a  trip 
reduction  and  travel  demand  element  that 
promotes  alternative  transportation  methods, 
such  as  carpools,  vanpools,  transit,  bicycles, 
and  park-and-ride  lots;  improvements  in  the 
balance  between  jobs  and  housing;  other 
strategies,  including  flexible  work  hours  and 
parking  management  programs;  and  parking 
cash-out  programs.  Each  local  jurisdiction 
was  expected  to  adopt  a  Trip  Reduction  and 
Travel  Demand  Ordinance  which  incorporates 
these  policies  no  later  than  November  1992. 

Section  65088.1  of  the  Government  Code  and 
section  43845  of  the  Health  and  Safety  Code 
require  CMAs  to  consider  and  define  a  parking 
cash-out  program  as:  an  employer  funded 
program  under  which  an  employer  offers  to 
provide  a  cash  allowance  to  an  employee 
equivalent  to  the  parking  subsidy  that  the 
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employer  would  otherwise  pay  to  provide  the 
employee  with  a  parking  space.  Parking 
subsidy  means  the  difference  between  the 
out-of-pocket  amount  paid  by  an  employer  on 
a  regular  basis  in  order  to  secure  the 
availability  of  an  employee  parking  space  not 
owned  by  the  employer  and  the  price,  if  any, 
charged  to  an  employee  for  use  of  that  space. 
Section  43845  of  the  Health  and  Safety  Code 
further  specifies  that  the  parking  cash-out 
programs  apply  to  employers  of  50  or  more 
persons  in  air  basins  designated  as  non- 
attainment  areas  under  the  State's  Clean  Air 
Plan. 

In  addition,  Regulation  13,  Rule  1,  adopted  on 
December  16, 1993,  by  the  Bay  Area  Air 
Quality  Management  District  (BAAQMD)  in 
response  to  the  mandates  in  the  California 
Clean  Air  Act  (CCAA),  established  a 
requirement  for  the  development  of  trip 
reduction  programs  for  all  large  public  and 
private  employers,  defined  as  those  with  100 
or  more  employees  at  a  single  work  site.  In 
September  1995,  however,  the  Legislature 
passed  SB  437  (Lewis)  which  prohibits  local 
jurisdictions,  air  districts  or  CMAs  from 
imposing  employer-based  trip  reduction 
mandates  unless  explicitly  called  for  in  federal 
law.  The  implications  of  this  legislative  change 
are  significant  and  may  lead  to  amendments  to 
the  CMP's  trip  reduction  element  over  the 
course  of  the  next  fiscal  year. 


2;.Legislative  Intent  and  Application  to 
San  Francisco 


The  Trip  Reduction  and  Travel  Demand 
Element  is  a  key  feature  of  the  CMP  legislation. 
No  other  component  of  the  CMP,  except  the 
Capital  Improvements  Program,  is  as  clearly 
action-oriented  as  the  trip  reduction  element. 
While  the  land  use  analysis  program  or  level- 
of-service  monitoring  fulfill  primarily  a 
diagnostic  function,  identifying  potential  or 
actual  congestion  problems  so  that  solutions 
can  be  developed,  the  trip  reduction  element 
mandates  the  establishment  of  local  policy 
(i.e.,  trip  reduction  ordinances)  coordinated  at 
the  subregional  (county)  level,  explicitly  aimed 
at  curbing  congestion  by  promoting  major 
changes  in  trip-making  behavior  affecting  both 


the  nature  of  travel  (as  in  staggered  work 
hours),  as  well  as  the  choice  of  travel  mode 
(as  in  transit  and  shared  rides  instead  of  solo 
driving). 

The  requirement  for  local  jurisdictions  to 
consider  parking  cash-out  programs  as  part  of 
their  trip  reduction  efforts,  a  1992  addition  to 
the  original  CMP  legislation,  aims  at 
institutionalizing  the  notion  of  balance  between 
the  level  of  subsidy  for  different  modes  of 
transportation.  Free  parking  at  the  work  site, 
a  traditional  attribute  of  most  employment 
opportunities  (except  in  the  urban  core),  is  to 
be  reconsidered.  Transportation  cost  is 
redefined  as  a  kind  of  employer-paid  benefit, 
and  employees  can  choose  to  use  their 
transportation  allowance  to,  for  instance,  pay 
for  parking  at  the  work  site,  pay  for  transit 
fare,  or  to  buy  into  a  vanpool.  Charging  the 
users  the  true  cost  of  parking,  it  is  argued, 
makes  other  options  economically  thinkable, 
and  possibly  even  more  attractive  than  driving 
alone.  Issues  of  equity,  feasibility  and  timing 
of  implementation  remain  to  be  addressed, 
especially  in  suburban  locations  where  transit 
service  is  usually  not  in  place  or  must  first  be 
vastly  improved  before  it  can  become  a  viable 
commute  option.  The  City's  parking  policies, 
including  a  25%  tax  on  all  off-street  parking, 
are  geared  to  discourage  access  into 
downtown  by  single  occupant  vehicle. 


3.  City  Policy  Framework 


While  San  Francisco  does  not  have  an  official 
citywide  Trip  Reduction  Ordinance,  over  the 
last  two  decades  the  City  has  adopted  a 
variety  of  policies  designed  to  discourage 
travel  by  single-occupant  automobile  and 
promote  other  transportation  alternatives.  As 
a  result  the  City  was  able  to  accommodate 
unprecedented  growth  in  travel  demand 
without  significantly  increasing  investment  in 
highway  and  street  capacity  expansion.  In 
1973,  the  City  Planning  Commission  and  the 
Board  of  Supervisors  adopted  a  policy  giving 
priority  to  transit  vehicles  on  certain  "transit 
streets".  Over  the  next  twenty  years  this 
action  evolved  into  a  set  of  strategies  and 
policies  known  collectively  as  the  City's 
"Transit  First  Policy".  Transit  First  is  San 
Francisco's  pioneering  and  comprehensive 
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response  to  the  need  for  trip  reduction  and 
travel  demand  management.  The  City's  Transit 
First  Policy  is  documented  in  three  different 
sources:  the  Transportation  Element  of  the 
City's  Master  Plan;  the  Planning  Code;  and 
other  City  ordinances. 

The  following  sections  describe  in  detail  the 
Master  Plan's  objectives  and  policies  which 
focus  on  the  Transit  First  policy.  City  Planning 
Code  and  other  City  ordinances  intended  to 
implement  this  policy  are  also  discussed. 
Following  that,  a  section  of  this  chapter 
discusses  policies  intended  to  reduce  travel 
demand  by  addressing  the  balance  between 
housing  supply  and  employment  growth.  The 
final  section  examines  the  relationship  of  San 
Francisco's  trip  reduction  policies  to  regional 
recommendations  for  Transportation  Control 
Measures  designed  to  achieve  air  quality 
objectives. 


A.  Objectives  and  Policies  in  the 
General  Plan 


The  following  objectives  and  policies  of 
the  Transportation  Element  of  the  Master 
Plan  focus  on  the  City's  policy  toward  a 
transit  oriented  solution  to  growth  in 
travel  demand,  as  well  as  the  City's 
comprehensive  transportation  planning 
approach,  which  discourages  the  use  of 
the  single-occupant  automobile. 

Objective  1  -  Policy  1 :  promotes  the 
use  of  multimodal  performance 
measures  to  assess  the  performance 
of  the  transportation  system,  and  places 
the  emphasis  on  person  throughput  over 
vehicle  throughput. 

Objective  2  :  gives  priority  to  public 
transit  as  the  means  of  meeting 
transportation  needs,  and  calls  for  the 
coordination  and  linkage  of  regional  and 
local  transportation  systems. 

Objective  3:  calls  for  the  development 
of  transportation  demand 
management  programs  to  help 
reduce  the  number  of  single  occupant 
vehicle  trips  and  thereby  contribute  to 


reduced  congestion  and  improved  air 
quality. 

Objective  4:  promotes  the 
development  of  marketing 
strategies  (e.g.  advertising,  providing 
transit  information)  to  encourage  use  of 
transit  and  other  alternatives  to  the 
single  occupant  automobile  for  non-work 
trips  such  as  shopping  and  recreational 
trips. 

Objective  5:  calls  for  development  and 
implementation  of  transportation 
systems  management  strategies 

to  improve  the  efficiency  of  existing 
transportation  facilities. 

Objective  6:  :  encourages 
development  of  programs  to 
manage  parking  at  employment 
centers  citywide,  and  provide 
incentives  to  use  transit  or  other 
alternatives. 

Objective  7:  Focuses  on 
discouraging  provision  of  new 
long-term  parking  in  the  downtown 
area  and  on  efficient  use  of  existing 
parking. 
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B.      Existing  City  Ordinances 


This  section  describes  the  Planning  Code 
and  other  City  ordinances  dealing  with 
implementation  measures  that  support 
the  Transit  First  policy,  and  other 
strategies  developed  by  the  City  to 
discourage  the  use  of  the  single- 
occupant  automobile. 

B.1.  The  Planning  Code 
a.  Parking 

Unlike  most  central  cities,  San  Francisco 
has  never  required  the  provision  of  a 
minimum  number  of  parking  spaces  as  a 
condition  for  approval  of  downtown 
commercial  development.  This  approach 
complements  the  City's  Transit  First 
policy.  Other  Policies  adopted  by  the 
City  also  support  this  concept,  which 
has  been  used  to  discourage  and 
effectively  control  the  growth  of 


automobile  travel  in  the  downtown  area. 
A  comparison  between  1965  and  1983 
cordon  counts  of  all  vehicles  entering 
San  Francisco's  greater  downtown  area 
indicates  that  vehicular  traffic  actually 
decreased  slightly(about  3.7%).  During 
that  period  approximately  30  million 
square  feet  of  new  office  space  were 
built  in  the  downtown  area,  and  just 
between  1970  and  1980  citywide 
employment  increased  by  approximately 
100,000  jobs,  but  the  number  of  parking 
spaces  in  downtown  remained  about  the 
same.  Results  from  the  1987  update  of 
parking  counts  are  consistent  with  this 
pattern. 

The  following  paragraphs  reference  the 
Planning  Code  Sections  that  address 
parking  policy: 

Section  204.5(c)  establishes  that  parking 
is  allowed  (though  not  required)  in  the 
downtown  area  as  an  accessory  use. 
The  maximum  garage  area  for 
accessory  parking  is  limited  to  7%  of  the 
gross  floor  area  of  the  building.  Any 
amount  above  the  permitted  7%  requires 
a  Conditional  Use  permit  authorization. 
Section  155(g)  establishes  a  rate 
structure  for  parking  open  to  the  general 
public  in  the  downtown  area.  The  rate 
structure  is  intended  to  discourage 
long-term  parking  for  all  uses,  with  the 
exception  of  residential  and  hotel  uses. 
The  rate  charged  for  four  hours  of 
parking  cannot  exceed  four  times  the 
rate  for  the  first  hour.  The  rate  for  eight 
or  more  hours  of  parking  cannot  be  less 
than  10  times  the  rate  for  the  first  hour. 
No  discount  parking  is  permitted  for 
weekly,  monthly  or  similar  time-specific 
periods.  The  rate  structure  established 
under  this  section  does  not  apply  to 
stand-alone  parking  garages,  i.e., 
parking  that  is  not  approved  as  a  part  of 
another  development,  although  the  City 
Planning  Commission  can  use 
discretionary  powers  to  apply  the  rate 
structure  to  stand-alone  garages. 

Section  156(h)  permits  new  parking  lots 
within  the  downtown  area  only  as 


temporary  uses,  for  a  two-year  period, 
and  requires  a  Conditional  Use  permit 
authorization. 

Section  161  eliminates  parking 
requirements  for  commercial  uses  in 
dense  districts  which  are  well  served  by 
transit,  including  downtown,  Chinatown, 
and  Jackson  Square,  and  reduce  parking 
requirements  in  other  districts  based  on 
similar  criteria. 

Section  223(m-p)  allows  parking 
garages  as  principal  land  uses  in 
districts  zoned  C-3  (downtown 
commercial/office),  but  only  by 
Conditional  Use  permit. 

b.  Transportation  Management 
Programs  and  Transportation 
Brokerage  Services 

The  purpose  of  these  programs  is  to 
ensure  that  adequate  measures  are 
taken  to  minimize  the  transportation 
impacts  caused  by  employment  growth 
at  major  job  centers.  The  program  is 
carried  out  by  facilitating  the  use  of 
transit,  promoting  ridesharing,  and  by 
otherwise  encouraging  reductions  in 
commute  travel  by  single-occupant 
automobile. 

Section  163  of  the  Planning  Code 
establishes  a  requirement  for 
Transportation  Management  Programs 
(TMP)  and  Transportation  Brokerage 
Services  (TBS)  for  office  buildings  in  the 
greater  downtown  area  (C-3  districts) 
and  the  South  of  Market  area.  The 
Planning  Code  defines  C-3  as  the  zoning 
districts  in  the  downtown  area  that  allow 
major  office,  retail,  commercial  and 
downtown  support  developments. 
Outside  of  the  downtown  area,  these 
programs  apply  to  office  and 
commercial-industrial  districts  and  to 
certain  retail  developments  within  the 
Mission  Bay  Specific  Plan  area. 
Although  not  categorically  subject  to  a 
specific  Planning  Code  requirement, 
major  institutions  (e.g.,  hospitals  and 
universities)  subject  to  institutional 
master  plans  can  also  be  required  to 
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provide  on-site  TMP  and  TBS,  depending 
on  the  magnitude  of  development  and 
anticipated  transportation  impacts. 
These  requirements  are  imposed  when 
an  institution  requests  approval  of 
building  permits  pursuant  to  its 
Institutional  Master  Plan. 

b.i.     General  Program 
Requirements. 

New  buildings  above  100,000 
square  feet  of  gross  floor  area  in 
the  C-3  districts  in  the  downtown 
area,  and  above  25,000  square 
feet  of  gross  floor  area  in  the 
South  of  Market  area,  are 
required  to  provide  on-site  TMP 
and  TBS  for  the  lifetime  of  the 
project.  The  TMP  and  the  TBS 
requirements  are  established  in 
the  Developer's  Manual,  entitled 
"Transportation  Management 
Programs  in  Greater  Downtown: 
Developer's  Manual  for 
Procedures  and  Performance 
Criteria". 

Major  institutions  subject  to  the 
institutional  master  plan 
procedures  are  encouraged  to 
provide  on-site  TMP  and  TBS. 
The  TMP  and  TBS  guidelines  for 
institutions  are  established  in  a 
report  entitled  "Transportation 
Management  Program  Reporting 
Requirements  for  Institutions". 

In  the  Mission  Bay  Plan,  office 
and  commercial-industrial 
developments  of  at  least  50,000 
square  feet  are  required  to 
provide  on-site  TMP  and  TBS  for 
the  lifetime  of  the  project,  and  to 
participate  in  a  TMP  developed 
and  implemented  for  the  area  as 
a  whole.  Certain  retail  projects 
of  at  least  15,000  square  feet  are 
also  required  to  participate  in  the 
TMP. 

The  TMP  and  TBS  are  designed 

to: 


Draft 


a.  Promote  and  coordinate 
effective  and  efficient  use  of 
transit  by  office  tenants, 
institutions  and  their 
employees,  including  the 
provision  of  transit 
information  and  on-site  sale 
of  transit  passes; 

b.  Promote  and  coordinate 
ridesharing  activities  for 
employees  at  each  office 
building  and  institution; 

c.  Reduce  parking  demand  and 
ensure  the  proper  and  most 
efficient  use  of  on-site  or 
off-site  parking; 

d.  Promote  coordinated  flextime 
or  staggered  work  hours  to 
more  evenly  distribute  the 
arrival  and  departure  times  of 
employees,  during  peak 
commute  periods;  and 

e.  Participate  in  networks  with 
providers  of  transportation 
brokerage  services  from 
other  downtown  office 
buildings  and  major 
institutions  to  promote 
common  commute  alternative 
objectives. 

b.ii.     Greater  Downtown  IMP  and 
TBS  Program  Requirements  - 
Mandated  &  Voluntary 

Under  the  "Developer's  Manual" 
the  project  owner  is  required  to: 

a.  Designate  a  permanent 
Transportation 
Management  Coordinator 
(TMC)  to  comply  with 
reporting  requirements,  to 
develop  and  implement 
parking  plans,  and  to  provide 
oversight  and  management 
for  the  program. 

For  buildings  with  parking,  the 
TMC  is  required  to  submit  a 


Francisco  1995  CMP  ■  October  1995  •  Page  45 


Parking  Management  Plan 
(PMP)  to  be  reviewed  and 
approved  by  the  Department 
of  City  Planning.  The  parking 
plan  should  allocate  parking 
among  various  users  such  as 
short-term,  handicapped, 
carpools,  vanpools  and 
bicycles.  The  PMP  should 
provide  a  plan  to  market 
preferential  on-site  parking 
for  carpools  and  vanpools. 
Issuance  of  long-term  parking 
leases  is  limited  to  the 
employees  of  the  building. 

b.  Provide  permanent 

Transportation  Brokerage 
Services.  Overall  program 
marketing,  transit  pass  sales 
and  promotion,  ridematching, 
management  and  biennial 
administration  of  surveys 
regarding  employee  commute 
behavior,  are  all  examples  of 
transportation  brokerage 
functions. 

Under  the  "Institutions'  Reporting 
Guidelines",  every  affected 
institution  is  encouraged  to 
provide: 

a.  Transportation  Coordination 
for  oversight  and 
management  of  all  aspects  of 
the  institution's  transportation 
programs  performed  by  a 
designated  Transportation 
Coordinator.  The 
Transportation  Coordinator 
sets  direction  and  monitors 
parking  policies.  For  buildings 
providing  parking,  a  Parking 
Management  Plan  (PMP)  is 
required.  The  PMP  should 
include  policies  ranging  from 
the  pricing  of  parking  to  the 
allocation  of  parking  spaces. 

b.  Transportation  Brokerage  for 
day-to-day  administration  of 
the  institution's  TSM 


programs.  Overall  program 
marketing,  transit  pass  sales 
and  promotion,  ridematching, 
and  biennial  administration  of 
surveys  regarding  employee 
commute  habits  are  all 
examples  of  transportation 
brokerage  functions. 

b.iii.   Mission  Bay  TMP  and  TBS 
Requirements 

Requirements  for  TMP  and  TBS  in 
Mission  Bay  generally  follow 
those  established  for  C-3 
districts  in  the  downtown  area, 
but  with  specific  provisions  as 
stated  in  the  Specific  Plan. 

b.iv.    Transportation  Management 
Association  (TMA) 

The  Transportation  Management 
Association  of  San  Francisco 
was  established  in  1989.  The 
TMA  is  an  association  of  building 
owners  and  managers  that 
coordinate  and  facilitate 
implementation  of  the  TSM 
programs.  Presently  there  are 
about  65  buildings  in  the  greater 
downtown  area  with  TSM 
requirements.  About  34  buildings 
have  joined  the  TMA 
organization. 

B.2.  The  Transit  Impact  Development  Fee 

"The  Downtown  Transit  Impact 
Development  Fee"  ordinance  was 
enacted  in  1981.  Under  this  ordinance, 
all  new  or  converted  office  spaces  in 
the  downtown  area  are  required  to  pay 
the  City  a  $5.00  fee  per  square  foot,  to 
help  defray  the  cost  of  providing  transit 
services  to  accommodate  the  trips 
generated  as  a  direct  result  of  the  new 
development  over  its  useful  life.  New 
office  development  creates  new  work 
trips,  which  add  to  the  already  heavy 
utilization  of  the  transportation  system  in 
the  downtown  area  during  peak  periods. 
Given  the  lack  of  slack  capacity  at  those 
times,  the  increased  ridership  must  be 
addressed  through  increased  MUNI 
service  frequencies.  In  ten  years  of 
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implementation,  the  fee  has  generated 
approximately  $71  million,  which  are 
used  to  partially  defray  these  costs. 
Appendix  4  contains  a  copy  of  this 
ordinance. 

B.3.  Other  City  Ordinances  and  Initiatives 

To  improve  the  transit  system  and  to 
encourage  the  use  of  public  transit,  and 
high  occupancy  vehicles,  the  following 
actions  have  been  approved  and 
implemented  in  the  City: 

a.  Transit  preferential  street  programs 
have  been  established  to  give 
priority  to  transit  vehicles  where 
conflicts  with  auto  traffic  occur, 
and  to  reduce  transit  delays.  In 
addition,  all-day  bus-only  lanes 
have  been  designated  on  ten 
streets  in  the  downtown  : 

Sutter  Street  -  Sansome  to 
Gough 

Post  Street  -  Gough  to  Market 
Geary  Street  -  Kearny  to 

Gough 

O'Farrell  Street  -  Hyde  to 

Powell 

Mission  Street  -  Main  to  4th 
4th  Street  -  Berry  to  King 
First  Street  -  Market  to  Mission 
Fremont  Street  -  Mission  to 
Market 

Stockton  Street  -  Tunnel  under 
Bush  St.  to  O'Farrell 

Sacramento  Street  -  Drumm  to 
Kearny 

b.  Exclusive  Rights  of  Way  have  been 
established  for  cable  cars  on 
Powell  Street  from  Market  to  Ellis, 
California  to  Sutter,  and  the 
northern  half  block  from  Francisco 
to  Bay,  and  for  streetcars  on 
Judah  Street  from  9th  to  19th 
Avenues. 

c.  In  order  to  increase  transit  speed, 
parking  is  prohibited  during  peak 
hours  on  transit  oriented  streets 
with  heavy  traffic  volumes. 


Bus  bulbs  have  been  installed  on 
congested  streets  such  as  Polk 
and  Stockton  Streets  to  improve 
passenger  boarding,  and  to  reduce 
travel  time  by  eliminating  the  time 
needed  for  buses  to  pull  into  and 
away  from  the  curb  at  bus  stops. 

Median  islands  have  been  installed 
for  use  as  bus  stops  on  Market 
Street,  to  better  utilize  curb  space 
and  improve  transit  operating 
efficiency. 

Transit  signal  pre-emption 
equipment,  consolidation  and 
relocation  of  transit  stops,  and 
increased  enforcement  of  parking 
regulations  to  allow  buses  to  move 
more  smoothly  are  additional 
measures  taken  by  the  City  to 
improve  transit  system  operations. 

Residential  Parking  Permit  programs 
in  the  neighborhoods  surrounding 
institutions  and  neighborhood 
commercial  districts  serve  to 
control  and  discourage  all-day  free 
parking  for  the  employees  working 
in  those  areas. 

The  Planning  Commission  adopted 
a  formal  policy  to  allocate  a 
percentage  of  parking  for  office 
buildings  in  the  downtown  area  to 
carpool  and  vanpool  parking. 

For  purposes  of  priority  parking, 
the  Mission  Bay  Plan  defines 
carpools  and  vanpools  as  a 
minimum  of  three  persons  per 
vehicle,  compared  to  the  two 
persons  per  vehicle  generally  used 
in  the  Bay  Area. 

A  25  percent  tax  is  imposed  on  all 
off-street  parking  fees.  This  tax 
significantly  increases  the  cost  of 
parking  and  therefore  discourages 
travel  by  single-occupant 
automobile. 
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k.     With  the  passage  of  a  1/2  0  sales 
tax  enacted  by  the  City  in  1989, 
funding  for  many  transportation 
projects  and  programs  has  been 
assured.  Sixty  percent  of  the 
approximately  $1  Billion  generated 
by  the  sales  tax  over  the  next  20 
years  will  be  allocated  to  transit 
projects  and  programs,  eight 
percent  will  be  used  for 
paratransit,  and  an  additional  two 
percent  will  fund  TSM  programs. 

I.      During  September  1 993,  the  City 
recruited  a  Commute  Coordinator  to 
deal  with  the  transportation  needs 
of  the  30,000  employees  of  the  City 
and  County  of  San  Francisco. 

m.     The  Department  of  Parking  and 
Traffic  is  currently  working  with 
Caltrans  to  provide  further  HOV 
lane  use  incentives  by  expanding 
HOV  evening  hours  from  the 
current  4-6  pm  to  3:30  to  7  pm. 
This  includes  signage 
improvements,  as  well.  Carpool 
drop-off  areas  are  located  on 
Howard  St.  near  Folsom,  and  low 
cost  ($12/yr.)  vanpool  parking 
areas  exist  along  Folsom, 
Washington,  Broadway  and 
McAllister  streets. 

n.     Parking  control  officers  are  posted 
at  congested  intersections  to 
prevent  gridlock  during  p.m.  peak 
periods.  The  Department  of 
Parking  and  Traffic  also  has  in 
place  an  aggressive  double  parking 
prevention  and  enforcement 
program,  citing  and  towing 
offending  vehicles. 


4.  HOUSING  AND  EMPLOYMENT  BALANCE 


Downtown  San  Francisco  has  the  largest 
concentration  of  commercial  activity  and 
employment  in  the  Bay  Region.  Much  of  the 
downtown  employment  growth  occurred  in 
the  1970-79  period.  During  that  time  about 
100,000  new  jobs  were  created  and  about 
11,300  net  new  residential  units  were  built  in 


the  City.  For  each  100  new  jobs  created  in 
the  city  about  1 1  net  new  residential  units 
were  built  during  this  period.  This  attracted 
many  new  workers  from  the  region  and 
significantly  increased  the  number  of 
suburban  commuters  into  the  City. 

During  the  1980's  the  rate  of  downtown 
employment  growth  has  decreased.  At  the 
same  time,  compared  to  the  previous  decade, 
more  housing  units  have  been  built  relative  to 
the  amount  of  employment  added.  This  has 
resulted  in  fewer  commute  trips  per  new  job 
created.  During  the  1980-1989  period  about 
14,100  new  jobs  and  12,250  net  new 
residential  units  were  created  in  the  City.  This 
works  out  to  about  87  net  new  housing  unit 
built  for  every  100  new  jobs  created  during 
this  period. 

It  has  also  been  the  City's  policy  in  recent 
years  to  promote  new  housing  in  conjunction 
with  new  developments.  Presently  there  are 
established  housing  requirements  for  new 
office  buildings  in  the  downtown  area. 
Section  313.3  of  the  Planning  Code,  the 
Office/Affordable  Housing  Production  Program 
(OAHPP)  imposes  housing  requirements  for 
buildings  above  25,000  square  feet  of  office 
space.  Under  this  Section  the  project  sponsor 
is  required  to  either  build  housing  at  a  rate  of 
38.6  units  per  100,000  square  feet  of  office, 
or  pay  $7.20  per  square  foot  to  a  housing 
developer  to  construct  housing,  or  pay  an 
in-lieu  fee  to  the  city-wide  Affordable  Housing 
Fund.  OAHPP  requires  62  percent  of  the  units 
to  be  allocated  for  low  or  moderate  income 
housing. 

Extensive  rezonings  undertaken  in  the  city 
during  1980's  have  also  actively  promoted 
new  residential  development.  The  Downtown 
Plan,  as  well  as  the  plans  for  Rincon  Hill,  North 
of  Market,  Chinatown,  Neighborhood 
Commercial,  Van  Ness  Avenue,  and  South  of 
Market,  all  have  measures  to  retain  and 
increase  residential  development.  The  Mission 
Bay  project  alone  will  add  8,520  new 
residential  units  in  conjunction  with  the 
commercial  development. 


5.  Relationship  Of  Travel  Demand  Management 
Activities  To  Air  Quality  Improvement  Efforts 
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A.  Transportation  Control  Measures 

Under  the  California  Clean  Air  Act 
(CCAA),  all  regions  of  the  State  that  do 
not  attain  air  quality  standards  fall  under 
one  of  the  following  three  designations 
for  ozone:  moderate,  serious,  severe, 
or  extreme;  and  under  either  of  two 
designations  for  carbon  monoxide: 
moderate  or  serious.  Timelines  for 
projected  attainment  of  air  quality 
standards  are  associated  with  each 
designation.  The  Bay  Area  is 
considered  a  serious  non-attainment 
area:  projections  for  1997  show  that  the 
region  will  be  unable  to  meet  air  quality 
standards  for  carbon  monoxide,  reactive 
hydrocarbons  and  nitrogen  oxides 
irrespective  of  the  strategy  used.  All 
non-attainment  areas  classified  as 
severe  are  also  required  to  reduce 
pollutant  emissions  by  five  percent  per 
year.  If  this  is  not  possible  they  are  to 
implement  all  "feasible  measures"  to 
reduce  emissions.  The  Bay  Area  also 
exceeds  State  standards  for  particulate 
matter,  but  is  not  required  to  meet  these 
standards. 

As  required  by  the  CCAA,  in  1991  the 
Association  of  Bay  Area  Governments 
(ABAG),  the  Bay  Area  Air  Quality 
Management  District  (BAAQMD)  and  the 
Metropolitan  Transportation  Commission 
(MTC),  jointly  prepared  the  Bay  Area 
Clean  Air  Plan.  In  addition  to  the  air 
quality  controls  proposed  for  the  Bay 
Area  to  reduce  the  amount  of  emissions 
per  vehicle  for  each  mile  driven  (known 
as  mobile  source  controls),  there  are 
also  measures  which  seek  to  reduce  the 
total  number  of  trips  and  miles  traveled, 
better  known  as  Transportation  Control 
Measures  (TCM's).  The  MTC  has  taken 
the  lead  in  the  region  for  development  of 
a  TCM  Plan  which  responds  to  both 
State  and  Federal  air  quality 
requirements.  The  TCM  Plan  has  been 
reviewed  and  revised  by  the  BAAQMD 
and  it  is  referenced  in  the  Bay  Area 
Clean  Air  Plan. 


The  TCM  Plan  has  three  major 
components: 

Phase  1 :    Reasonably  available 

TCMs  that  are  based  on 
existing  authority  and 
funding  -  Implementation 
by  1994. 

Phase  2:    Additional  mobility,  traffic 
operations  and  incentive 
package  which  requires 
new  legislative  authority 
and  funding  - 
Implementation  by  1 997. 

Phase  3:    Market  based  TCMs 
which  also  require 
authorizing  legislation, 
with  the  exception  of 
parking  management  - 
Implementation  by  2000. 

Local  agencies  are  expected  to 
incorporate  these  TCMs  into  planning 
and  implementation  for  transportation 
and  land  use  programs.  The  region, 
through  the  MTC,  is  held  responsible  for 
overall  progress  toward  the  stated 
goals.  The  CMP  process  provides  an 
opportunity  to  integrate  local  planning 
and  programming  into  the  regional  air 
quality  planning  process. 

Appendix  VII  provides  a  listing  of 
regional  TCMs  and  discusses  how  San 
Francisco's  congestion  management 
strategies  contribute  to,  or  reinforce 
these  measures.  Among  the  TCMs 
implemented  by  San  Francisco  are 
parking  management  and  pricing  rules, 
which  are  considered  Phase  3 
measures. 


B.  Regulation  13,  Rule  1  (BAAQMD)  - 

San  Francisco's  Demonstration  of 
 Compliance   


Under  Rule  1  of  the  BAAQMD's 
Regulation  13,  adopted  in  December 
1992,  Bay  Area  employers  with  100  or 
more  employees  at  a  single  work  site 
must  develop  programs  that  encourage 
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employees  to  use  alternative  modes  of 
transportation,  such  as  transit, 
carpooling,  biking,  or  walking,  to  reduce 
drive-alone  commuting.  The  Rule,  which 
affects  approximately  4,000  work  sites, 
and  about  half  of  all  employees  in  the 
Bay  Area,  established  average  vehicle 
ridership  (AVR)  standards  for  the  region 
based  on  the  relative  density  of 
development  and  level  of  available  transit 
service  in  each  subregion.  For  San 
Francisco,  the  1999  AVR  goal  was  set 
at  2.5  commuters  per  private  vehicle  for 
the  Northeast  Quadrant,  including 
downtown;  and  1.5  for  the  rest  of  the 
city.  In  an  effort  to  provide  some 
flexibility  to  cities  that  have  invested  in 
transportation  alternatives  in  the  past, 
the  BAAQMD  included  a  provision 
allowing  a  jurisdiction  to  demonstrate 
that  the  1999  AVR  goals  are  currently 
met  for  all  affected  work  sites  within  its 
geographic  area. 

In  1992  the  Authority,  in  conjunction  with 
the  Public  Utilities  Commission  (PUC) 
funded  two  citywide  travel  behavior 
surveys,  one  focused  on  randomly 
selected  work  sites,  and  the  other  one 
centered  on  visitor  travel  behavior.  Both 
surveys  were  conducted  by  the 
Department  of  City  Planning.  The  work 
trip  survey  determined  that,  on  average, 
San  Francisco  businesses  already 
exceed  the  BAAQMD's  standards  for 
1999,  a  finding  that  clearly  reflects  the 
City's  commitment  to  transit  investment 
over  many  decades.  In  light  of  the 
survey's  results  the  BAAQMD 
determined  that  work  sites  located  in 
San  Francisco  would  not  be  subject  to 
Rule  1  through  1995. 

In  March/May  1995,  the  Authority  funded 
and  conducted  the  1995  Citywide  Travel 
Behavior  Survey  (CTBS).  The  survey 
involved  participation  by  more  than  60 
large  employers  (100  or  more  employees 
per  work  site),  but  it  also  targeted  over 
150  medium  and  small-size  employers 
(less  than  100  employees  per  work  site) 
citywide.  More  than  10,000  responses 
were  received  and  processed,  making 


the  CTBS  the  most  exhaustive  database 
of  citywide  work-related  travel  behavior 
in  the  City.  The  information  has  already 
been  incorporated  into  the  Authority's 
Travel  Analysis  Database,  and  will  be 
used  in  Strategic  Analysis  Reports, 
system  performance  investigations,  and 
other  CMP-related  studies. 

For  the  purposes  of  the  Rule,  the 
BAAQMD  has  divided  San  Francisco  into 
two  zones  where  Zone  1  is  the 
northeast  quadrant  of  the  City  including 
Fisherman's  Wharf,  Chinatown,  North 
Beach,  the  financial  district,  and  the 
south  of  Market  area.  The  rest  of  the 
City  is  in  Zone  2.  The  results  of  the  1995 
CTBS  corroborate  once  again  that  Zone 
1  continues  to  comply  with  the  1999 
standards  set  by  Regulation  13,  Rule  1. 
The  results  indicate  that  Zone  2  has  met 
the  1997  standards  set  by  the  Rule. 

The  passage  of  SB  437  (Lewis)  by  the 
Legislature  in  September  effectively 
prohibits  the  imposition  of  employer- 
based  trip  reduction  requirements  unless 
called  for  in  Federal  law.  This  is 
expected  to  effectively  eliminate  the 
need  for  further  demonstrations  of 
compliance  with  average  vehicle 
ridership  (AVR)  standards  and  other 
related  requirements  contained  in 
Regulation  13,  Rule  1.  The  Authority  will 
continue  to  work  with  the  BAAQMD, 
MTC,  and  the  Bay  Area  Partnership  to 
determine  the  extent  of  necessary 
changes  to  current  trip  reduction 
programs  to  comply  with  state  law,  and 
will  coordinate  with  affected  City 
Departments  to  amend  the  trip  reduction 
element  of  the  CMP  and  implement  any 
necessary  changes. 


6.  Work  Program  Items  -  Key  Milestones 


Amend  the  trip  reduction  element  as 
necessary  to  reflect  changes  introduced 
by  the  passage  of  SB  437  (Lewis)  -  By 
August  1996. 


CHAPTER  7 

LAND  USE  ANALYSIS 
PROGRAM 
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measures  described  in  paragraph  (2)."  And 
that  "The  program  shall  provide  credit  for  local 
public  and  private  contributions  to 
improvements  to  regional  transportation 
systems." 


Key  Topics: 

Legislative  Requirements 

•  Legislative  Intent  and 
Application  to  San 
Francisco 

•  Existing  Setting 

Institutional  Framework 

Land  Use  and 
Transportation  Analysis 

Implications  of  CMP 
Requirements 

Work  Program  Items 


1.  Legislative  Requirements 


California  Government  Code  section  65089  (b) 
(4)  requires  that  Congestion  Management 
Programs  include  a  program  to  analyze  the 
impacts  on  regional  transportation  systems  of 
land  use  decisions  made  by  local  jurisdictions. 
The  analyses  required  under  this  program 
must  also  include  estimates  of  the  cost  of 
measures  necessary  to  mitigate  the 
transportation  impacts  identified. 

Under  the  CMP  law  local  jurisdictions  retain 
their  role  in  land  use  decision-making,  as  well 
as  in  determining  charges  to  land  development 
proponents  to  mitigate  local  transportation 
impacts  associated  with  their  proposals. 
However,  Congestion  Management  Agencies 
are  required  to  apply  certain  sanctions  if  local 
agencies  do  not  comply  with  the  requirements 
of  CMP  law.  The  statutes  further  state  (same 
section)  that  'This  program  shall  measure,  to 
the  extent  possible,  the  impact  to  the 
transportation  system  using  the  performance 


2.  Legislative  Intent  and  Application  to 
San  Francisco 


The  intent  of  the  legislative  requirement  for  a 
CMP-based  land  use  analysis  program  is  to 
establish  a  direct  connection  between  land 
development  decisions  and  proposed 
improvements  to  the  regional  transportation 
system.  In  principle  the  connection  already 
exists  at  the  local  and  regional  levels.  At  the 
local  level  it  takes  the  form  of  plans  and  fees 
for  mitigation  of  local  transportation  impacts. 
At  the  regional  level  it  is  formalized  in  MTC's 
Regional  Transportation  Plan,  which  links  long- 
range  planning  for  transportation  investment 
with  estimates  of  land  development  based  on 
regional  demographic  growth  and  economic 
development.  The  CMP  institutionalizes  this 
linkage  at  the  subregional  level. 

The  land  use  analysis  program  for  San 
Francisco  is  focused  on  strategically 
assessing  the  cumulative  impacts  of  land 
development  proposals  on  the  viability  of  the 
designated  CMP  network.  This  also  includes 
the  evaluation  of  impacts  that  cross  county 
lines,  affecting  congestion  management 
efforts  by  other  congestion  management 
agencies  in  the  region.  The  analysis 
performed  as  part  of  this  element  informs  the 
transportation  investment  recommendations  in 
the  Capital  Improvement  Program,  and  it 
identifies  areas  of  the  transportation  network 
where  existing  deficiencies  are  likely  to 
worsen  or  where  new  deficiencies  are 
expected  to  materialize.  This  program  is  not 
intended  to  replace  local  analysis.  Rather,  it 
uses  local  analysis  data  as  an  input  into  the 
system-level  evaluation  of  subregional 
impacts.  In  the  same  vein,  the  program  is  not 
intended  to  add  a  new  layer  of  complexity  to 
the  land  development  review  process  in  the 
city;  instead,  it  takes  advantage  of 
information  already  available,  for  the  most 
part,  through  the  local  and  regional  analysis 


processes,  but  it  analyzes  it  from  a  different 
perspective. 

California  Government  Code  Section 
65089(b)(4)  requires  the  land  use  program  to 
assess  the  impacts  of  land  development  on 
"regional  transportation  systems".  In  the  1991 
San  Francisco  CMP  this  was  interpreted  to 
mean  impacts  on  the  CMP  roadway  network. 
However,  the  new  federal  Intermodal  Surface 
Transportation  Efficiency  Act  (ISTEA),  passed 
in  1991 ,  explicitly  requires  the  development  of 
a  metropolitan  transportation  system  (MTS), 
including  both  transit  and  highways.  The 
Metropolitan  Transportation  Commission  has 
contracted  with  the  San  Francisco 
Transportation  Authority,  acting  as  congestion 
management  agency  to,  among  other 
activities,  help  develop  the  MTS  and  to  use  the 
CMP  process  to  link  land  development 
decisions  to  impacts  on  the  MTS.  For 
purposes  of  the  land  use  analysis  program, 
the  1995  San  Francisco  CMP  will  use  the  San 
Francisco  component  of  the  MTS,  but 
conformance  with  the  roadway  LOS 
standards  will  continue  to  be  assessed  using 
the  CMP  roadway  network,  which  is  a  subset 
of  the  MTS. 


3.  Existing  Settin 


This  section  provides  background  on  land  use 
trends  in  the  city.  San  Francisco  established 
itself  as  the  region's  central  city  during  the 
Gold  Rush  era.  It  has  retained  its  role  as  the 
most  concentrated  center  of  employment  as 
the  region  has  evolved.  San  Francisco's 
peninsular  location  and  small  size, 
approximately  49  square  miles,  have  forced  a 
close  relationship  between  the  City's 
development  patterns  and  its  transportation 
network.  There  have  been  significant 
numbers  of  suburban  commuters  into  the  City 
for  over  a  century.  San  Francisco  has  been 
able  to  maintain  one  of  the  highest 
percentages  of  transit  use  among  U.S.  cities 
because  size  constraints  resulted  in  relatively 
high  density  development,  and  topography  and 
geography  limited  access  routes  to  and  from 
the  City. 

In  recent  decades,  an  increasing  amount  of 
population  and  employment  growth  has 
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occurred  throughout  the  region.  Back  office, 
manufacturing,  wholesale  trade, 
warehousing,  and  general  retail  employment 
has  grown  faster  in  the  East  Bay  and  South 
Bay  than  in  the  City.  However,  San  Francisco 
has  remained  the  region's  dominant 
employment  center  for  middle  and  upper  level 
office  and  administrative  functions,  specialty 
retail,  and  other  jobs  dependent  upon  direct 
transactional  activities.  San  Francisco's 
daytime  population  is  double  its  resident 
population,  and  about  half  of  its  575,000  jobs 
are  filled  by  suburban  commuters.  Transit  and 
ridesharing  currently  account  for  about  76 
percent  of  all  commuter  travel  in  the  San 
Francisco  downtown  office  district,  which 
contrasts  with  1 1  percent  transit  use  for  the 
entire  Bay  Area  region. 

During  the  1980's,  San  Francisco  actively 
promoted  new  residential  development. 
Extensive  revisions  to  the  City's  Master  Plan 
and  rezonings  were  undertaken.  Each  of 
these  land  use  plans  -  the  Downtown  Plan, 
Rincon  Hill,  North  of  Market,  Chinatown, 
Neighborhood  Commercial,  Van  Ness  Avenue, 
South  of  Market,  and  Mission  Bay 
-incorporated  measures  to  retain  and  enhance 
opportunities  for  residential  development.  In 
addition,  housing  development  has  been 
promoted  by  the  policies  of  the  San  Francisco 
Redevelopment  Agency  in  the  Rincon 
Point/South  Beach,  Yerba  Buena  Center,  and 
the  Western  Addition  Redevelopment  Plan 
Areas.  Together,  these  policies  have  resulted 
in  a  net  gain  of  over  8,500  housing  units  since 
1985,  which  represents  about  a  seventy 
percent  annual  increase  in  housing  production 
compared  to  the  previous  fifteen  years.  In  a 
regional  context,  San  Francisco  ranked  fourth 
among  Bay  Area  cities,  behind  San  Jose, 
Fremont,  and  Santa  Rosa,  in  the  amount  of 
new  housing  built  since  1980. 


Institutional  Framework 


This  section  describes  the  institutional 
parameters  that  frame  the  City's  process  for 
reviewing  land  development  impacts  on  the 
transportation  network.  San  Francisco  is  a 
Charter  City  and  has  a  consolidated  city  and 
county  government.  An  eleven-member  Board 
of  Supervisors  serves  as  the  legislative  body 


for  the  City's  unified  city  and  county 
government.  The  City  Planning  Commission 
(CPC)  has  responsibility  for  land  use 
decision-making  throughout  the  City.  Five  of 
the  seven  members  of  the  CPC  are  appointed 
by  the  Mayor.  In  addition,  there  is  a 
representative  from  the  local  Public  Utilities 
Commission  and  the  Chief  Administrative 
Officer.  Among  the  responsibilities  of  the  CPC 
are  the  following: 

Exclusive  authority  to  act  on  General 
Plan  policies  and  area  land  use  plans 
(per  City  Charter); 

Holding  public  hearings  on  all  appeals 
to  Negative  Declaration  determinations 
and  certification  of  all  local 
Environmental  Impact  Reports; 

Discretionary  development  decisions 
under  the  City  Planning  Code  (e.g.,  Use 
cases,  which  can  be  appealed  to  the 
Board  of  Supervisors  under  certain 
circumstances)  and  under  the  City 
Charter  (e.g.,  Discretionary  Review  of 
building  permit  applications). 

In  addition,  all  subdivisions  of  five  or  more  lots 
and  all  rezonings  must  be  approved  by  both 
the  CPC  and  the  Board  of  Supervisors. 

City  departments  involved  in  transportation 
activities  are:  the  Department  of  City  Planning 
(Transportation  Section),  which  has  primary 
responsibility  for  assessment  of  the 
transportation  impacts  of  development 
proposals,  to  determine  consistency  with  land 
use  and  transportation  policies  in  the  General 
Plan,  and  for  coordination  with  other  City 
departments  which  provide  transportation 
services;  the  Municipal  Railway,  which 
operates  an  extensive  streetcar,  cable  car, 
trolley  coach,  and  diesel  bus  transit  network 
within  San  Francisco;  the  Department  of 
Parking  and  Traffic,  which  was  created  in  July 
1990  to  manage  City  off-street  and  on-street 
parking,  parking  enforcement,  and  traffic 
engineering  activities  consistent  with  the  City's 
Transit  First  policies;  and  the  Department  of 
Public  Works,  which  has  retained 
responsibility  for  street  cleaning,  maintenance, 
repair,  and  contract  management  affecting 
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streets  and  infrastructure.  Each  of  these 
departments  are  integral  parts  of  the  City's 
governmental  structure,  and  all  ultimately 
report  to  the  Mayor  and  the  Board  of 
Supervisors.  Other  entities  influencing 
transportation  and  land  use  in  the  city  are  the 
Redevelopment  Agency,  and  the  Chief 
Administrator's  Office,  which  is  currently 
coordinating  the  construction  of  waterfront 
projects,  including  the  new  Embarcadero 
Roadway,  the  MUNI  Metro  Turnback,  and  the 
Terminal  Separator  Structure. 

The  San  Francisco  County  Transportation 
Authority  was  established  as  an  independent 
agency  to  administer  Proposition  B,  the 
funding  program  generated  from  passage  of  a 
new  one-half  cent  sales  tax  for  transit, 
roadway,  bicycle  and  pedestrian  projects.  All 
members  of  the  San  Francisco  Board  of 
Supervisors  serve  on  the  Authority  Board  of 
Commissioners.  The  Authority  has  also  been 
designated  as  the  local  Congestion 
Management  Agency  (CMA)  for  San 
Francisco.  Pursuant  to  this  designation,  the 
Authority  has  certain  duties  and 
responsibilities  to  ensure  that  the  city  complies 
with  state-mandated  CMP  requirements.  Such 
responsibilities  include,  among  others,  the 
development  of  a  methodology  for  land  use 
impacts,  and  the  creation  of  a  uniform 
database  for  land  use  impacts  analysis.  For  a 
detailed  discussion  of  the  roles  and 
responsibilities  of  the  Authority,  please  refer 
to  Chapter  2. 


5.  Land  Use  and  Transportation  Analysis 


a.  Current  Practice 


The  transportation  implications  of 
proposed  development  and  of 
prospective  land  use  changes  are 
currently  assessed  within  the 
framework  of  the  California 
Environmental  Quality  Act  (CEQA).  The 
Office  of  Environmental  Review  (OER) 
within  the  Department  of  City  Planning 
serves  as  the  City's  lead  and 
responsible  agency  for  conducting 
environmental  assessments. 
Determination  of  transportation  impacts 
associated  with  land  use  changes  is  an 


0 


integral  part  of  the  environmental  review 
process.  Transportation  impact  analyses 
are  mandated  not  only  based  on  traffic 
increases  which  exceed  specified 
thresholds  but  also  are  necessary 
whenever  transit  operations,  pedestrian 
facilities,  or  loading  needs  may  be 
adversely  affected.  Exacting  published 
guidelines  (Appendix  V)  detail  a 
consistent  methodology  in  the 
assessment  of  land  use  effects  on  the 
entire  transportation  system.  It  is  a 
well-established  procedure  in  the  local 
approval  process  to  require  project 
sponsors  to  finance  the  mitigation  of 
localized  and  areawide  impacts 
expected  to  be  generated  by  their 
projects.  A  Transit  Impact  Development 
Fee  of  five  dollars  per  net  new  gross 
square  feet  for  downtown  office  space 
is  mandatory  to  offset  the  increased 
marginal  costs  for  provision  of  additional 
peak  period  transit  service.  Mitigation  by 
developers  helps  to  defray  the  costs  of 
public  improvements  needed  as  a  result 
of  land  use  decisions. 

Long-range  development  potential  and 
associated  cumulative  transportation 
impacts  have  been  assessed  in 
conjunction  with  land  use  plans  and 
rezonings  for  many  areas  of  the  City. 
Models  have  been  developed  for  the 
Downtown  Plan,  South  of  Market,  and 
Mission  Bay  EIR's  to  provide  a 
comprehensive  framework  for  the 
analysis  of  the  effects  of  land  use 
changes  upon  the  transportation  system 
of  the  greater  downtown  area.  Sub-area 
modeling  has  also  been  used  in 
conjunction  with  land  use  rezonings  for 
Chinatown  and  Van  Ness  Avenue. 
Potential  transportation  impacts 
generated  by  new  development 
proposals  are  assessed  within  the 
cumulative  framework  for  each  sub-area 
which  has  been  modeled. 
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addressing  system-level  impacts 
typically  not  discussed  in  depth  as  part 
of  the  local  impacts  analysis  process. 
As  described  above,  San  Francisco  has 
made  considerable  efforts  in  developing 
a  comprehensive  framework  for 
transportation  impacts  analysis, 
particularly  because  of  the  scale  and 
pace  of  development  experienced  over 
the  last  three  decades.  However, 
further  effort  will  be  necessary  to  adapt 
the  City's  analysis  process  to  the 
requirements  of  CMP  law.  For  example, 
no  citywide  model  which  integrates  land 
use  with  the  entire  transportation 
network  currently  exists  for  San 
Francisco.  The  current  land  use  impacts 
analysis  method  therefore  cannot 
accurately  assign  impacts  associated 
with  San  Francisco  development  to  the 
regional  transportation  network  beyond 
a  certain  distance  from  the  proposed 
development,  and  generally  not  beyond 
the  city's  boundaries.  Similarly,  while 
there  is  considerable  fragmentary 
evidence  that  through  traffic  increasingly 
contributes  to  congestion,  it  is  not 
currently  possible  to  identify  the 
magnitude  of  the  effects  of  development 
elsewhere  in  the  region  upon  San 
Francisco.  The  City  does  have  access 
to  travel  demand  forecast  data  produced 
with  the  computerized  regional  travel 
demand  model  developed  by  the 
Metropolitan  Transportation  Commission, 
but  the  data  is  of  limited  use.  For  a 
discussion  of  currently  available  travel 
demand  forecasting  models  and  their 
applicability  to  San  Francisco's  needs, 
please  refer  to  Chapter  10. 


b.  Comparison  of  Local  and  CMP  Impact 
 Analysis  Levels  


c.  CMP  Land  Use  Impacts  Analysis  - 
 Methodology  Development 


The  emphasis  of  the  CMP  land  use 
impacts    analysis    program    is  on 


To  ensure  compliance  with  state  and 
federal  mandates  regarding  congestion 
management,  the  Authority  must  develop 
and  adopt  a  methodology  for  analysis  of 
impacts  of  land  use  decisions  on  the 
regional  transportation  network.  As 
stated  above,  this  method  should  be  a 
refinement  of  the  current  process  used 
by  the  city,  and  it  should  build  as  far  as 


possible  on  existing  resources  and  data. 
It  is  important  to  emphasize  that  this 
methodology  must  be  developed  to 
satisfy  CMP  analysis  requirements  only. 
It  is  expected  that  the  City  will  give  due 
consideration  to  the  results  of  CMP- 
generated  analyses  of  transportation 
impacts,  however,  as  established  in 
state  law,  the  City  retains  its  full 
jurisdiction  over  the  land  development 
approval  process. 

During  1994-5  the  Authority  worked,  in 
coordination  with  City  departments,  to 
develop  and  adopt  a  land  use  analysis 
methodology  and  guidelines  to  be 
followed  for  CMP-related  analysis, 
including  any  needed  modifications  to  the 
current  land  use  analysis  process. 
Development  of  these  guidelines  was 
undertaken,  through  a  consultant 
contract,  concurrently  with  the 
development  of  guidelines  for  travel 
demand  analysis  and  deficiency 
planning.  Specification  and  development 
of  the  Authority's  new  Travel  Analysis 
Database  was  also  part  of  this  effort. 

The  methodology  development  process 
for  land  use  analysis  impacts  focused 
on  the  following  key  areas: 

determination  of  the  appropriate  level 
and  thresholds  for  analysis,  including 
types  of  land  use  proposals  to  be 
addressed  as  part  of  the  CMP 
process  (i.e.,  project  scale,  general 
plan  amendments,  redevelopment 
initiatives,  etc.) 

determination  of  the  desired 
frequency  of  CMP  cumulative 
impacts  analysis; 

determination  of  target  years  for 
analysis; 

criteria  for  assumptions  about 
improvements  to  the  transportation 
network  (coordination  with  the 
Capital  Improvements  Program  and 
other  programming  and  funding 
mechanisms  and  timetables); 
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scoping  of  data  needs  for  CMP-level 
analysis,  including  database  update 
frequency  and  contents  (closely 
coordinated  with  the  development  of 
the  travel  demand  methodology); 

•    modifications  to  the  existing  data 
collection  process  to  satisfy  CMP- 
related  needs;  and 

use  of  impact  analysis  results  and 
land  use  data  for  the  development  of 
Strategic  Analysis  Reports. 

While  the  methodology  for  Deficiency  Planning 
has  been  completed  (see  Chapter  9), 
additional  effort  is  needed  to  reach  agreement 
with  the  Planning  Department  on  the 
methodology  and  process  for  land  use 
impacts  analysis.  Consequently,  the  Authority 
will  continue  its  interim  approach  as  described 
in  Section  d  below. 


Timetable  for  Implementation  and 
Interim  Approach  


It  is  proposed  that  the  new  methodology 
and  guidelines  for  land  use  impacts 
analysis  be  finalized  by  April  1996,  and 
adopted  by  the  Authority  Board  by  June 
1996.  Until  then  the  current  local  land 
use  analysis  process  (see  Appendix  V) 
will  be  used  as  the  interim  land  use 
analysis  approach  for  CMP  purposes. 


>lications  of  CMP  Requirements 


CMP  requirements  are  not  expected  to  change 
the  existing  governmental  structure  for  land 
use  decision-making.  San  Francisco's  unified 
city-county  government  has  already 
consolidated  power  at  the  county  level  and 
resolved  questions  of  jurisdictional  authority 
which  the  CMP  process  raises  in  most  other 
counties  in  the  state.  The  institutional  roles  of 
the  City  Planning  Commission  and  Board  of 
Supervisors  remain  unaffected. 

Annual  determinations  of  conformance  with 
the  San  Francisco  CMP  will  be  made  by  the 
Authority  at  the  countywide  level.  Each  City 
department  with  specific  transportation 
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planning  and  operational  responsibilities  will 
retain  its  current  roles.  The  Authority  will  play 
a  central  role  in  developing  closer  coordination 
among  the  departments  and  in  integrating 
transportation  and  land  use  functions  as  part 
of  the  CMP  process. 


Work  Program  Items  -  Key  Milestones 


Finalize  Draft  Land  Use  Impacts  Analysis 
Guidelines  -  By  April  1996 

Adopt  Land  Use  Impacts  Analysis 
Guidelines  -  By  June  1996 
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CHAPTER  8 

Capital  Improvement 
Program 

Key  Topics: 

•  Legislative  Requirements 

•  Legislative  Intent  and  Application  to 
San  Francisco 

Transportation  Investment  and 
System  Performance 

•  CIP  Components 

•  Relationship  to  Other  Plans  and 
Programming  Documents 

The  Authority's  Capital  Priorities 
Programming  Process 

•  CIP  Review  and  Amendment 
Procedures 

Sections  Under  Development 

CIP  Project  Lists 

Program  Overview 

•  Roadway  Projects 

•  Waterborne  Projects 

•  Bicycle  and  Pedestrian 
Projects 

•  Freight  Projects 

Work  Program  Items  -  Key  Milestones 


1.  Legislative  Requirements  - 


California  Government  Code  65089(b)(5) 
requires  that  the  CMP  contain  a  seven-year 
Capital  Improvement  Program  (CIP),  developed 
by  the  CMA,  to  maintain  or  improve  the  traffic 
LOS  and  transit  performance  standards 
established  in  the  CMP,  and  to  address 


impacts  on  the  regional  network,  as  identified 
through  the  land  use  impact  analysis  program. 
Capital  improvement  projects  must  conform  to 
air  quality  mitigation  measures  for 
transportation-related  vehicle  emissions,  as 
detailed  in  the  Bay  Area  Air  Quality 
Management  District's  1991  Clean  Air  Plan. 


2.  Legislative  Intent  and  Application  to  San 
Francisco        '  •'. 


The  CMP  legislation  was  formulated  around  a 
relatively  simple  concept:  future 
transportation  needs  would  be  estimated 
through  the  land  use  analysis  program,  curbed 
to  some  degree  through  actions  in  the  trip 
reduction  element,  and  otherwise  addressed 
through  a  fund  programming  mechanism  to 
supply  new  transportation  projects  and 
services.  That  mechanism  is  the  Capital 
Improvement  Program  (CIP),  which  ensures 
the  steady  supply  of  transportation 
improvements  needed  to  at  the  same  time 
accommodate  land  development  and  prevent 
congestion  from  worsening.  The  legislation 
defines  the  CIP  as  a  seven-year  program. 
This  makes  it  into  a  medium-range 
programming  tool,  clearly  not  intended  to 
replace  long-range  plans,  but  rather  to  provide 
a  vehicle  for  implementation  of  improvements 
consistent  with  long-range  policies. 

The  CIP  is  intended  to  address  future  problems 
anticipated  through  land  use  impacts  analysis, 
rather  than  to  react  to  problems  already 
observed.  The  provision  for  deficiency  plans 
(see  Chapter  9)  supports  the  notion  that  the 
CIP  is  meant  to  anticipate  problems:  deficiency 
plans  are  allowed  only  in  cases  where  the  CIP 
could  not  keep  up  with  the  growth  of 
congestion  in  a  roadway  facility,  and  it  is  no 
longer  feasible  (physically  or  financially)  to  fix 
the  problem  in  that  facility,  so  improvements  on 
other  facilities  are  required  instead. 

The  emphasis  in  CMP  legislation  is  on 
expeditious  delivery  of  transportation  projects 
where  needed.  The  CIP  must  ensure  that 
improvements  will  be  on  the  ground  when 
needed,  in  order  to  prevent  worsening  of 
congestion.  However,  because  of 
peculiarities  of  the  funding  process,  new 
projects  get  programmed  in  the  outer  two 
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years  of  each  seven-year  CIP.  This  makes  it 
difficult  for  the  CIP  to  immediately  address 
newly  identified  needs.  In  order  to  be 
effective,  the  CIP  must  at  the  same  time 
function  as  a  transportation  project  delivery 
mechanism  and  as  a  programming  framework, 
including  a  re-programming  feedback  loop,  to 
ensure  that  changes  are  incorporated 
promptly,  and  that  the  information  is  always 
current.  This  kind  of  flexibility  is  essential  to 
deal  with  San  Francisco's  complex  and 
dynamic  transportation  funding  program.  The 
legislation  does  not  provide  guidance  as  to 
whether  the  7-year  period  alluded  to  in  the 
context  of  the  CIP  is  a  programming  period  or  a 
project  delivery  period.  The  fact  that 
programming  transportation  funds  through  the 
State  Transportation  Improvement  Program 
(STIP)  also  follows  a  7-year  cycle  gives 
weight  to  the  interpretation  that  the  CIP's  7- 
year  period  is  a  programming  horizon.  It  is 
clear,  however,  that  the  effectiveness  of  the 
CIP  (i.e.,  its  impact  on  system  performance) 
must  be  evaluated  against  the  anticipated 
timelines  for  actual  delivery  (i.e.,  completion) 
of  transportation  projects  and  services.  For 
projects  programmed  in  the  second  half  of  the 
7-year  CIP,  those  delivery  timelines  will  likely 
extend  beyond  the  7-year  programming 
period. 


3.  Transportation  Investment  and  System 
Performance  >•  '  : 


One  of  the  key  purposes  of  the  CMP,  as 
reflected  by  the  legislation,  is  to  establish  a  link 
between  transportation  investment  and 
system  performance.  In  fact,  the  9-cent-per- 
gallon  state  fuel  tax  increase  became 
politically  viable  in  1989  only  after  it  was 
coupled  with  a  requirement  for  congestion 
management  programs.  This  was  the 
Legislature's  way  to  reassure  Californians 
that  the  new  revenues  would  be  spent  in 
ways  that  would  make  a  tangible  difference  in 
people's  level  of  mobility.  Specifically,  the 
legislation  established  the  requirement  for  a  7- 
year  Capital  Improvement  Program  clearly 
intended  to  help  maintain  or  improve  operating 
conditions  on  the  transportation  system. 

Furthermore,  state  law  establishes  that  if  the 
CMA  finds  a  local  jurisdiction  to  be  in  non- 


conformance with  the  CMP,  the  State 
Controller  must  withhold  revenues  from  the  9- 
cent  per  gallon  gas  tax  increase  (Sections 
65089.5  (b)(1)  and  65089.2  (c)(1)),  and  the 
MTC  cannot  program  (federal)  Surface 
Transportation  Program  funds  or  Congestion 
Mitigation  and  Air  Quality  funds  to 
transportation  projects  in  that  jurisdiction.  With 
this  requirement,  the  emphasis  on  system 
performance  is  effectively  linked  to  the  power 
of  the  purse:  while  transportation  investment 
can  be  used  to  address  a  number  of  goals, 
such  as  community  redevelopment,  urban 
beautification,  safety,  and  the  like,  the  CMP 
must  focus  on  transportation  system 
performance,  and  the  CIP  must  identify 
improvements  that  maintain  or  improve  system 
performance,  or  the  county  risks  a  finding  of 
non-conformance  and  potential  loss  of 
transportation  funding. 

The  changes  to  CMP  law  introduced  by  AB 
1963  in  1994  have  further  emphasized  the 
focus  of  the  CMP  on  performance  by 
mandating  a  new  "Performance  Element", 
which  replaces  the  Transit  Element.  Reaching 
beyond  the  roadway-oriented  approach  of  the 
original  CMP  language,  the  new  legislation 
requires  that  the  Performance  Element  apply  to 
a  multimodal  system  which  is  concerned  with 
transit,  shared  ride,  bicycle,  pedestrian  and 
other  types  of  trips  in  addition  to  those  taken 
by  single-occupant  automobile.  (For  more 
details  on  this  topic,  please  see  Chapter  5.)  In 
particular,  section  65089(b)(2)  explicitly 
requires  that  multimodal  performance 
measures  developed  as  part  of  the 
Performance  Element  be  used  to  inform  the 
decisions  about  the  composition  of  the  CIP. 

To  be  sure,  the  CIP  is  not  the  only  factor 
affecting  system  performance.  Other  key 
factors  influencing  the  performance  of  San 
Francisco's  multimodal  CMP  network  are:  land 
use  decisions,  trip  reduction  programs,  and 
system  operations  decisions.  Land  use 
decisions  and  trip  reduction  programs  affect 
the  demand  for  transportation:  development 
decisions  result  in  new  trips  or  in  changes  in 
trip  patterns,  and  trip  reduction  programs 
hopefully  result  in  elimination  of  some  single- 
occupant  automobile  trips  and  in  changes  in 
travel  behavior  which  affect  the  level  and 


patterns  of  utilization  of  the  transportation 
system.  But  the  CIP  is  a  key  determinant  of 
system  performance  because  it  can  directly 
affect  the  supply  of  transportation 
infrastructure  in  the  city.  Because  the  CMP 
network's  performance  standards  are 
predicated  upon  the  implementation  of  the 
projects  in  the  CIP,  any  proposed  changes  to 
the  CIP  must  first  be  evaluated  to  estimate  their 
impacts  on  expected  system  performance,  to 
ensure  that  the  established  performance 
standards  are  maintained  and  that  San 
Francisco  remains  in  conformance  with  the 
CMP. 

In  addition  to  Chapter  4,  which  describes 
roadway  LOS  monitoring  and  standards, 
Chapter  5,  the  new  Performance  Element, 
guides  the  establishment  of  multimodal  system 
performance  standards  and  describes 
procedures  for  evaluating  the  performance  of 
system  components. 


C8F  CONTENTS  AND  CONTEXT 


4.  CIP  Components 


In  order  to  satisfy  the  new  requirements  in 
state  law,  as  described  above,  the  CIP  is 
redefined  to  contain  the  following 
components: 

a)  All  projects  and  /or  expenditures 
included  in  the  1991  and  1993  CMP 
CIPs,  as  amended  or  modified  in  the 
1995  CMP. 

b)  All  San  Francisco  transportation 
projects  and/or  expenditures 
programmed  in  the  State 
Transportation  Improvement  Program 
(STIP),  other  than  in  (a). 

c)  All  San  Francisco  transportation 
projects  and/or  expenditures 
programmed  in  the  federal 
Transportation  Improvement  Program 
(TIP),  other  than  in  (a). 
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d)  All  projects  contained  in  the  1993 
Proposition  B  Strategic  Plan,  as 
amended  as  part  of  the  1995  update. 

e)  All  projects  in  the  AB  434  program  for 
San  Francisco  which  were 
programmed  by  the  Authority  as  part 
of  the  40%  discretionary  portion. 

For  a  detailed  discussion  of  the  Authority's 
process  for  review  and  approval  of  CIP 
changes,  please  refer  to  Section  7:  "CIP 
Review  and  Amendment  Procedures". 


5.  Relationship  to  Other  Plans  and . 
Programming  Documents 


5.1.  Relationship  to  the  Countywide 

Long-Range  Transportation  Plan 

The  CIP  is  the  most  significant  implementation 
tool  of  the  CMP.  Pursuant  to  State  law,  in 
order  to  be  included  in  the  Regional 
Transportation  Improvement  Program,  and 
therefore  be  eligible  to  receive  state  and 
federal  funds,  a  project  must  first  be  included 
in  the  CIP.  In  addition,  the  CIP  is  a  7-year 
document,  designed  to  ensure  the  delivery  of 
transportation  projects  needed  to  maintain 
system  performance.  The  CIP  is  intended  to 
serve  as  a  short  or  medium-range 
implementation  vehicle  for  a  longer  range  list 
of  priority  projects,  such  as  would  be 
provided  by  a  long-range  countywide 
transportation  plan. 

Currently  there  is  no  long-range  countywide 
transportation  plan  for  San  Francisco.  The 
City's  Master  Plan  includes  a  Transportation 
Element,  updated  in  July  1995,  which  contains 
40  general  objectives  and  200  associated 
policies.  Although  not  required  by  law,  a  long 
range  plan  would  look  at  the  potential  impacts 
of  those  policies,  address  trade-offs  between 
them,  establish  priorities,  and  develop  a 
specific  list  of  investments  to  implement  the 
prioritized  policies.  Under  state  law,  the 
Authority,  as  CMA,  is  responsible  for  the 
eventual  preparation  of  a  long  range 
countywide  transportation  plan.  When  such  a 
plan  is  developed,  the  plan's  action  element 
will  include  a  list  of  specific  investment 
priorities  (i.e.,  transportation  projects  and 


services).  By  following  that  list,  the  CIP  will 
then  become  the  main  implementation  tool  for 
the  countywide  transportation  plan.  Until  a 
countywide  plan  is  developed,  the  Authority 
will  continue  to  develop  the  CIP  project 
priorities  based  on  its  analysis  of  need, 
system  performance,  and  programming  and 
funding  strategy. 


5.2.  Relationship  to  the  Proposition  B 
 Strategic  Plan  

Proposition  B  is  the  half-cent  local  sales  tax 
for  transportation,  approved  by  San  Francisco 
voters  in  1989.  Prop.  B,  as  presented  to  the 
voters,  includes  an  Expenditure  Plan  detailing 
specific  projects  which  are  eligible  for  the 
new  sales  tax  revenues.  The  Proposition  will 
be  in  place  for  20  years  from  the  date  of 
inception.  It  is  expected  to  generate  close  to 
$1  billion  for  transportation  projects  in  San 
Francisco.  The  significance  of  these 
revenues  is  that  they  are  used,  in  part,  to 
provide  the  matching  funds  required  to  attract 
state  and  federal  dollars.  Depending  on  the 
funding  program,  the  proportion  may  be  as 
low  as  1 1 .5%  local  to  88.5%  federal.  This  is 
the  "leveraging"  effect  of  the  Prop.  B  dollars. 
In  addition,  some  Prop.  B  revenues  are  used  to 
pay  entirely  for  certain  projects  which  are  of 
local  interest  but  do  not  compete  well  for  state 
or  federal  funding. 

The  Prop.  B  Expenditure  Plan  did  not  earmark 
all  transportation  sales  tax  revenues  to 
specific  projects.  Rather,  it  established  four 
categories  of  investment  and  attached 
mandatory  percentage  shares  of  total  Prop  B 
revenues,  as  shown  below: 

Transit  60% 

Streets  &  Traffic  Safety  30% 

Paratransit  8% 
Transportation  Systems 

Management  (TSM)  2% 

In  order  to  achieve  these  goals  while 
maximizing  San  Francisco's  ability  to  leverage 
state  and  federal  dollars,  the  Authority 
developed  the  first  Prop.  B  Strategic  Plan  in 
1993,  and  updated  it  in  1995.  The  Strategic 
Plan  established  a  requirement  for  5-year 
investment  plans  from  City  Departments 
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requesting  Prop.  B  funding  for  their  projects. 
This  requirement  is  intended  to  provide  the 
Authority  with  an  accurate  picture  of 
anticipated  transportation  funding  needs, 
which  are  then  reconciled  with  expected 
revenues  to  arrive  at  the  most  favorable 
financial  strategy  for  San  Francisco's 
transportation  program. 

While  the  9-year  Prop.  B  Strategic  Plan  is 
designed  to  identify  the  best  possible  funding 
and  financing  strategy  for  San  Francisco's 
transportation  program,  and  while  the 
Departments  5-year  plans  are  designed  to 
provide  a  picture  of  investment  need  in  each 
transportation  area  (transit,  roads,  etc.),  the 
CIP,  because  of  its  focus  on  system 
performance,  serves  as  a  framework  for 
analysis  of  trade  offs  among  proposed 
transportation  projects  which  receive 
Proposition  B  and  other  funds.  Beyond  the 
analysis  of  funding  feasibility  or  financial 
strategy,  the  CIP  ensures  that  the  proposed 
investments  will  result  in  tangible 
improvements  in  mobility  for  people  using 
San  Francisco's  multimodal  transportation 
system.  The  CMP's  overriding  emphasis  on 
mobility  improvement  may  from  time  to  time 
trigger  adjustments  to  the  Prop.  B  Strategic 
Plan. 


5.3.  Relationship  to  the  RTP  

The  Authority,  as  CMA,  provides  input  to  the 
Metropolitan  Transportation  Commission  (MTC) 
for  the  periodic  updates  of  the  Regional 
Transportation  Plan  (RTP).  State  law  provides 
that  where  countywide  transportation  plans 
have  been  developed,  they  will  be  used  by 
MTC  as  a  basis  for  RTP  assumptions  for  that 
county.  In  the  absence  of  a  long  range 
countywide  plan,  the  CIP,  complemented  by 
the  Proposition  B  Strategic  Plan,  serves  as  a 
main  indicator  of  transportation  investment 
priority  trends  in  San  Francisco. 


5.4.  Relationship  to  the  RTIP  

Pursuant  to  state  law,  the  CIP  list  of  projects  is 
used  by  MTC  in  compiling  the  biennial  Regional 
Transportation  Improvement  Program  (RTIP), 
which  in  turn  feeds  into  the  State 
Transportation  Improvement  Program  (STIP) 


and  the  Federal  Transportation  Improvement 
Program  (TIP).  Under  state  law,  projects 
proposed  for  funding  through  specific  federal 
sources  programmed  through  the  STIP/TIP 
must  first  be  included  in  the  CMP's  Capital 
Improvement  Program. 


5.5.  Relationship  to  the  San  Francisco 
Master  Plan 


The  San  Francisco  City  Charter  assigns 
responsibility  to  the  Planning  Department  for 
consistency  review  of  capital  improvements 
with  the  Master  Plan.  This  consistency 
review  function  is  incorporated  into  the 
Authority's  programming  process  as 
described  in  Section  6  below.  The  Planning 
Department,  in  consultation  with  the  Authority, 
will  develop  specific  criteria  for  the  review  of 
the  Draft  CIP  list's  consistency  with  the  Master 
Plan.  In  order  to  be  used  in  the  current  TIP 
programming  cycle,  these  criteria  and 
procedures  must  be  in  place  by  January  1, 
1996. 


5.6.  Relationship  to  City  Department 
Activities 


The  changes  in  the  programming  introduced 
by  the  1995  CMP,  as  explained  in  this  chapter, 
do  not  substantially  alter  programming-related 
activities  currently  performed  by  City 
departments.  The  goal  of  the  new  process  is, 
in  fact,  to  streamline  the  programming  process 
so  that  complete  and  timely  information  is 
available  to  the  Authority  Board,  to  provide  a 
well  defined  context  that  facilitates  strategic 
programming  policy  decisions. 

It  is  important  to  note,  for  example,  that 
individual  City  departments  will  continue  to 
develop  their  own  capital  investment  plans. 
The  Authority's  intent  is  not  to  suggest 
changes  to  the  priorities  within  those  plans, 
but  rather  to  steer  the  overall  programming 
strategy  and  analysis  of  trade-offs. 

The  Authority  review  process,  as  explained  in 
the  following  sections,  provides  the  required 
structure  to  analyze  programming  and 
performance  data  that  will  inform  those 
Authority  Board  decisions.  It  is  important  to 
note  that  the  process  is  intended  to  function 
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using  information  already  developed  by  city 
Departments,  and  that  except  as  requested  by 
the  Authority  Board,  no  new  information  will 
be  required. 

The  most  significant  value  added  by  the 
Authority's  review  process  is  in  providing  an 
overall  context  for  programming  strategy  and 
system  performance,  to  facilitate  Authority 
Board  decisions. 

Exhibit  8-A  provides  a  summary  of  key  roles 
and  responsibilities  of  the  Authority  and  City 
Departments  in  the  transportation  programming 
process. 


5.7  Relationship  to  Short  Range  Transit 
Plans 


In  addition  to  MUNI,  five  regional  transit 
operators  serve  San  Francisco:  BART,  AC 
Transit,  SamTrans,  Golden  Gate  Transit,  and 
CalTrain.  The  Short  Range  Transit  Plans 
(SRTPs)  developed  by  these  operators  are  the 
basis  for  their  programming  requests  to  the 
Authority  for  inclusion  in  the  San  Francisco 
CIP. 

The  Authority  uses  the  SRTPs  as  an  input  into 
its  programming  process,  to  ensure  better 
coordination  of  San  Francisco  programming 
decisions  with  regional  priorities. 
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Exhibit  8-A 

Transportation  Programming  Roles  and  Responsibilities 

A.  City  Departments 

1 .  Prepare  plans,  prioritize  capital  improvement  programs  and  financial  plans 
on  an  annual  basis 

2.  Use  financial  constraints  and  strategies  imposed  by  external  agencies 
plus  those  agreed  to  by  the  Authority  and  Departments  for  various  funding 

sources 

3.  Revise  financial  plans  at  regular  intervals,  to  reflect  changes  in  project 
scope,  budget  or  schedule,  and  changes  in  funding  projections 

4.  Process  CIP  Amendments  through  the  Authority,  and  obtain  Authority 
Board  approval  or  administrative  review  before  submittal  of  new 
information  to  outside  agencies 

5.  Check  eligible  project  list  consistency  with  the  San  Francisco  Master  Plan 
before  adoption  by  Authority  Board.  (Performed  by  the  Planning 
Department) 

B.  Authority 

1 .  Develop,  adopt  and  update  the  CMP  and  its  CIP 

2.  Process  CIP  Amendments  according  to  the  established  procedures 

3.  Input  into  the  MTC,  and  state  and  federal  agencies  process  for  the 
preparation  and  updates  of  the  Regional,  State  and  Federal  Transportation 
Improvement  Programs  (RTIP,  STIP  and  TIP). 

4.  Provide  Prop.  B  revenue  estimates  and  advise  on  financial  strategies 

5.  Develop  Strategic  Plan  updates  to  respond  to  revisions  in  Department 
capital  and  financial  plans  and  to  reflect  CIP  Amendment  decisions 

6.  Notify  outside  programming  agencies  of  decisions  on  CIP  Amendments 

7.  Program  the  local  (40%)  portion  of  the  AB  434  clean  air  funds 


6.  The  Authority's  Capital  . 
Priorities  Programming  Process 


Figure  8.1  describes  the  Authority's  Capital 
Priorities  Programming  Process.  Because  of 
the  Authority's  combined  role  as  Prop.  B 
administrator  and  CMA,  this  process,  though 
focused  on  funds  that  are  required  by  state 
law  to  be  programmed  through  the  CMP,  also 
incorporates  Proposition  B  strategy. 

The  process  starts  with  an  evaluation  of 
transportation  demand  or  need,  as  evidenced 
by  two  general  categories  of  information: 
programming  requests  from  City  Departments 
and  other  transportation  agencies;  and  data 
about  expected  travel  patterns  and  monitoring 
of  system  performance.  At  the  center  of  this 
evaluation  are  the  CMP's  multimodal  system 
performance  standards,  which  provide 
guidance  on  what  constitutes  an  acceptable 
level  of  mobility,  for  example:  should  the  level 
of  service  on  the  roadway  network  be  set  at 
"E"  (congested)  or  at  "B"  (almost  free-flow), 
or  should  transit  service  headways  be  20 
minutes  or  5  minutes. 

The  multimodal  performance  standards  are  a 
policy  decision,  arrived  at  by  weighing  what 
kinds  and  amounts  of  transportation  we  would 
like  against  how  much  of  it  we  can  afford, 
and  against  other  competing  policy  objectives 
(such  as  air  quality  or  other  environmental  or 
community  impacts).  This  requires 
coordination  with  Master  Plan  goals  and 
objectives  and  it  necessitates  periodic 
consultation  with  MUNI  and  other  transit 
providers  serving  San  Francisco,  to  ensure 
that  the  established  standards  are  realistic 
and  can  be  met.  The  Authority's  Capital 
Priorities  process  takes  into  account  those 
standards,  as  well  as  current  information  from 
the  Authority's  own  monitoring  of  project 
delivery  (to  further  understand  potential 
impacts  on  system  performance),  and  draws 
up  a  list  of  transportation  investment  priorities 
that  considers  Prop.  B  financing  strategy, 
regional  prioritization  criteria  (to  ensure  that 
San  Francisco  projects  will  compete  well  for 
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state  and  federal  funds),  and  adjusts  the  list  to 
revenue  projections  for  Prop.  B  and  state  and 
federal  funding  sources.  The  result  is  the 
recommended  CIP  list,  which  is  adopted  by  the 
Authority  Board  and  submitted  to  MTC. 

The  CIP  list  then  enters  the  regional 
prioritization  process,  where  San  Francisco 
projects  compete  with  projects  from  the  other 
eight  Bay  Area  counties  for  state  and  federal 
funds.  The  result  of  this  process  is  a  final 
regional  priorities  list,  which  is  adopted  as  part 
of  the  Regional  Transportation  Improvement 
Program  (RTIP)  which,  in  turn,  becomes  the 
basis  for  the  State  Transportation 
Improvement  Program  (STIP)  and  for  the 
federal  Transportation  Improvement  Program 
(TIP)  for  California.  San  Francisco  projects 
included  in  the  STIP  and  TIP  will  then  be  ready 
to  receive  state  and  federal  funds. 

At  this  point,  there  is  an  important  feedback 
loop  that  takes  place  as  part  of  the  Authority's 
programming  process.  Programming 
documents  and  performance  standards  will 
need  to  be  adjusted  to  reflect  the  projects  that 
did  not  receive  funding.  For  example,  if  a 
project  in  MUNI's  Short  Range  Transit  Plan 
(SRTP)  does  not  receive  federal  funds,  it  may 
become  infeasible,  or  it  may  require  a  change 
in  the  Authority's  Strategic  Plan  to  devote  more 
Prop.  B  funds  to  close  the  gap  left  by  the  lack 
of  federal  funds,  and  it  may  require  re- 
prioritization  or  rescheduling  of  other  MUNI 
projects  to  ensure  that  system  performance  is 
maintained.  This  step  is  therefore  essential  to 
reconcile  transportation  investment  and 
transportation  system  performance. 


6.1.  CIP  Development  -  Schedule 


6.1.1.  Programming  of  CMP-Based 
Funds 


For  funding  sources  subject  to  programming 
through  the  CMP  by  state  law,  the  CIP 
development  process  follows  the  biennial  CMP 
cycle.  Pursuant  to  regional  agreements, 
development  of  the  CIP  is  ideally  tied  to  the 
development  of  the  STIP  and  the  TIP.  It  starts 
with  a  call  for  projects,  issued  by  the 
Authority,  as  CMA,  around  September/October 
of  the  first  year  of  the  cycle. 


Project  sponsors  submit  applications  in  the 
regionally  developed  standard  format  for  state 
Flexible  Congestion  Relief  (FCR)  and  federal 
STP  and  CMAQ  funds.  Project  sponsors  are 
responsible  for  scoring  their  proposed 
projects  according  to  the  rules  detailed  in  the 
application  packet.  Project  sponsors  typically 
have  about  two  months  to  complete  this  step. 
The  Authority  screens  all  projects  for  eligibility, 
checks  project  scores,  reconciles  funding 
assumptions  with  the  Prop.  B  Strategic  Plan, 
develops  a  draft  eligible  project  list  for  San 
Francisco.  At  this  point  the  list  is  submitted  to 
the  Planning  Department  for  a  consistency 
check  with  the  Master  Plan.  The  Authority  has 
approximately  one  month  to  complete  its 
review  (including  Master  Plan  consistency 
input  from  the  Planning  Department  and 
evaluation  of  system  performance),  adopt  the 
prioritized  draft  CIP  list,  and  submit  it  to  MTC 
for  the  regional  competitive  process.  After 
clarification  is  sought  from  project  sponsors 
on  any  project  details  affecting  scores,  a  draft 
regional  list  is  developed  in  June  and  adopted 
by  MTC  in  July  of  the  following  year.  The 
state  and  federal  approval  of  the  TIP  happens 
in  September/October. 

The  final  list  for  San  Francisco  is  adopted  by 
the  Authority  Board,  and  it  becomes  the  final 
CIP  list  for  the  biennial  CMP  cycle.  CMP 
updates,  addressing  not  just  the  CIP  but  the 
entire  CMP  document,  as  necessary,  are  also 
adopted  in  October/November  of  the  second 
year  of  each  biennial  cycle. 


IMPORTANT  NOTE:  

Because  of  funding  shortfalls  in  the  State 
Highway  Account,  there  will  not  be  any 
(state)  FCR  funds  available  for  the  current 
(1995)  CMP  cycle.  The  availability  of  (federal) 
CMAQ  funds  is  now  in  question  because  of 
the  re-designation  of  the  Bay  Area  as  an 
"attainment  area"  for  air  quality  purposes.  The 
final  1995  CMP  language  will  need  to  reflect 
any  changes  to  this  situation  that  may  result 
from  special  relief  language  introduced  in  the 
National  Highway  System  bill,  currently 
pending  in  Congress.  In  the  worst  of  cases, 
the  call  for  projects  for  the  current  cycle  will 
pertain  only  to  STP  funds. 
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Adding  to  this  difficult  situation,  the  Intermodal 
Surface  Transportation  and  Efficiency  Act  of 
1991  (ISTEA)  is  up  for  reauthorization  in 
Congress.  It  is  assumed  that  Congress  will 
reauthorize  ISTEA  at  a  similar  funding  level  as 
the  original  Act,  but  discussions  are  still 
underway.  Because  of  these  considerations, 
and  because  of  the  need  to  comply  with  state 
law  requiring  MTC  to  submit  a  Regional 
Transportation  Improvement  Program  to 
Caltrans  by  November  1 1 ,  1995,  the  region 
decided  to  treat  the  state  and  federal 
programming  processes  separately  for  this 
biennial  cycle.  Therefore  the  CMP  CIP 
contains  only  minor  modifications  to  the  1993 
version,  as  shown  in  Tables  8-A,  8-B,  and  8- 
C.  The  call  for  projects  (for  federal  funding) 
took  place  on  October  1,  1995.  This  means 
that  the  1995  San  Francisco  CIP  will  need  to 
be  amended  by  June  1996,  before  the  regional 
list  for  the  (federal)  TIP  is  adopted. 


6.1.2.  Programming  of  Other  Funds 

SECTION  UNDER  DEVELOPMENT 


7.  CIP  Review  and  Amendment  Procedures 


Changes  to  the  CIP  project  list,  that  need  to  be 
processed  outside  the  biennial  CMP  updates, 
are  subject  to  administrative  review  and  in 
some  cases  must  be  approved  by  the 
Authority  Board  through  CIP  Amendments. 


7.1.  Applicability  

The  previous  sections  describe  the  central 
role  of  the  CMP  in  establishing  standards  and 
measuring  or  otherwise  assessing  the 
performance  of  the  multimodal  transportation 
system,  and  the  role  of  the  CIP  in  helping  to 
maintain  that  level  of  performance.  Any 
proposed  changes  to  projects  included  in  the 
CIP  must  therefore  first  be  assessed  by  the 
Authority,  for  potential  effects  on  the 
performance  of  the  multimodal  transportation 
system.  This  requirement  applies  to  changes 
in  the  scope,  schedule,  or  programming 
package  for  all  CIP  components,  as  described 
in  Section  4:  "CIP  Components."  Because 
project  viability  can  be  affected  by  changes  in 
any  component  of  its  funding  package,  the 
requirement  for  Authority  review  applies  to  all 


■  Draft  San  Francisco  1995  CMP  •  October  1995  •  Paqe  65 

funding  components  of  CIP  projects,  whether 
they  are  directly  programmed  by  the  Authority 

7.2.2.  Administrative  level  CIP 
Amendments 

The  Authority's  review  process  applies  not 
just  to  proposed  programming  changes  to  the 
CIP,  but  also  to  initial  programming  applications 
for  funds  not  directly  administered  by  the 
Authority,  but  which  are  part  of  the  CIP  (see 
Section  4).  Note  that  this  requirement  applies 
to  the  programming  of  funds,  not  to 
applications  for  receipt  of  already  programmed 
funds  (also  known  as  "grant  applications"). 
This  is  true  unless  the  grant  application 
introduces  changes  in  programming. 


7.2.  Kinds  of  Amendments 


There  are  two  kinds  of  CIP  Amendments: 
policy  level  and  administrative  level. 


7.2.1.  Policy-level  CIP  Amendments 


These  apply  to  changes  that  are  deemed  by 
the  Authority  to  be  significant  enough  that  they 
have  the  potential  to  affect  the  performance  of 
the  multimodal  transportation  system. 

Policy-level  CIP  Amendments  are  required  for 
all  programming  or  schedule  changes  to  CIP 
projects  where  the  change  will  affect  the 
scope  of  the  project,  or  the  year  of  delivery 
(completion)  of  the  project,  or  the  amount  or 
availability  of  operating  funds  for  that  project, 
or  the  year  of  programming  of  Authority- 
programmed  funds  for  that  project,  or  the  fund 
source  designation  or  any  other  aspect  of  the 
funding  packet  requiring  action  by  the 
Metropolitan  Transportation  Commission 
(MTC),  or  the  California  Transportation 
Commission. 

Policy  level  CIP  Amendments  require  approval 
by  the  Authority  Board  prior  to  processing  of 
the  change  by  the  implementing  department. 
The  requirement  for  policy  level  CIP 
Amendments  will  apply  to  all  pertinent  actions 
(as  noted  above)  for  at  least  the  following 
funding  sources:  STP,  CMAQ,  FCR,  State 
TSM,  FTA  Sections  3  and  9,  State  Rail  Bonds 
(Props.  108  and  116),  and  Emergency  Relief 
Funds. 


These  apply  mostly  to  programming  changes 
which  can  alter  the  overall  transportation 
programming  strategy  for  San  Francisco,  even 
though  their  individual  effects  on  system 
performance  may  only  be  very  marginal.  Such 
programming  changes  will  trigger  the  need  for 
administrative  level  CIP  review  even  if  they  are 
not  tied  to  a  specific  project  listed  in  the  CIP, 
as  long  as  they  affect  San  Francisco's  share 
of  a  transportation  funding  source  listed  in  the 
CIP. 

Administrative  level  CIP  Amendments  will  only 
require  notification  to,  and  concurrent  review 
by  the  Authority's  Executive  Director.  The 
purpose  of  this  requirement  is  to  ensure  that 
the  Authority  has  the  required  information  to 
evaluate  programming  strategy  and  the 
performance  of  CIP  projects  in  the  context  of 
the  entire  universe  of  programming  and  project 
delivery  decisions  in  San  Francisco. 
Administrative  level  CIP  Amendments  may 
involve  any  of  the  following  funding  sources: 

Federal:  TEA 

State:  TCIandSHOPP 

Regional:   Measure  1  and  AB  664,  STA, 
TDA,  AB  434 

Local:        SFMRIC,  TIDF,  AB  434 

In  addition,  proposed  changes  to  Prop.  B 
programming  will  automatically  trigger 
administrative-level  review  and,  at  the 
Executive  Director's  discretion,  may  require 
policy  level  CIP  Amendments. 


7.2.3.  Sources  not  Covered  By  CIP 
Amendments 


Certain  funding  sources,  such  as  SLPP,  are 
programmed  through  state  or  regional 
processes.  Typically,  the  funds  become 
available  to  City  project  sponsors  through  a 
separate  application  procedure.  In  some 
cases,  the  funds  are  allocated  on  a  first- 
come,  first-served  basis,  so  that  the  ability  of 
City  departments  to  act  quickly  is  crucial.  For 


funding  sources  in  this  category  (listed 
below),  which  are  not  subject  to  a  local 
programming  action,  there  is  still  a  need  to 
include  the  data  in  the  Authority's  database, 
but  no  CIP  amendments  are  required.  Project 
sponsors  are  required  to  submit  to  the 
Authority  a  copy  of  the  grant  application 
request  at  the  same  time  as  the  application  is 
made  to  the  funding  agency.  Project  sponsors 
are  also  required  to  submit  to  the  Authority  a 
copy  of  the  grant  award  letter,  as  soon  as  it  is 
received. 

Funds  subject  to  this  requirement  include  at 
least  the  following: 

State:  Gas  Tax,  HES,  HBRR,  SLPP,  and  TEE. 


7.3.  Requirements  for  Submittal  of  CIP 
 Amendment  Requests  


7.3.1.  Application  Contents  -  Format  

In  order  to  avoid  additional  reporting  burdens 
on  City  departments,  the  is  no  specific  form  or 
format  for  submittals  to  the  Authority. 
However,  project  sponsors  wishing  to  make 
application  to  regional,  state  or  federal 
programming  agencies  for  changes  affecting 
current  CIP  programming,  or  sponsors  who 
are  planning  to  submit  initial  applications  for 
new  programming  to  regional,  state,  or  federal 
agencies,  must  submit  two  (2)  copies  of  those 
preliminary  applications  to  the  Authority,  for 
review  prior  to  filing  there  applications  with 
those  programming  agencies. 

The  Authority's  intent  is  not  to  question  the 
priorities  of  City  departments,  or  to  suggest 
different  projects  (particularly  regarding 
applications  for  new  programming),  but  rather 
to  evaluate  their  programming  requests  for 
impacts  on  multimodal  system  performance 
and  for  impacts  on  Proposition  B  and  overall 
CIP  strategy. 


7.4.  The  Authority's  Review  Process 


The  sections  below  detail  the  Authority's 
process,  which  includes  an  initial 
administrative  level  review,  to  determine  the 
need  for  further  application  information  as  well 
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as  to  suggest  the  appropriate  level  of  CMP 
Amendment  required.  This  is  followed  by 
detailed,  concurrent  reviews  for  programming 
and  performance  implications.  The  process 
also  calls  for  discussions  with  project 
sponsors  to  resolve  any  issues  identified  by 
the  Authority's  review,  and  establishes  basic 
procedures  to  ensure  disposition  of  the 
requests  for  review  within  a  reasonable 
period  of  time. 


7.4.1.  Application  In-take  Review  

Upon  receipt  of  an  application  for  programming 
changes,  the  Authority  will  perform  an  initial 
staff-level  review.  Within  ten  (10)  working 
days  after  receipt  of  the  application,  the 
Authority  will  communicate  in  writing  to  the 
applicant  the  need  for  any  additional 
information,  necessary  in  order  to  further 
process  the  application. 

Within  (10)  working  days  after  receipt  of  all 
information  necessary  to  complete  the 
application,  the  Authority  will  issue  a  letter  of 
initial  findings,  notifying  the  applicant  in 
writing  about  the  level  of  CIP  Amendment 
required. 

If  the  Authority  finds  that  a  policy-level  CIP 
Amendment  will  be  required  (involving 
Authority  Board  action),  the  communication 
will  include: 

a  schedule  for  Authority  Board 
approval 

a  preliminary  list  of  unresolved 
conformance  or  consistency  issues 
identified  in  connection  with  the 
application;  and 

a  proposed  cause  of  action  for 
resolution  of  these  issues,  including,  at 
least,  consultation  and  joint  efforts 
with  the  applicant 


7.4.2.  Detailed  Review 


Unless  otherwise  specified  in  the  proposed 
schedule  for  resolution  of  issues,  within  ten 
(10)  working  days  after  issuance  of  the  letter 
of  initial  findings,  the  Authority  will  complete  a 
detailed  review  of  the  application.  The 
detailed  review  will  include  two  components: 


a  programming  review,  and  a  performance 
review.  To  expedite  the  process,  both 
reviews  will  be  carried  out  concurrently  at  the 
Authority.  The  conclusions  from  the  detailed 
review  will  form  the  basis  for  an 
administrative  finding  of  concurrence  or  for  a 
recommendation  to  the  Authority  Board,  as 
appropriate. 

A.»  Programming  Review 

The  programming  review  will  be  performed 
jointly  by  the  office  of  the  Director  of  Plans 
and  Programs  and  the  office  of  the  Director  of 
Congestion  Management,  to  evaluate  issues  of 
Proposition  B  Strategic  Plan  consistency  and 
CMP  CIP  conformance. 

Programming  Review  Criteria 

The  evaluation  of  impacts  of  proposed 
programming  changes  on  the  CIP  (including  the 
Prop.  B  program)  is  structured  to  provide 
information  about  three  key  strategic 
programming  and  fiscal  policy  factors  for  the 
Authority: 

a)  Cost  of  Money.  The  analysis  will 
address  questions  such  as:  does  the 
proposed  change  affect  cash  flow? 
does  it  limit  availability  of  funding  by 
Prop.  B  category  or  by  state  or  federal 
funding  source?  does  it  require  or 
bring  the  Authority  closer  to  the  need 
to  bond  in  order  to  deliver  the  Prop.  B 
program?  does  it  otherwise  affect 
other  CIP  funding  sources  so  as  to 
increase  the  cost  of  money? 

b)  Leveraging  Capacity.   The  analysis 
will  address  questions  such  as:  does 
the  proposed  programming  change 
improve  or  worsen  the  Authority's 
prospective  ability  to  capture  state  and 
federal  funds  for  San  Francisco 
projects?,  does  it  increase  the  local 
(Prop.  B  or  other)  match? 

c)  Other  Programming  Policy 
Consistency. 

The  analysis  will  address  questions 
such  as:  does  the  proposed 
programming  change  result  in  a  skew 
of  the  funding  category  targets 
established  in  the  Prop.  B  Strategic 
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Plan?  does  it  substantially  alter  the 
programming  priorities  established  in 
the  Strategic  Plan?  does  it 
substantially  alter  the  programming 
priorities  established  in  the  latest  CMP 
CIP? 

B.  Performance  Review 

The  performance  review  will  be  conducted  by 
the  office  of  the  Director  of  Congestion 
Management,  to  evaluate  impacts  on  the 
performance  of  San  Francisco's  multimodal 
transportation  system. 

Performance  Review  Criteria 

The  evaluation  of  potential  impacts  of 
proposed  programming  changes  on  multimodal 
system  performance  will  be  performed 
according  to  the  criteria  described  below. 
These  analyses  are  intended  to  provide  order- 
of-magnitude  findings  about  future  system 
performance,  particularly  cumulative  impacts 
on  operating  conditions  at  the  facility,  corridor, 
or  systemwide  level.  The  process  is  not 
focused  on  prediction  of  minor  changes  in 
individual  CMP  network  segments.  As 
required  by  state  law,  the  Authority's 
Transportation  Analysis  Database  (TAD), 
when  completed  will  support  these  analyses. 
The  TAD  will  be  improved  incrementally  over 
time  and  complemented  with  information  from 
city  departments  and  other  available  sources. 
For  a  more  detailed  discussion  of  multimodal 
system  performance,  please  refer  to  Chapter 
5. 

a)  Effects  of  Schedule  Changes  on 
Performance.  The  analysis  will 
address  questions  such  as:  Does  the 
proposed  programming  change  involve 
or  result  in  a  delay  in  the  delivery 
(completion)  of  any  CIP  projects?  are 
there  significant  anticipated  impacts  on 
system  performance  because  of 
completion  delays? 

b)  Effects  of  Scope  Changes  on 
Performance.  The  analysis  will 
address  questions  such  as:  does  the 
proposed  programming  change  result 
in  a  downsizing  of  CIP  projects? 


c)  Potential  Deficiencies.  The  analysis 
will  address  questions  such  as:  does 
the  proposed  programming  change 
create  the  potential  for  a  deficiency  on 
the  CMP  network?  does  it  adversely 
affect  the  City's  ability  to  implement 
already  adopted  deficiency  plans? 
does  it  adversely  affect  the  likely 
effectiveness  or  delivery  timelines  for 
an  already  adopted  deficiency  plan? 

d)  Multimodal  Balance.  The  analysis 
will  address  questions  such  as:  does 
the  proposed  programming  change 
affect  the  multimodal  balance  of  the 
CIP?  does  it  significantly  degrade 
performance  conditions  for  one  mode 
vis-a-vis  other  modes?  is  it  likely  to 
significantly  affect  certain  categories 
of  travelers  vs.  others  (e.g.,  will  it 
adversely  affect  off-peak  transit  riders 
vs.  drivers?,  or  local  vs.  through 
trips?) 

e)  Subarea  Impacts.  The  analysis  will 
address  questions  such  as:  is  the 
proposed  programming  change  likely  to 
result  in  disproportionate  adverse 
impacts  to  system  performance  for 
one  subarea  of  the  city  vs.  the  others? 


7.4.3.  Disposition  of  Amendment 
 Requests  

For  Administrative-Level  Amendments 

If  the  outstanding  issues  identified  during  the 
review  process  are  resolved,  the  Authority 
will  issue  a  letter  of  concurrence  with  the 
proposed  programming  change.  If  there  is  no 
resolution  within  30  days  of  the  issuance  of 
the  letter  of  initial  findings,  the  request  will  be 
scheduled  for  Authority  Board  consideration 
at  the  next  meeting. 

For  Policy-Level  Amendments 

If  there  are  no  outstanding  issues  identified 
during  the  review  process,  the  item  will  be 
scheduled  for  Authority  Board  action  at  the 
next  meeting,  with  a  recommendation  for 
approval.    If  the  review  process  identifies 
issues,  and  they  are  not  resolved  within  the 
time  frame  specified  in  the  Authority's  letter  of 
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initial  findings,  the  Authority  will  establish  a 
schedule  for  final  resolution  of  these  issues, 
and  invite  the  pertinent  programming  agencies 
to  facilitate  the  process.  The  findings  and 
recommendations  from  this  process  will  be 
agendized  for  Authority  Board  action  on  a 
schedule  determined  by  the  Executive 
Director. 


7.5.  Adjustments  to  Prop.  B  Strategic 
Plan 


As  part  of  the  evaluation  process  for  all  CIP 
Amendments,  the  Authority  will  explicitly 
consider  and  recommend  adjustments  to  the 
Prop.  B  Strategic  Plan  and  to  the  AB  434 
program,  to  maintain  consistency.  Such 
adjustments  will  be  scheduled  for  Authority 
Board  action  together  with  the  corresponding 
CIP  Amendments. 


7.6.  Notification  of  Programming 
 Agencies  


The  Authority  will  notify  the  pertinent  regional, 
state,  or  federal  agencies,  in  writing,  within  5 
working  days  of  Authority  Board  action  on 
policy  level  CIP  Amendments,  and/or  staff- 
level  approval  of  Administrative-Level  CIP 
Amendments. 

SECTIONS  UNDER  DEVELOPMENT 


9.  Program  Overview 
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Table  8-C 

1994  STIP 

SAN  FRANCISCO  UNALLOCATE 

0  PROJECTS 

Project 

STIP 

Year  of 

Programmed 

Name 

Sponsor 

Number 

Programming 

Amount 

Mid  Embarcadero 

DPW 

EMBMID 

98/99 

$7,000,000 

Escalators/Elevators 

MUNI 

0928 

96/97 

$500,000 

LRV  Purchase 

MUNI 

0933B 

96/97 

$23,700,000 

Cesar  Chavez  St.  Widening 

DPT 

SFARMY 

95/96 

$1,130,000 

LRV  Purchase 

MUNI 

R049SA 

98/99 

$35,302,000 

Track  Improvements 

MUNI 

0927 

96/97 

$423,000 

LRV  Purchase 

MUNI 

R049SA 

98/99 

$3,980,000 

Mid  Embarcadero 

DPW 

EMBMID 

98/99 

$8,000,000 

$80,035,000 

This  list  includes  1994  STIP  projects  that  have  not  yet  received  allocations 

from  the  California  Transportation  Commission,  and  are  therefore  still  subject 

to  reprogramming  in  the  1996  STIP. 

SFCTA  10/5/95 


CHAPTER  9 

DEFICIENCY  PLANS 

Key  Topics: 

•  Legislative  Requirements 

•  Legislative  Intent  and  Application  to 
San  Francisco 

•  Overview 

Deficiency  Planning  Process 

•  Special  Issues 

Work  Program  Items  -Key 
Milestones 


1 .  Legislative  Requirements 


The  provision  for  deficiency  plans  is  intended 
to  work  in  conjunction  with  the  requirement  for 
annual  monitoring  of  levels  of  service  (LOS) 
on  the  designated  CMP  roadway  network.  In 
order  to  make  its  annual  finding  of 
conformance  with  the  CMP,  the  Congestion 
Management  Agency  (CMA)  must  first 
ascertain  that  the  LOS  standard  is  not  being 
violated.  If,  however,  the  results  of  monitoring 
on  a  CMP  roadway  segment  show  that  LOS 
has  fallen  below  the  established  standard,  the 
CMA  can  still  make  a  finding  of  conformance 
with  the  CMP  if  the  local  jurisdiction  designates 
the  roadway  segment  as  deficient  and 
develops  a  deficiency  plan  for  it. 

California  Government  Code  section 
65098.4(a)  states  that  "A  local  jurisdiction 
shall  prepare  a  deficiency  plan  when  highway 
or  roadway  level  of  service  standards  are  not 
maintained  on  segments  or  intersections  of 
the  designated  system.    The  deficiency  plan 
shall  be  adopted  by  the  city  or  county  at  a 
noticed  public  hearing."  According  to  section 
65089.4(c),  deficiency  plans  must  contain  the 
following  components:  1)  an  analysis  of  the 
causes  of  the  deficiency,  2)  a  list  of 
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improvements  that  would  have  to  be  made  to 
prevent  the  deficiency  from  occurring, 
including  cost  estimates,  3)  a  list  of 
improvements  proposed  as  part  of  the 
deficiency  plan,  and  finally  4)  an  action  plan 
for  implementation  of  the  improvements 
identified  as  part  of  the  deficiency  plan, 
including  an  implementation  schedule.  The 
improvements  proposed  must  be  drawn  from 
an  inventory  of  acceptable  actions  compiled 
by  the  air  quality  management  district.  The 
deficiency  plan  must  "measurably  improve"  the 
overall  LOS  on  the  designated  CMP  roadway 
network,  and  "contribute  to  significant 
improvements  in  air  quality".    The  statutes 
also  require  that  the  city  or  county  forward 
the  deficiency  plan  to  the  Congestion 
Management  Agency,  which  must  hold  a 
public  hearing  within  60  days  of  receipt  of  the 
deficiency  plan,  and  either  accept  or  reject  it, 
but  not  modify  it.  Rejection  of  a  deficiency 
plan  by  the  Congestion  Management  Agency 
will  result  in  a  finding  of  non-conformance 
with  the  CMP. 

The  preparation  and  review  of  deficiency 
plans  should  not  be  confused  with  the 
separate  and  independent  City  processes  for 
review  and  approval  f  public  or  private 
development  projects.  It  is  not  the  purpose  of 
these  guidelines  to  amend,  modify  or  change 
the  independent  requirements  of  City 
ordinances  or  the  California  Environmental  Act 
(CEQA).  However,  the  deficiency  plan 
process  should  take  advantage  of  any  past 
CEQA  analysis  and  avoid  duplicating  these 
past  efforts  if  the  analysis  is  still  valid. 
Nevertheless,  the  assumptions  incorporated 
into  past  EIRs  and  TIAs,  while  reasonable  at 
that  time,  may  not  be  valid  at  the  time  of 
preparation  of  the  deficiency  plan. 


2.  Legislative  Intent  and  Application  to 
San  Francisco  ^  • 


This  section  provides  background  information 
on  deficiency  plans  and  their  applicability  to 
San  Francisco.  For  an  overview  of  the 
Deficiency  Plan  development  process,  please 
see  section  3.0.  For  a  detailed  discussion  of 
the  individual  steps  in  the  Deficiency  Plan 
development  process,  please  see  section  4.0. 


2.1  Deficiency  Plans:  What  They  Are 

In  1990,  the  California  voters  approved 
Proposition  111;  thus  adding  nine  cents  in 
additional  tax  to  each  gallon  of  gasoline  sold  in 
the  state.  The  money  was  to  be  used  to 
improve  transportation  throughout  California. 
The  year  prior  to  Proposition  1 11 's  approval, 
the  State  Legislature  approved  AB  471  (Katz), 
the  original  CMP  legislation1.  AB  471  required 
all  local  jurisdictions  to  maintain  the  adopted 
LOS  standard  on  all  CMP  roadways  or  risk 
losing  their  Proposition  1 1 1  gas  tax  revenues. 
The  Legislature  then  revised  the  original 
legislation  (through  AB  1791  -  Katz)  to  allow 
jurisdictions  to  continue  to  receive  their  share 
of  Proposition  1 1 1  gas  tax  moneys  when  the 
level  of  service  (LOS)  on  a  CMP  road  segment 
or  intersection  falls  below  LOS  "E"  provided 
local  jurisdictions  prepared  deficiency  plans 
for  those  segments.  The  latest  legislative 
revisions  to  the  CMP  statutes  (AB  1963) 
include  the  following  changes: 

Deficiency  plans  must  be 
completed  within  one  year  of  the 
CMAs  official  notice  of  a 
deficiency. 

•    The  definition  of  exempt  trips  have 
been  expanded  from  inter-regional 
travel  to  include  trips  caused  by 
construction,  rehabilitation,  or 
maintenance,  impact  of  freeway 
ramp  metering,  traffic  signal 
coordination,  low-income  housing, 
and  traffic  generated  by  high- 
density  residential  or  mixed-use 
development  located  within  a 
quarter  mile  of  a  fixed  passenger 
rail  station. 

If  a  CMA  Board  adopts  a  Finding  of 
Non-Conformance,  the  Board 
notifies  the  State  Controller  who 


1  The  1989  CMP  legislation  was  part  of  the 
AB  471  legislation  known  as  the  Katz- 
Kopp-Baker-Campbell  Transportation 
Blueprint  for  the  21st  Century.  Voter 
approval  of  Proposition  111  on  June  5, 
1990  effectively  enacted  the  CMP 
legislation  into  law. 


Draft  San  Francisco  1995  CMP  »  October  1995  ■  Page  74 


must  hold  the  jurisdiction's 
Proposition  1 1 1  gas  tax  money  in 
escrow  for  12  months,  at  which 
point  the  money  is  transferred  to 
the  CMA. 

The  intent  of  deficiency  plans,  therefore,  is  to 
allow  development  to  continue  while  at  the 
same  time  forcing  local  jurisdictions  to  offset 
the  congestion  it  causes.  The  law,  however, 
does  not  specify  how  effective  local 
jurisdictions'  efforts  must  be  and,  after  five 
years  of  living  with  the  law,  the  collective 
experience  across  the  state  does  not  point  to 
what  level  of  effort  is  acceptable. 
The  deficiency  plan  legislation  offers  local 
jurisdictions  two  alternatives: 

1 )  Either  eliminate  the  problem  (correct 
the  deficiency  where  it  manifests 
itself.  This  is  known  as  direct 
mitigation;  or 

2)  Implement  other  actions  that  improve 
the  overall  performance  of  the  CMP 
network,  even  if  the  actions  do  not 
directly  improve  the  original 
deficiency.  These  are  known  as 
offsetting  actions. 

Offsetting  actions,  as  opposed  to  direct 
mitigation, 'include  capital  improvements,  trans- 
portation programs,  services,  or  other 
activities  that  improve  the  countywide  level  of 
service.  Direct  mitigation  involves  removing 
the  deficiency  such  that  the  LOS  is  improved 
above  LOS  F.  A  deficiency  plan  may  include 
both  mitigating  and  offsetting  actions.  While 
the  preparer  of  a  deficiency  plan  may  try  to 
mitigate  the  deficiency  directly,  the  technically 
appropriate  mitigation  may  have  prohibitive 
costs,  regulatory  obstacles,  or  overwhelming 
environmental  consequences.  Offsetting 
actions  provide  alternative  compensations  that 
may  leave  the  facility  no  less  deficient,  but 
provide  improvements  in  other  part  of  the 
system. 

Note  that  the  questions  are  asked  after  a 
deficiency  has  been  detected  (since  under 
state  law,  deficiency  plans  cannot  be  required 
for  predicted,  future  deficiencies).  Thus, 


deficiency  plans  are  reactive  solutions  applied 
after  the  problems  exist.  In  other  works,  they 
impose  marginal  offsetting  action  but  do  not 
directly  prevent  the  problem.  Nevertheless, 
the  existence  of  rigorous  deficiency  plan 
procedures  can  help  pre-empt  deficiencies  by 
reminding  the  proponents  of  land  use  changes 
or  transportation  projects  to  anticipate  their 
project's  future  impacts  on  the  CMP  network 
and  incorporate  remedies  to  mitigate 
prospective  impacts.  Deficiency  plan 
requirements,  for  example,  may  help  toughen 
a  project's  EIR  mitigation  measures  or 
moderate  the  exemptions  justified  in  a 
Statement  of  Overriding  Consideration. 

It  is  important  to  recognize  that  while 
environmental  analysis  conducted  pursuant  to 
CEQA  may  provide  information  useful  in  the 
preparation  of  deficiency  plans,  these  plans 
serve  a  separate  and  distinct  purpose.  It  is 
not  the  intent  of  these  guidelines  to  create 
additional  review  processes  for  individual 
development  or  public  construction  projects. 

2.2  Applicability  to  San  Francisco  and 
Relationship  to  Other  Analyses 

The  San  Francisco  Planning  Department 
requires  project  sponsors  to  prepare 
Transportation  Impact  Analyses  (TIAs)  for 
activities  that  have  the  possibility  of  creating 
significant  transportation  impacts.  The  TIA 
guidelines  spell  out  procedures  that  provide  a 
significant  measure  of  the  analysis  and 
documentation  that  would  be  required  as  part 
of  a  Deficiency  Plan.  In  addition,  any  project 
or  activity  required  to  prepare  an  EIR  must  also 
address  many  of  the  requirements  of  a 
deficiency  plan.  Nevertheless,  these 
procedures  do  not  obviate  the  need  for 
deficiency  plan  procedures  in  San  Francisco 
for  the  following  reasons: 

A  TIA  forecasts  the  severity  of 
a  project's  expected  impacts  on 
facilities,  while  a  deficiency  plan 
implements  actions  to  mitigate  -  or 
offset  --  problems  already  detected 
(i.e.,  deficiencies  actually  measured 
on  a  facility). 
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A  TIA  or  EIR  considers  the 
cumulative  impacts  on  a  transportation 
facility  of  a  proposed  project  in 
combination  with  other  foreseeable 
similar  projects.  The  deficiency  plan, 
because  its  focus  is  on  a  facility  rather 
than  an  individual  project,  considers 
multiple  causes  of  the  deficiency. 

CEQA  findings  approving  a 
development  project  frequently  include 
a  Statement  of  Overriding 
Considerations,  accepting  large 
transportation  impacts  in  exchange  for 
other  benefits. 

A  TIA  or  EIR  is  prepared  prior  to 
project  implementation,  attempting  to 
analyze  and  mitigate  a  project's 
potential  negative  impacts.  If  the 
project  causes  a  deficiency,  the 
Authority  must  conclude  that  (1)  the 
TIA  or  CEQA  analysis  was  flawed,  (2) 
mitigation  measures  were  not  able  to 
be  implemented,  or  (3)  it  is  not  possible 
to  impose  mitigation  on  private 
developers  without  unacceptably 
constraining  economic  growth  and/or  it 
is  not  financially  feasible  for  the  City  to 
implement  mitigation.  Deficiency  plans, 
therefore,  take  over  where  TIAs  leave 
off.  Conversely,  TIAs  may  identify  and 
address  transportation  impacts  for 
projects  which  are  statutorily  excluded 
from  deficiency  plan  analysis. 

The  intent,  however,  is  to  structure  a 
Deficiency  Plan  process  that  takes  maximum 
advantage  of  the  analysis  procedures  and 
data  resources  already  in  place  and  minimize 
the  need  for  additional  analysis  requirements. 

2.3  CMP  Multimodal  Network  & 
Performance  Monitoring 

The  CMP  system  consists  of  three 
subsystems:  roadways,  transit  and 
bicycle/pedestrian.  The  monitoring  program 
measures  level  of  service  on  the  roadways 
and  intersections.  According  to  the  State 


legislation  [Government  Code  §  65089.3 
(b)(1)(A)],  deficiencies  are  detected  only  on 
the  roadway  system.  Nevertheless, 
deficiency  plans  must  take  into  consideration, 
and  in  fact  depend  on,  the  transit  and 
bicycle/pedestrian  systems  to  offset  LOS 
deficiencies  on  the  roads  and  intersections. 
The  CMP  road  network  is  defined  in  Chapter  3 
of  the  1 995  CMP.  The  other  component  of  the 
CMP  system  are  addressed  in  Chapter  5: 
Performance  Element. 


3:0  Overview  * 


This  brief  overview  is  intended  as 
accompanying  text  to  the  flow  charts  in 
Exhibits  1,2,  and  3.  The  sections  that  follow 
this  overview  provide  further  detail  on  each 
step  shown  in  the  flow  charts.  The  charts 
use  three  types  of  symbols: 

an  oval  indicates  information, 
data,  or  other  types  of  inputs  needed 
by  the  City  (i.e.,  a  department  or  the 
Mayor's  Office)  or  the  Authority  to  take 
action  or  make  a  decision. 

a  rectangular  box  indicates  an 
action  taken  by  the  Authority,  the 
Mayor's  Office,  the  lead  department,  or 
other  city  departments. 

a  diamond  indicates  a  decision 
made  by  either  the  Authority  staff  or 
the  Authority  Board.  Unless  explicitly 
stated  as  the  "Authority  Board",  the 
word  "Authority"  always  connotes 
Authority  staff. 

The  flow  chart  consists  of  three,  sequential 
exhibits  representing  the  Deficiency  Plan 
process  from  the  moment  where  the 
deficiency  is  detected  all  the  way  through  the 
point  when  the  Authority  Board  accepts  or 
rejects  the  deficiency  plan. 
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Exhibit  1.  Deficiency  Detection  and  City 
Notification 

The  box  and  four  connecting  ovals  at  the  top 
of  Exhibit  1  show  that  the  Authority  monitors 
the  CMP  roadway  network  and  detects  a 
potential  deficiency  when  the  level  of  service 
(LOS)  on  any  non-exempted  segment  of  the 
CMP  roadway  network  goes  to  LOS  F. 
Exempted  segments  are  those  that  were 
found  at  LOS  F  during  the  first  monitoring 
cycle  in  1991  (see  Chapter  4  of  1995  CMP). 
The  dotted  oval  indicates  that  the  Authority 
may  provide  the  City  with  advanced  warning 
of  potential  future  deficiencies  by 
incorporating  the  results  of  studies  by  other 
departments  such  as  transportation  impact 
analyses  (TIAs)  or  environmental  impact 
reports  (EIRs).  The  Authority  is  required  by 
law  only  to  detect  and  notify  the  City  of  a 
current  deficiency. 

Once  the  Authority  detects  a  deficiency,  it 
must  determine  if  the  deficiency  has  been 
caused  by  external  causes,  exempt  causes, 
or  temporary  causes.  If  subsequent 
investigation  and  modeling  reveals  the 
deficiency  is  real,  the  Authority  Board  adopts 
a  finding  of  "Deficiency"  and  notifies  the  City 
(Mayor's  Office).  This  notification  includes 
information  on  the  nature  and  cause  of  the 
deficiency. 

In  the  box  at  the  bottom  of  Exhibit  1 ,  the 
Mayor's  Office  assigns  a  city  department  to 
act  as  the  lead  department  for  the  preparation 
of  a  deficiency  plan.  At  this  point,  the 
deficiency  detection  and  notification  stage  is 
complete  and  the  process  continues  as 
shown  in  Exhibit  2. 

Exhibit  2.  Deficiency  Analysis  and 
Mitigation  Plan  Preparation 

State  law  requires  that  a  Deficiency  plan  first 
analyze  and  determine  what  it  would  take  to 
correct  the  problem  through  direct  action  on 
the  roadway  found  to  be  deficient.  This  direct 
action  is  called  a  Mitigation  Plan  (shown  as  the 
three  boxes  inside  the  dotted  line).  The 
Mitigation  Plan  usually  involves  adding 
sufficient  capacity  to  the  roadway  to  allow 


traffic  to  flow  at  LOS  "E"  or  better.  The 
Mitigation  Plan  must  include  any  and  all  pro- 
grammed improvements  (as  shown  by  the 
three  ovals). 

The  lead  department  then  submits  the 
mitigation  plan,  including  its  own  determination 
as  to  the  plan's  feasibility.  The  Authority 
evaluates  the  Mitigation  Plan  and  either 
accepts  or  rejects  the  lead  department's 
finding.  If  the  lead  department  finds  it  can 
mitigate  the  deficiency,  it  must  prepare  an 
implementation  plan  for  its  proposed  Mitigation 
Plan.  If  the  lead  department  finds  it  cannot 
mitigate  the  deficiency  and  the  Authority 
concurs,  the  lead  department  proceeds  with 
the  preparation  of  a  Deficiency  Plan 
(presented  on  Exhibit  3). 

The  Authority's  evaluation  of  the  lead 
agencies  findings  will  involve  its  own 
feasibility  criteria,  consultations  with  the 
departments  that  would  be  called  upon  to 
implement  the  Mitigation  Plan,  and  the  effects 
of  CIP  projects  and  other  capital  investment  on 
the  deficient  segment.  The  feasibility  criteria 
include  financial  feasibility,  environmental  com- 
patibility, and  consistency  with  the  City's 
transportation  planning  priorities  and  policies. 
In  addition,  the  Authority  considers  the  ability 
of  other  departments  to  help  mitigate  the 
deficiency  and  the  likelihood  that  CIP  projects 
or  other  programmed  improvements  will 
eventually  and  significantly  improve  the 
deficient  segment. 

If  the  lead  department  finds  that  the  package 
of  mitigation  measures  is  feasible,  it  must  pre- 
pare an  implementation  plan.  The  Authority 
may  either  accept  or  reject  the  Implementation 
Plan  for  the  Mitigation  Plan.  If  rejected,  the 
lead  department  must  prepare  an  alternative. 
If  accepted,  the  Authority  modifies  the  CIP  or 
other  transportation  programming  documents 
to  conform  with  the  Mitigation  Plan 
improvements.  All  departments  called  upon  to 
implement  portions  of  the  Mitigation  Plan  must 
enter  into  an  inter-agency  agreement  stating 
each  department's  responsibility  and  funding 
sources. 
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Exhibit  3.  Deficiency  Plan  Evaluation  and 
Approval 

The  preparation  of  a  deficiency  plan  involves 
two  basic  steps:  1)  the  compilation  of  a  list  of 
deficiency  plans  actions  and  the  subsequent 
preparation  of  an  Implementation  Plan.  In  the 
first  step,  the  lead  department  should  include 
actions  that  will  bear  directly  on  the  deficient 
road  segment,  actions  that  will  improve 
system-wide  LOS  (as  measured  by  the  multi- 
modal performance  measures),  and  the 
actions  listed  by  the  BAAQMD. 

The  Authority  either  rejects  or  accepts  the 
lead  department's  proposed  list  of  Deficiency 
Plan  actions.  If  accepted,  the  lead  department 
prepares  an  Implementation  Plan  and  submits 
this  plan  for  the  Authority's  approval.  If  the 
Authority  rejects  the  action  list,  the  lead 
department  must  prepare  an  alternative  action 
list  for  the  Authority's  review. 

The  Authority  uses  similar  adequacy  criteria 
as  described  in  its  evaluation  of  the  Mitigation 
Plan  (Exhibit  2).  If  the  Authority  accepts  the 
Implementation  Plan,  the  Authority  Board  will 
hold  a  noticed  public  meeting  and  adopt  a 
Finding  of  Conformance.  If,  however,  the 
Authority  and  the  lead  department  are  unable 
to  agree  on  a  implementation  plan,  the  lead 
department  may  either  try  again,  or  submit  its 
Final  Deficiency  Plan  (including  its 
implementation  plan)  to  the  Authority  Board  for 
Board  action.  If  the  Authority  Board  issues  a 
Finding  of  Non-Conformance,  the  Authority 
must  notify  the  State  Controller  to  withhold 
funds.  The  funds  are  held  in  escrow  for  12 
months  and  then  turned  over  to  the  Authority 
(as  the  City's  CMA). 


Exhibit  I  Defiency  Detection  and  City  Notification 


Authority  deficiency 
verification 
v  standards/procedures 


CMP  Performance 
Standards 


Authority  Detects  new 
deficiency  through 
periodic  monitoring 

April/May  through 
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i      Other  Predictive      L  _  1 

>   Monitoring  Activities  / 

v  / 


f  Authority  identified  data  i 
I  inputs  and  methodology  , 


lority  determir 
deficiencyattributed  to*" 
exempt  causes? 
iQdaysbyDecM 


yes 


Authority  adopts 
finding  of  "No 
Deficiency" 

Board  Action  in 
December 


/Authority  input  on  nature^ 
of  deficiency 


Authority  Board  adopts 
finding  of  "Deficiency" 
and  notifies  Mayor's 
Office 
Board  Action  in 
v  December 


'Mayor's  Office  assigns^ 
department  as  lead 
agency  to  prepare 
Deficiency  Plan 

30  days  by  Jan.  30' 


Go  to  Exhibit  2 


Legend 


NOTES:     1.     Read  "lead  department"  instead  of  "lead  agency" 

2.     Final  exhibits  in  preparation  -  Will  be  available 
with  the  final  document  in  November. 


# 

Exhibit!  Detiency Analysis  and  Mitigation  Plan  Preparation 


Mayor's  office  designates  lead 
agency  for  deficiency  plan 
preparation 

30  days  -  by  Jan.  30 


"X. 


Authority  modifies  CIP  or 
Strategic  Plan,  If 
appropriate. 

60  days  ■  by  Dec  30 


NOTES:    1.     Read  "lead  department"  instead  of  "lead  agency" 

2.     Final  exhibits  in  preparation  -  Will  be  available 
with  the  final  document  in  November. 


Exhibit  3.  Defiency  Plan  [valuation  anil  Approval 


Sytem-wide  multi-modal 
performance  measures 


no 
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Implementation  Plan 
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Authority  Board  adopts 
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30  days  by  March  30 


Authority  Board  issues 
Finding  of 
Non-Conformance 

30  days  by  April  30 


NOTES:   Same  as  Exhibit  2. 


4.0  Deficiency  Planning  Process 


The  following  sections  describe  the 
methodology  to  be  followed  in  preparing 
Deficiency  Plans.  They  address: 

a)  The  detection  and  determination  of 
the  deficiency  and  the  designation  of 
a  city  department  as  the  lead 
department  that  will  develop  a 
Deficiency  Plan  (Section  4.1). 

b)  The  preparation  of  the  actual 
Deficiency  Plan,  beginning  with  the 
development  of  a  Mitigation  Plan  that 
proposes  roadway  improvements  to 
remove  the  deficiency  and  estimates 
their  cost,  then  proceeds  with  the 
development  of  a  list  of  offsetting 
actions  (Section  4.2). 

c)  The  preparation  of  an  implementation 
plan  for  actions  recommended  in  the 
Deficiency  Plan  (Section  4.3). 

This  process  is  designed  to  capitalize  on  the 
strengths  and  capabilities  of  each  city 
department  or  agency  in  terms  of 
transportation  impact  analysis,  LOS 
monitoring,  or  enforcement  of  mitigation 
measures. 

4.1  Deficiency  Detection  &  Designation  of 
Lead  Department 


4.1.1  Deficiency  Detection  

The  Authority  will  continue  to  conduct  floating 
cars  runs  as  part  of  its  periodic  monitoring  of 
the  CMP  roadway  network.  Chapter  4  of  the 
1995  CMP  provides  detailed  background  on 
monitoring  procedures.  While  this  monitoring 
program  will  detect  deficiencies  once  they 
have  occurred,  it  will  not  forecast  future 
traffic  conditions  or  the  location  of  potential 
future  deficiencies.  Please  see  Section  5.3 
for  a  discussion  of  future  deficiency 
detection. 
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Determination  of  Causes 
Upon  detection  of  a  deficiency,  the  Authority 
will  consult  with  MTC  to  determine  if  external 
trips  or  pass  through  trips  may  have  caused 
the  deficiency.  It  will  also  review  all  relevant 
CEQA  traffic  analysis  and/or  TIAs  of  recently 
completed  projects.  It  will  then  use  the  Travel 
Analysis  Database  (TAD),  sketch  planning 
techniques  and  other  means  to  isolate  and 
examine  the  cause(s)  in  more  detail.  See 
Chapter  4  of  the  1 995  CMP  for  more  detail  on 
deficiencies  through  LOS  monitoring. 
Following  the  detection  of  a  deficiency 
through  the  monitoring  of  LOS  on  the  CMP 
roadway  network,  the  Authority  completes  an 
investigation  to  determine  if  any  trips  are 
exempt  and  if  the  deficiency  still  exists  after 
removing  the  exempt  trips  from  the  deficient 
roadway  segment. 

The  State  legislation  requiring  deficiency  plans 
has  specifically  exempted  the  trips  generated 
by  specific  activities  [Government  Code  § 
65089. 4. (f)].  Thus,  a  deficiency  that  results 
because  of  a  exempt  activity  will  have  the 
exempt  trips  deducted  and  be  re-evaluated  to 
verify  whether  the  roadway  segment  in 
question  has  a  deficiency.  The  exempt 
activities  include: 

Inter-regional  travel  (i.e.,  pass 
through  trips  which  have  neither 
origin  or  destination  in  San 
Francisco); 

Construction,  rehabilitation,  or 
maintenance  of  facilities  that  impact 
the  CMP  roadway  network; 

Impact  of  freeway  ramp  metering; 

•    Traffic  signal  coordination  by  the 
state  or  multi-jurisdictional 

agencies; 

Traffic  generated  by  the  provision 
of  low-income  and  very  low- 
income  housing;  and 
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Traffic  generated  by  high-density 
residential  or  mixed-use 
development  located  within  a 
quarter  mile  of  a  fixed  passenger 
rail  station.2 

If  the  exempt  trips  are  deducted  and  the 
deficiency  still  exists  (i.e.,  the  LOS  on  the 
segment  in  question  has  not  improved  to  at 
least  LOS  "E"),  a  deficiency  plan  must  be 
prepared. 

Findings  of  Deficiency  Notification  of  & 
Mayor's  Office 

If,  after  subtracting  the  allowed  exemptions 
(see  Section  4.1 .3),  the  LOS  on  the  roadway 
segment  in  question  has  not  improved  to  at 
least  LOS  "E"  (calculated  according  to  proce- 
dures detailed  in  Chapter  4),  the  Authority 
Board  will  adopt  a  Finding  of  Deficiency  and 
notify  the  Mayor's  Office  of  the  need  for 
preparation  of  a  Deficiency  Plan.  The 
Authority  may,  as  part  of  this  notification, 
provide  an  assessment  of  the  potential 
causes  of  the  deficiency  to  aid  the  Mayor's 
Office  in  designation  of  a  city  department  as  a 
lead  department  for  the  preparation  of  the 
Deficiency  Plan. 

The  Authority  may  recommend  to  the  Mayor's 
Office  that  the  lead  department  consider 
future  (predicted)  deficiencies  in  preparing  its 
deficiency  plan.  Deficiency  Plans  that  apply  to 
future  as  well  as  current  deficiencies  may 
result  in  synergies,  offsetting  deficiencies 
with  fewer  actions  than  would  be  necessary 
if  separate  deficiency  plans  were  prepared 
sequentially.  See  Section  5.3  for  further 
details. 

State  law  does  not  require  deficiency  plans  to 
consider  future  deficiencies.  The  decision  to 
include  future  deficiencies  in  a  deficiency  plan 


2  "High  density  residential  development" 
means  a  minimum  of  24  dwelling  units  per 
acre  and  equal  to  120  percent  of  the 
maximum  density  allowed  under  the  local 
general  plan  and  zoning  ordinance,  or  a 
minimum  density  of  75  dwelling  units  per 
acre.  "Mixed  use  development"  must  have 
more  than  one  half  the  land  area  or  floor 
area  used  for  high  density  housing. 


is  at  the  discretion  of  the  Mayor's  Office.  The 
Authority  will  help  coordinate  information  to 
facilitate  this  pro-active  approach  to 
deficiency  plan  preparation. 


4.1.2  Lead  Department  Designation  

Upon  notification  of  a  deficiency  by  the 
Authority,  the  Mayor's  Office  will  designate  a 
city  department  as  lead  department  for  the 
preparation  of  a  deficiency  plan.  As  the  lead 
department,  the  designated  department  may 
request  the  involvement  of  other  departments, 
especially  where  design,  implementation,  or 
funding  of  likely  offsetting  actions  are  not 
within  the  jurisdiction  of  the  lead  department. 
The  Authority  will  be  available  to  consult  with 
the  Mayor's  Office. 

4.2  Deficiency  Plan  Preparation  and 
Approval 

The  preparation  of  a  deficiency  plan  involves 
six  basic  steps: 

1 )  The  lead  department  prepares  a 
Mitigation  Plan  which  includes:  a)  a 
description  of  the  causes  of  the 
deficiency;  b)  a  list  of  all 
improvements  necessary  to  fully 
mitigate  the  problem  on  the  deficient 
roadway  itself;  and  c)  an  estimate  of 
the  cost  and  available  funding  for 
those  improvements.  The  lead 
department  includes  a  statement  as 
to  the  feasibility  of  the  Mitigation  Plan 
(Section  4.2.1). 

2)  The  Authority  evaluates  the  feasibility 
of  the  Mitigation  Plan  and  accepts  or 
rejects  the  lead  department's  findings 
(Section  4.2.2).  If  the  lead 
department  proposes  a  feasible 
Mitigation  Plan,  it  skips  to  Step  5.  If 
the  Authority  accepts  that  the 
Mitigation  Plan  is  not  feasible,  then: 

3)  The  lead  department  prepares  a 
Deficiency  Plan  Action  List  (Section 
4.2.3). 


4)  The  Authority  reviews  the  Action  List 
and  accepts  or  rejects  it  (Section 
4.2.4). 

5)  The  Lead  Department  prepares  an 
Implementation  Plan,  identifying 
responsible  departments,  funding 
sources,  and  regulatory  authority 
(Section  4.4.1). 

6)  The  Authority  reviews  Implementation 
Plan  and,  if  acceptable,  approves  or 
rejects  the  Final  Deficiency  Plan 
(Section  4.4.2). 

For  deficiencies  caused  by  large  projects, 
some  of  the  analysis  required  in  these  steps 
may  have  been  completed  through  the 
projects'  EIRs.  While  the  analysis  and  any 
other  relevant  documentation  may  be  used 
verbatim  for  the  Deficiency  Plan  or 
Implementation  Plan,  the  Final  Deficiency  Plan 
documentation  must  conform  to  the 
requirements  outlined  in  the  six  steps  above 
and  described  in  more  detail  below. 


4.2.1  Mitigation  Plan  to  Remedy  the  Specific 
Deficiency  

Analysis  of  Deficiency's  Causes 

State  law  require  the  Deficiency  Plan  to 
identify  the  causes  of  the  deficiency 
[Government  Code  §  65089.3(b)(1)(A)].  The 
lead  department  may  apply  the  Authority's 
Finding  of  a  Deficiency  as  supporting  analysis 
of  the  deficiency's  causes.  This  analysis  is 
not  intended  to  be  exhaustive  or  highly 
detailed.  Sketch  planning  methods  using 
standard  procedures  are  adequate. 

The  analysis  of  the  deficiency's  causes 
should  include  the  effects  of  future  CIP 
improvements.  A  deficiency  may  be  removed 
when  a  roadway  improvement  programmed  in 
the  CIP  increases  the  capacity  of  the  roadway 
in  question.  If  the  lead  department  determines 
that  the  effects  of  any  CIP  improvement 
scheduled  to  begin  within  the  seven  year  time 
horizon  of  the  CIP  will  remove  the  deficiency, 
the  Authority  --  after  review  -  can  make  a 
Finding  of  No  Deficiency.  The  lead 
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department,  however,  must  demonstrate  this 
CIP  improvements  will  be  completed  and 
functioning  within  ten  years  of  the  current  CIP. 

Improvements  to  Remedy  Deficiency 

Once  the  cause(s)  of  the  deficiency  have 
been  determined,  State  law  [Government  Code 
§  65089.4  (c)  (2)]  requires  that  the  lead 
department  identify: 

"A  list  of  improvements  necessary  for  the 
deficient  segment  or  intersection  to 
maintain  the  minimum  level  of  service 
otherwise  required  and  the  estimated 
costs  of  the  improvements." 

This  requirement  is  intended  to  encourage  the 
lead  department  to  try  to  remove  the 
deficiency  through  direct  improvement  of  the 
roadway  (i.e.,  improve  the  performance  of 
that  segment  to  LOS  "E"  of  better).  The  lead 
department  will  use  sketch  planning  methods 
consistent  with  both  MTC  practices  and  data 
and  with  the  Authority's  Travel  Demand 
Guidelines  (Chapter  10)  to  estimate  the  effects 
of  the  improvements  on  traffic  flow  on  the 
deficient  facility.  The  estimation  methodology 
measures  the  effects  of  capacity 
improvements  on  the  level  of  service  and 
indicates  whether  the  improvements  provide 
capacity  at  an  order-of-magnitude 
commensurate  with  the  deficiency. 

The  compilation  of  this  list  should  include  any 
relevant  projects  included  in  the  CIP  or 
mitigation  measures  included  in  specific  EIRs. 
The  lead  department  should  provide  detailed 
descriptions  of  any  EIR  mitigation  requirements 
A  proposed  Mitigation  Plan  may  include  the 
same  (or  modifications  to)  improvements 
already  specified  and  funded  in  an  EIR,  the 
CIP,  or  developer  exactions  or  dedications 
found  to  be  relevant,  including  scheduled 
implementation,  project  characteristics,  and 
funding  sources. 

Cost  of  Improvements 
Once  the  lead  department  has  specified  a 
sufficient  number  of  improvements  to  mitigate 
the  deficiency,  it  should  prepare  cost 
estimates.  The  estimates  should  include  all 
costs  (i.e.,  right-of-way  acquisition, 
construction,  design,  etc.)  and  a  description  of 


funding  identified  for  these  improvements, 
including  those  already  specified  as  mitigation 
measures  in  any  approved  EIRs.  If  detailed 
cost  information  is  not  available  from  an 
existing,  reliable  source,  the  lead  department 
may  use  standard  procedures  to  estimate  an 
order-of-magnitude  cost. 

Conclusions 

The  result  of  this  effort  is  a  Mitigation  Plan. 
The  Mitigation  Plan  must  include  the  following: 

1)  An  estimate  of  the  extra  roadway 
capacity  needed  to  remove  the 
deficiency  (i.e.,  improve  the  LOS  to 
Level  "E"  or  better). 

2)  An  estimate  of  the  total  costs 
(operating  and  capital)  of  the 
capacity  improvements 

3)  A  description  of  which  improvements 
are  already  funded  through 
measures  required  by  project 
approval,  the  CIP  or  developer 
exactions  or  dedications  already 
required  (see  Exhibit  2). 

If  the  Mitigation  Plan  concludes  that  deficiency 
can  be  removed  from  the  segment  in  question 
through  feasible  improvements,  the  lead 
department  should  prepare  an  implementation 
plan  for  the  Mitigation  Plan  according  to  the 
process  described  in  Section  4.4). 


4.2.2  Mitigation  Plan  Evaluation  

Within  30  days  of  receiving  the  Mitigation  Plan 
from  the  lead  department,  the  Authority 
evaluates  the  adequacy  of  the  Plan 
conclusions  according  to  the  following  three 
criteria: 

1)  Sufficient  Improvements  to 
Capacity:  Are  the  proposed 
improvements  adding  sufficient 
capacity  to  the  roadway  in  question 
to  increase  the  LOS  to  level  "E"  or 
better? 
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2)  Financially  Reasonable:  Are  the 

cost  estimates  for  the  proposed 
improvement  reasonably  accurate?  If 
the  Mitigation  Plan's  conclusions 
regarding  the  feasibility  or 
unfeasibility  of  funding  the 
improvements  reasonable,  especially 
with  regard  to  the  potential  variations 
of  funding,  timing  of  fund  flow,  and 
the  level  of  control  over  the  source  of 
funding? 

3)  Implementability:  Can  the  Plan 
overcome  environmental,  regulatory, 
community  obstacles  within  the  ten 
year  time  frame  and  does  the  lead 
department  have  sufficient 
cooperation  from  other  departments 
and  agencies  involves  in  the  Plan's 
implementation?  Are  the 
modifications  to  the  CIP,  if  any, 
reasonable. 

Based  on  the  lead  department's  submittal  (and 
the  feasibility  criteria  above),  the  Authority  will 
make  a  finding  of  either  feasibility  or 
unfeasibility.  If  the  Mitigation  Plan  is  feasible, 
the  lead  department  will  prepare  an 
Implementation  Plan  (see  Section  4.4).  If  the 
Authority  finds  that  the  Mitigation  Plan  is  not 
feasible,  the  lead  department  will  prepare  a 
Deficiency  Plan  Action  List  (see  Section  4.3). 

4.3  Deficiency  Plan  Action  List 
Preparation 

If  the  Authority  determines  that  the  Mitigation 
Plan  is  infeasible,  the  lead  department 
prepares  a  list  of  offsetting  actions  that  will 
improve  the  system-wide  multi-modal  level  of 
service  but  may  have  only  limited  effect  on  the 
deficient  facility  itself.  The  Authority  will 
review  this  proposed  list  and  approve  or 
reject  it. 


4.3.1  Action  Selection 


The  lead  department  will  select  actions 
according  to  two  criteria:  1)  actions  that  have 
some  direct  mitigating  effect  on  the  deficiency; 
and  2)  global  actions  that  will  measurably 
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improve  multi-modal  LOS  somewhere  in  the 
system.  These  criteria  suggest  the  following 
categories  of  actions: 

1)  Deficiency-Specific  Actions: 

These  actions  should  be  in  close 
proximity  to  the  deficient  facility  or 
cause  a  measurable  improvement  in 
the  performance  of  the  deficient 
facility.  Such  actions  may  include 
some  of  the  improvements  specified 
in  the  Mitigation  Plan  (see  Subsection 
3.3).  They  may,  for  instance,  be 
based  on  mitigation  measures  that 
were  included  in  a  project  EIR  but 
rejected  by  the  decisionmaker  as 
infeasible,  if  the  basis  for  the 
infeasibility  finding  has  been  removed 
by,  for  example,  new  legislation 
authorizing  imposition  of 
transportation  exactions  that  has 
been  adopted  since  project  approval 
and  that  is  applicable  retroactively,  or 
new  funding  sources  that  have  been 
obtained  to  provided  additional  transit 
service.. 


from  that  list.  In  general,  this  list  favors 
actions  that  relieve  congestion  through 
increased  use  of  alternatives  to  the  single 
occupancy  vehicle  (e.g.,  transit,  pedestrian, 
bicycle,  telecommuting,  TDM  measures,  etc.). 

The  lead  department  has  60  days  to  prepare  a 
Preferred  Action  Plan  List.  Each  action  on  the 
list  must  show  its  estimated  capital  (or  start- 
up) and  operating  (or  on-going)  costs.  The 
lead  department  submits  this  list  to  the 
Authority  for  its  consideration. 

Depending  on  the  complexity  and  severity  of 
the  deficiency,  the  lead  department  may 
choose  to  prepare  (or  Authority  may  request) 
one  or  more  alternative  action  plans.  The 
alternative  plans  may  vary  regarding  cost, 
policy  priorities  (e.g.,  transit  versus  roadway), 
or  functional  approach  (e.g.,  TSM-based 
actions  versus  capital-intensive  actions). 
Alternative  action  plans,  for  example  may 
stress  more  land  use-intensive  actions, 
transit-intensive  actions,  or  congestion  pricing 
strategies. 


4.3.2  Action  Plan  List  Review 


2)  Global  Actions  To  Improve 
System-wide  Multimodal  LOS: 

These  are  actions  aimed  at  improving 
system-wide  LOS.  In  general,  these 
actions  may  involve  advancing  the 
scheduled  implementation  of  CIP 
projects,  or  reconsideration  of 
projects  that  were  considered  but  not 
included  in  the  current  CIP.  They  may 
also  involve  services  or  multimodal 
programs  that  may  help  shift  travel 
demand  away  from  single  occupant 
vehicles  or  discourage  or  eliminate 
some  of  those  trips.  The  selection  of 
non-CIP  projects  as  deficiency  plan 
actions  will  require  Authority 
approval  in  order  to  maintain  the 
integrity  of  the  CIP  process. 

The  Bay  Area  Air  Quality  Management  District 
(BAAQMD)  has  prepared  a  list  of  approved 
Deficiency  Plan  actions.  The  CMP  legislation 
requires  that  all  deficiency  plan  actions  come 


The  Authority  will  evaluate  the  preferred 
Deficiency  Plan  Action  List,  including  each 
action's  estimate  cost  within  30  days  of 
submittal  by  the  lead  department.  The 
Authority's  review  consists  of  a  three  step 
procedure:  1)  apply  adequacy  criteria;  2) 
evaluate  sufficiency  of  Action  Plan;  and  3) 
issue  findings. 

Adequacy  Criteria 

The  CMP  legislation,  as  amended,  includes 
three  transit  performance  measures  (in  addi- 
tion to  the  LOS  performance  measure)  for  the 
evaluation  of  current  and  future  system  per- 
formance and  the  effectiveness  of  Deficiency 
Action  Plans  [Government  Code  § 
65089. (b)(2)].  The  three  additional  transit 
performance  measures  gauge  public  transit 
frequency,  routing,  and  coordination.  Through 
future  CMP  updates  or  amendments,  the 
Authority  may  adopt  additional  multimodal 
performance  measures  which  will  then  be 
used  to  evaluate  the  proposed  list  of 
Deficiency  Plan  Actions. 


Action  List  Sufficiency 
The  Authority's  evaluation  of  the  proposed 
Action  List  involves  some  estimate  of  benefits 
and  costs.  The  Authority  is  developing  a  set 
of  multi-modal  performance  measures  as  part 
of  its  1 995  CMP  update.  These  measures  are 
more  sensitive  to  the  effects  of  a  broader 
range  of  actions  than  the  traditional  roadway 
LOS  measure.  The  Authority  will  evaluate  the 
sufficiency  of  the  entire  action  list  as  a 
package  rather  than  try  to  measure  the 
effects  of  individual  actions  or  combinations  of 
actions.  See  Chapter  5  for  a  detailed 
description  of  the  multimodal  performance 
measures. 

Issuance  of  Adequacy  Findings 
Within  30  days  of  the  lead  department's 
submittal,  the  Authority  will  issue  a  finding 
determining  whether  the  Action  List  its 
adequate  .  The  Authority's  finding  will  be 
based  on  the  impact  of  the  proposed  actions 
on  system-wide,  multimodal  performance.  The 
Authority  assumes  that  the  lead  department 
has  determined  it  has  the  financial  means  and 
jurisdiction  to  implement  all  actions  on  the  list. 

4.4  Implementation  Plan 

The  Authority  requires  the  lead  department  to 
prepare  an  Implementation  Plan  within  90  days 
as  part  of  the  Deficiency  Plan  Document.  This 
period  includes  the  time  for  any  city  com- 
mission actions  necessary  for  the  execution 
of  the  Implementation  Plan.  The  Implementation 
Plan  identifies  the  responsible  implementing 
department(s)  for  each  action,  and  the 
sources  of  funding.  If  legislative  or 
administrative  authority  is  necessary,  the 
implementation  plan  also  describes  the 
authority  that  the  implementing  department  will 
require  to  carry  out  the  action. 


4.4.1  Implementation  Plan  Development  

The  lead  department  is  responsible  for 
developing  the  Implementation  Plan.  For  each 
action  in  the  deficiency  plan,  the  lead 
department  must  specify  the  following: 
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1 )  The  final  cost  of  the  actions  and  the 
sources  of  capital  (up-front)  and 
operating  (on-going)  funds.  This 
funding  plan  should  include  specific 
and  detailed  references  to  all  EIRs 
that  include  the  same  deficiency  plan 
actions  as  part  of  their  mitigation 
measures.  It  must  also  note  any 
correspondence  with  CIP  projects. 

2)  A  monitoring  program  to  verify  the 
action's  implementation.  The 
description  of  the  monitoring  program 
should  conform  to  the  CEQA 
monitoring  requirements  and  must 
refer  to  any  EIRs  that  include 
monitoring  of  mitigation  measures  that 
are  the  same  as  the  Deficiency  Plan 
Actions. 

3)  A  schedule  for  implementation.  All 
actions  must  be  implemented  within 
the  seven-year  time  horizon  for  the 
current  CIP.  If  a  deficiency  plan 
action  is  programmed  for  funding  in 
the  sixth  or  seventh  year  of  the  CIP,  it 
will  need  to  be  fully  implemented  with 
three  years  of  its  initiation  in  order  to 
be  considered  a  feasible  action 
within  the  Deficiency  Plan's  ten-year 
horizon. 

4)  Identification  of  city  departments 
responsible  for  the  action's  funding, 
implementation,  and  on-going 
support/operation.  The  lead 
department  must  assess  the 
likelihood  of  other  departments'  ability 
to  implement  all  actions  that  the  lead 
department  cannot  implement  itself. 


4.4.2  Other  Departments  

The  lead  department  is  unlikely  to  have 
comprehensive  authority  over  the  implementa- 
tion of  all  actions  on  the  approved  action  list. 
Clear  identification  of  all  departments 
responsible  for  implementation,  therefore,  is 
essential  for  the  Authority's  approval  of  the 


Final  Deficiency  Plan.  Furthermore,  the 
Implementation  Plan  must  include  an  interde- 
partmental agreement  among  all  responsible 
implementing  departments  stating  each 
department's  agreement  to  fulfill  their 
responsibilities  for  implementing  deficiency 
plan  actions. 


4.4.3  Identification  of  Funding  

The  Implementation  Plan  must  include  a 
detailed  funding  plan.  This  plan  must  identify 
specific  sources  of  money  and  the  methods  of 
financing  if  necessary.  Any  Deficiency  Plan 
Actions  that  are  included  in  the  CIP  may  be 
referenced  to  that  document.  If  funding  for 
capital  projects  is  already  planned  and 
required  of  developers,  the  funding  plan  must 
reference  the  development  agreement,  vested 
map,  or  other  document  committing  funds  (see 
Exhibit  2). 

Under  some  circumstances,  deficiency  plan 
actions  may  also  depend  on  capital  or  opera- 
tional funds  from  state  or  federal  sources. 
Such  actions  must  be  included  in  the  Regional 
Transportation  Plan  (RTP)  Track  I  project  list 
compiled  by  MTC.  If  actions  are  funded 
through  the  City's  Downtown  Development 
Fee  Program,  the  Implementation  Plan  must 
reference  the  expenditure  plan  of  the 
Development  Fee  Program,  indicating  the 
specific  funding  commitment. 


4.4.4  Implementation  Plan  and  Deficiency  Plan 
Approval  

Within  30  days  of  submittal  by  the  lead 
department,  the  Authority  will  either  accept  or 
reject  the  Implementation  Plan  Once  the 
Authority  has  approved  the  Implementation 
Plan,  the  lead  department  will  have  additional 
30  days  to  finalize  and  submit  the  Final 
Deficiency  Plan  document  for  Authority  Board 
approval.  Within  30  days  of  submittal  of  the 
final  Deficiency  plan  by  the  lead  department, 
the  Authority  Board  will  hold  a  noticed  public 
meeting  and  either  approve  or  reject  it. 

Note  that  if  the  Authority  rejects  the 
Implementation  Plan,  the  lead  department  may 
either  propose  an  alternative  Implementation 
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Plan  within  30  days,  or  choose  to  submit  the 
Final  Deficiency  Plan  with  the  Implementation 
Plan  as  is.  In  the  latter  case,  the  Authority  will 
notify  the  Mayor's  Office  of  its  intent  to  reject 
the  Final  Deficiency  Plan  due  to  the  inade- 
quacy of  the  Implementation  Plan. 

If  the  Authority  Board  rejects  the  Final 
Deficiency  Plan  and  issues  a  finding  of  non- 
conformance, pursuant  to  the  State  law 
(Government  Code  65089.5),  the  Authority 
must  submit  its  findings  to  MTC  and  the  State 
Controller  for  the  withholding  of  State  funds. 


4.4.5  Deficiency  Plan  Document  Structure 

A  Deficiency  Plan  Report  must  include  the 
following  sections: 

1.0  Introduction  Identification  of  the 
Deficiency's  Causes, 
including: 

1.1  Description  of  the  deficiency 
(i.e.,  road  segment) 

1 .2  Description  of  the  adjacent 
facilities 

1 .3  Analysis  of  the  causes  of  the 
deficiency. 

1 .4  Description  of  the  existing  traffic 
conditions  within  the 
boundaries. 

1.5  Projection  future  transportation 
conditions  for  at  least  the  next 
1 0  years. 

1.6  A  map  of  the  area,  the 
deficiency,  and  adjacent 
facilities  and  transit  routes. 

2.0  Mitigation  Plan,  consisting  of: 

2.1  An  estimate  of  the  extra 
roadway  capacity  needed  to 
remove  the  deficiency 

2.2  An  estimate  of  the  total  costs 
(operating  and  capital)  of  the 
capacity  improvements 

2.3  An  description  of  which 
improvements  that  are  already 
programmed  through  individual 
project  conditions  of  approval, 


the  CIP,  or  developer  exactions 
or  dedications. 

3.0  List  of  Actions,  broken  out  into: 

3.1  Deficiency-Specific  Actions: 

3.2  Global  Actions  To  Improve 
System-wide  LOS 

4.0  Implementation  Plan,  specifying 
the  following: 

4.1  The  final  cost  of  the  actions  and 
the  sources  of  capital  (up-front) 
and  operating  (on-going)  funds. 

4.2  A  monitoring  program  to  verify 
the  action's  implementation. 

4.3  A  schedule  for  implementation. 

4.4  Identification  of  city  departments 
responsible  for  the  action's 
funding,  implementation,  and  on- 
going support/operation. 

5.0  Identification  of  Other 
Departments' 
Responsibilities  for 
Implementation 

6.0  Identification  of  Funding 


5.0  Special  Issues 


The  following  sections  discuss  special 
circumstances  where  the  Deficiency  Plan 
process,  as  described  in  Section  4.0,  may 
have  to  be  modified.  Treatment  of  these 
issues  is  not  intended  to  be  exhaustive;  thus, 
the  Authority  may  expand  this  section  in  the 
future  as  it  gains  experience  with  guiding 
deficiency  plans  preparation. 

5.1  Multi-County  Deficiency  Plans 

Deficiencies  may  occur  because  of  the 
activities  of  other  counties  or  they  occur  on  a 
regional  facility  (e.g.,  the  Bay  Bridge).  Under 
such  circumstances,  the  Authority  will  take 
the  lead  in  coordinating  the  preparation  of  a 
Deficiency  Plan,  following  MTC's  process  and 
mutual  agreements  with  other  agencies.  More 
specifically,  the  Authority  will  coordinate  with 
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other  congestion  management  agencies 
(CMAs)  and  regional  agencies  (e.g.,  MTC, 
BAAQMD,  ABAG,  etc.).  The  Authority  may 
request  the  Mayor's  Office  to  designate  other 
city  departments  to  prepare  the  Mitigation  Plan, 
Deficiency  Plan  Action  List,  or  the 
Implementation  Plan.  Furthermore,  other 
departments  may  be  designated  as  the 
responsible  agencies  for  the  implementation  of 
the  deficiency  plan. 

5.2  Deficiency  Plans  Addressing  Multiple 
Deficiencies 

The  Mayor's  Office  may  request  that  the  lead 
department  prepare  a  deficiency  plan  that 
covers  more  than  one  deficient  roadway 
segment.  A  consolidated  deficiency  plan  for 
multiple  deficiencies  could  save  the  City  time, 
money,  and  the  effort  required  to  prepare 
multiple  deficiency  plans.  Efficiencies  may 
also  be  realized  if  the  lead  department  tackled 
future  deficiencies  (identified  through  the 
monitoring  program  described  in  Chapter  4)  as 
part  of  a  deficiency  plan  addressing  an 
existing  deficiency  (see  Section  5.3). 

Multiple  deficiencies  may  be  likely  if  an  area  or 
transportation  corridor  are  impacted  by  large 
land  use  projects  (e.g.,  Mission  Bay), 
significant  transportation  infrastructure  proj- 
ects (e.g.,  demolition  of  the  Central  Freeway), 
or  pronounced  socioeconomic  trends  (e.g., 
increased  commuting  from  the  East  Bay.  The 
multiple  deficiencies  may  be  within  close 
geographical  proximity  or  distributed  along  a 
corridor  (or  parallel  facility)  but  they  must  be 
functionally  related  (i.e.,  result  from  or  be 
multiple  manifestations  of  the  same  cause). 
Under  such  circumstances,  the  Authority  may 
encourage  a  single  area-wide,  or  corridor 
Deficiency  Plan. 

The  process  would  be  similar  to  that 
described  in  Section  4.0.  Nevertheless,  the 
lead  department  must  include  the  following 
considerations: 


1 )  Review  of  past  and  current  EIRs  to 
determine  if  these  documents 
anticipated  the  compounding  effects 
of  their  individual  impacts  and 
proposed  appropriate  mitigation 
measures. 

2)  Modeling  or  estimation  of  traffic 
within  the  area  or  corridor  to 
determine  the  effectiveness  of  the 
Mitigation  Plan  improvements  and 
possible  synergies  between  actions 
on  the  Deficiency  Plan  Action  List. 

3)  Consideration  of  funding,  regulatory, 
or  policy  issues  that  may  improve  or 
degrade  the  feasibility  of  the 
proposed  Implementation  Plan. 

4)  Coordination  with  the  CIP  and  other 
transportation  programming  and/or 
planning  documents  designed  to 
address  transportation  planning  for  a 
subarea  of  the  city,  a  specific 
corridor,  or  multiple  facilities  or 
modes. 

5.3  Future  Deficiencies 

The  legislation  does  not  require  that  local 
jurisdictions  address  deficiencies  anticipated 
through  prediction  or  modeling  of  future 
conditions.  The  requirement  for  Deficiency 
Plans  is  triggered  by  the  results  of  actual 
monitoring  of  the  CMP  network.  Future  defi- 
ciencies may  be  predicted  by:  a)  project- 
specific  traffic  impact  analyses  (TIAs);  b) 
project  EIRs;  and  c)  program-level  EIRs  (e.g., 
the  Waterfront  Plan  EIR) 

Over  time,  the  Authority  will  use  information 
from  these  predictive  detection  efforts  as  part 
of  its  monitoring  procedure.  In  combination 
with  the  procedures  described  in  the  Land 
Use  Analysis  Guidelines,  the  Congestion 
Management  Program  will  improve  its  ability  of 
to  maintain  acceptable  system  performance 
and  prevent  or  lessen  the  impacts  of  future 
deficiencies.  In  addition,  the  Authority  will  use 
the  Strategic  Analysis  Reports  (SARs)  to  help 
highlight  the  implications  of  future  deficiencies. 
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The  following  are  special  cases  where  it  may 
be  appropriate  to  prepare  a  deficiency  plan  to 
address  future  deficiencies. 


5.3.1  Multiple  Deficiencies  

Addressing  future  deficiencies  may  be  in 
order  if  it  is  found  that  it  would  support  or 
complement  the  development  of  a  deficiency 
plan  for  current  deficiencies.  This  could  result 
in  efficiencies  in  terms  of  deficiency  plan 
preparation  efforts  and  produce  a  more 
effective  plan.  The  lead  department  will 
include  its  proposal  to  address  multiple  future 
deficiencies  in  its  Deficiency  Plan  Action  List 
for  review  by  the  Authority. 


5.3.2  Future  Deficiencies  Caused  by  Changes 
in  Transportation  Infrastructure  or  Land  Use 

Future  changes  to  the  transportation 
infrastructure  or  services  may  cause 
deficiencies.  The  demolition  of  the  Central 
Freeway,  for  example,  could  have  dramatic 
impacts  on  the  LOS  of  Market  Street.  Most 
large  infrastructure  projects  will  prepare  EIRs 
that  analyze  potential  deficiencies.  As  noted 
in  Section  2.2,  however,  a  project  EIR  may  not 
consider  the  cumulative  impacts  of  the 
proposed  project  and  the  impacts  of  other 
likely  projects  impacting  a  facility.  In  addition, 
an  EIR  frequently  includes  a  Statement  of 
Overriding  Considerations,  accepting  large 
transportation  impacts  in  exchange  for  "larger" 
benefits  and  override  mitigation  measures. 
Under  these  circumstances,  the  lead 
department  preparing  the  project  EIR  should  be 
able  to  incorporate  most  of  the  Deficiency  Plan 
requirements  into  its  CEQA  documentation. 

There  are  many  potential  causes  of 
deficiencies,  particularly  changes  to  the 
transportation  infrastructure  in  the  city  as  well 
as  land  use  changes.  The  following  sections 
highlight  activities  by  City  departments  that 
could  impact  deficiency  planning  in  San 
Francisco. 

Department  of  Public  Works  (DPW) 

DPW  develops  a  Capital  Improvement  Program. 
This  results  in  numerous  construction 
activities  that  should  help  pre-empt 


deficiencies.  Occasionally,  however,  some 
projects  may  improve  public  transit  and  the 
expense  of  mixed  flow.  According  to  the 
legislation,  the  Authority  must  declare  a 
deficiency  when  LOS  for  mixed  flow  falls 
below  level  E. 

Department  of  Parking  and  Traffic  (DPT) 

DPT  regulates  on  street  parking  and  some 
small  off-street  lots  throughout  the  city  and 
oversees  signal  timing  and  interconnects. 
Typically,  none  of  these  activities  require 
formal  transportation  impact  analysis.  DPT, 
however,  may  become  involved  in  some  large 
scale  roadway  projects.  For  example,  DPT,  is 
the  lead  agency  on  the  Central  Freeway 
replacement  study.  The  demolition  of  the 
central  freeway  may  force  traffic  to  cross 
Market  Street  at  grade.  Combined  with  the 
construction  of  the  F-Line,  Some  parts  of 
Market  Street  may  become  deficient  (i.e.,  LOS 
"F"). 

Muni 

As  the  agency  that  plans  and  operates  the 
city's  public  transit  system,  Muni's  activities 
have  direct  impacts  on  the  transportation 
system's  LOS.  To  the  degree  that  a  traveler 
may  choose  between  Muni  and  driving  their 
car,  Muni  ridership  levels  affect  congestion 
levels.  In  turn,  mode  choice  is  affected  by  the 
quality  of  service  Muni  provides.  Operating 
changes  and  fare  increases  could  result  in 
modes  shift  significant  enough  to  trigger 
deficiencies.  Changes  is  operating  policies 
(e.g.,  distance  between  bus  stops)  or  even 
capital  improvements  (e.g.,  installation  of  bus 
stops  can  also  result  in  deficiencies). 

San  Francisco  Redevelopment  Agency 
(SFRA) 

SFRA  has  jurisdiction  over  numerous 
development  projects  throughout  the  city. 
These  activities  include  the  Hunter's  Point  and 
Treasure  Island  base  conversion  projects, 
Yerba  Buena  Center,  Rincon  Point  South 
Beach,  and  many  other  residential  infill 
projects. 

Port  of  San  Francisco 

The  Port  of  San  Francisco  has  jurisdiction 
over  the  seven  and  a  half  miles  of  Bayside 
waterfront,  running  from  the  Hyde  Street  Pier 
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(Fisherman's  Wharf)  to  India  Basin  (Pier  98) 
and  from  the  piers  themselves  to  adjacent 
parcels  (sea  wall  lots) . 

•  Waterfront  Plan:  For  the  first 
time  in  the  City's  history,  the  Port  of 
San  Francisco  has  prepared  a 
waterfront  plan  regulating  future 
development  of  the  seven  and  a  half 
miles  of  waterfront  property.  The  plan 
provides  for  a  wide  range  of  land  uses 
and  has  strict  design  guidelines  that 
will  control  traffic  impacts. 
Nevertheless,  the  majority  of  potential 
land  use  will  generate  considerably 
more  trips  than  current  uses;  thus, 
deficiencies  are  likely. 

•  Pier  45,  Boat  Harbor 
Expansion  and  Underwater  World: 

Pier  45  has  been  extensively 
renovated  after  the  Loma  Prieta 
earthquake.  The  renovations  include 
more  intensive  fish  handling  and 
processing  facilities,  more  parking 
capacity,  a  Marine  Fisheries  Institute, 
and  a  wide  apron  for  public  access.  In 
addition,  a  proposed  expansion  of  the 
adjacent  boat  harbor  will  add  100  new 
berths  and  increase  fishing  charters, 
bay  tours,  and  transient  boat  activities. 
Finally,  Pier  39  will  be  adding  its  new 
aquarium,  Underwater  World.  In 
combination,  these  activities  will  add 
new  trips  to  an  already  congested 
area. 

Planning  Department 

The  Planning  Department  is  responsible  for 
land  use  planning  and  development 
management.  This  role,  stipulated  in  the  City 
Charter,  gives  the  Planning  Department  direct 
or  oversight  responsibility  for  every  land  use 
project  from  its  initial  design  stages  through 
environmental  impact  analysis,  to  final 
completion.  The  Authority  expects  the  total 
amount  of  small  scale  growth  that  can  occur 
over  the  next  twenty  years  to  be  insufficient 
to  cause  deficiencies.  Large-scale  projects, 


however,  will  have  major  impacts.  Example  of 
such  projects  include: 

Revised  Mission  Bay  Project; 
Rincon  Point  South  Beach; 
Re-Use  of  Presidio  Army  Base, 
Treasure  Island,  and  Hunter's  Point 
Naval  Shipyard; 

Revised  South  of  Market  Specific 
Plan; 

Mid-Embarcadero  Open  Space 
Project; 

New  federal  and  state  office 
Buildings;  and 

Transbay  Terminal  Rehabilitation  or 
Replacement. 

In  addition,  the  Planning  Department  oversees 
preparation  of  Transportation  Impact  Analyses 
(TIAs)  and  its  Office  of  Environmental  Review 
(OER)  is  often  the  coordinating  agency  for  a 
project's  initial  CEQA  review  and  EIR 
preparation.  All  of  these  documents  are 
intended  to  anticipate  the  impacts  of  a 
proposed  project  on  the  transportation 
system;  thus,  they  have  direct  relevance  to 
the  Deficiency  Plan  if  a  project's  impacts 
cause  a  deficiency. 


Work  Program  Items  -  Key  Milestones 


Issue  final  determination  of  deficiency  on 
LOS  F  segments  and  notify  City 
Departments  -  By  April  1996 
Provide  review  and  comments  to  City 
Departments  preparing  Deficiency  Plans  - 
After  April  1996,  as  required 
Review  and  approve  final  Deficiency  Plans 
submitted  by  City  Departments-  By  April 
1996,  as  required 

Monitor  Deficiency  Plan  implementation  - 
April  1996,  as  required 


CHAPTER  10 

TRAVEL  DEMAND 
MODEL  AND  UNIFORM 
DATABASE 

Key  Topics: 

•  Legislative  Requirements 

Legislative  Intent  and  Application  to 
San  Francisco 

•  Methodology  and  Guidelines 

Timetable  for  Implementation  and 
Interim  Approach 

Work  Program  Items  -Key 
Milestones 


1.  Legislative  Requirements 


California  Government  Code  section  65089  (c) 
requires  that  each  Congestion  Management 
Agency,  in  consultation  with  the  regional 
transportation  planning  agency  (MTC  in  the 
Bay  Area),  the  county,  and  local  jurisdictions, 
develop  for  a  uniform  database  on  traffic 
impacts  for  use  in  a  countywide  transportation 
computer  model.  The  CMA  must  approve 
computer  models  used  for  county  sub-areas, 
including  models  used  by  local  jurisdictions  for 
land  use  impact  analysis.  All  models  must  be 
consistent  with  the  modeling  methodology  and 
databases  used  by  the  regional  transportation 
planning  agency. 


2.  Legislative  Intent  and  Application  to  San 
Francisco  'v- 


One  of  the  most  significant  issues  contributing 
to  the  enactment  of  congestion  management 
legislation  is  the  difficulty  of  determining 
responsibility  for  transportation  system 
impacts  when  they  result  from  land  use 
decisions  taken  by  several  local  jurisdictions, 
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or  when  the  impacts  are  felt  across  local 
jurisdictional  boundaries. 

The  intent  of  the  requirement  for  travel 
demand  models  was  to  identify  a  technical 
tool  that  could  address  these  issues  from  the 
perspective  of  a  uniform  technical  basis  for 
analysis,  and  provide  answers  which, 
although  not  explicitly  stated  in  the  legislation, 
would  lead  to  interjurisdictional  agreements 
involving  the  assessment  of  mitigation  fees  to 
adjust  the  transportation  system's  capacity  to 
absorb  development. 

As  a  unified  City  and  County,  San  Francisco 
does  not  have  to  contend  with  the  issue  of 
estimating  transportation  impacts  across  city 
boundaries,  although  inter-county  impacts 
must  still  be  considered.  However,  the 
development  of  a  method  for  travel  demand 
forecasting  for  San  Francisco  presents  a 
different  set  of  challenges,  of  a  technical 
nature,  because  of  the  difficulties  inherent  in 
accurately  forecasting  travel  by  modes  other 
than  the  private  automobile,  such  as  transit 
and  pedestrian  trips.  The  approach  to 
development  of  a  travel  demand  analysis 
methodology  for  San  Francisco's  CMP  is 
focused  on  these  issues. 


3.  Methodology  and  Guidelines 


a.  Methodology  

A  methodology  and  guidelines  for  travel 
demand  forecasting  will  be  developed  by 
the  Authority  during  fiscal  year  1993-4. 
The  process  for  methodology 
development  will  include  an  evaluation  of 
current  software  options  available  for 
computerized  travel  demand  modeling. 
This  evaluation  will  be  part  of  a  larger 
exploration  of  feasible  methods  to  obtain 
travel  demand  forecasts  to  suit  San 
Francisco's  CMP  process  and  other 
related  data  needs.  The  potential  uses 
and  limitations  of  continuing  to  rely  on  the 
MTC's  regional  model  will  also  be 
considered,  as  an  option  to  developing 
an  entirely  new  model  for  San 
Francisco. 


A  major  consideration  in  identifying  the 
appropriate  methodology  for  San 
Francisco  is  cost.  Complex 
computerized  travel  demand  models  can 
only  be  built  at  great  expense,  and 
require  major  commitments  to  maintain 
and  update  them.  Over  the  past  two 
decades,  because  the  market  for 
computerized  model  applications  has 
been  largely  suburban,  models  have 
evolved  and  improved  in  their  accuracy 
to  predict  automobile  trips.  This  trend 
has  been  reinforced  by  the  widespread 
use  and  increasing  sophistication  of 
traffic  engineering  programs,  which  can 
be  used  in  conjunction  with  travel 
demand  models  for  specific  purposes, 
such  as  intersection  analyses. 

Computerized  models  have  traditionally 
not  performed  reliably  enough  when  it 
comes  to  predicting  ridership  on 
alternative  transportation  modes, 
particularly  bus  transit  or  pedestrian 
trips,  but  this  is  also  true  for  auto-based 
trips  such  as  carpools  and  vanpools, 
which  tend  to  exhibit  characteristics 
different  from  single  automobile  trips. 
The  level  of  investment  in  a 
computerized  model  must  be  weighed 
against  its  ability  to  deliver,  with  more 
than  marginal  reliability,  the  types  of  data 
that  would  be  meaningful  for  the 
strategic  analysis  purposes  of  the  San 
Francisco  CMP. 

Another  significant  consideration  is  the 
accuracy  of  the  database  used  in  the 
travel  demand  forecasting  process.  The 
explanatory  power  of  a  computerized 
mode!  will  only  be  a  reflection  of  the 
quality  of  the  underlying  database.  A 
sketchy  database  will  ensure  unreliable 
results,  particularly  if  it  is  not  kept  up  to 
date.  Database  upkeep  can  be  a  major 
associated  expense,  but  costs  can  be 
mitigated  by  building  reporting 
requirements  into  existing  development 
impact  guidelines  and  other  land  use  and 
demographic  analysis  procedures.  In 
developing  a  database  for  analysis  of 
impacts,  the  Authority  will  maximize 
utilization  of  already  existing  information, 
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and  will  emphasize  coordination  with 
City  departments  so  that  data  collection 
efforts  undertaken  for  special  purposes, 
such  as  the  1995  travel  behavior  survey 
to  demonstrate  air  quality  compliance, 
are  designed  to  provide  information 
useful  to  the  travel  demand  forecasting 
process,  as  well. 

Even  when  supported  by  an  accurate 
database,  a  computerized  travel  model 
will  require  major  fine-tuning  before  it 
can  accurately  reflect  travel  behavior  in 
an  environment  like  San  Francisco,  with 
its  high  intensity  of  economic  activity 
crammed  into  a  reduced  geographic  area 
replete  with  travel  choices.  A 
comprehensive,  accurate,  and  well- 
maintained  database,  on  the  other  hand, 
is  very  desirable  in  its  own  right,  and 
can  be  used  for  analysis  even  in  the 
absence  of  a  computerized  model. 
Granted,  the  types  of  analysis  that  could 
be  performed  would  be  more  limited,  but 
so  would  be  the  costs. 

The  preceding  discussion  highlights  the 
need  to  carefully  consider  all  the  options 
before  making  a  major  financial 
commitment  to  a  travel  forecasting  path. 
Figure  10-1  shows  the  proposed 
process  for  identifying  the  method  best 
suited  for  our  purposes.  The  process 
will  take  into  account  CMP  requirements, 
potential  applications  of  forecasting  tools 
to  serve  the  needs  of  City  departments 
involved  in  travel  analysis,  and  a  number 
of  other  factors.  The  process  will  result 
in  recommendations  for  a  specific 
method  and  an  implementation  timetable. 

Potential  applications  include  the 
following: 

•    Analysis  of  subarea  plans  and  major 

development  proposals 
Update  of  the  Transportation  Element 

of  the  City's  General  Plan 
Assessment  of  auto  diversion 

potential  and  vehicle  emission 

impacts  of  alternative 

transportation  improvements 
Assessment  of  ridership  impacts  of 

alternative  transit  services 


Traffic  engineering  applications 
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b.  Guidelines 


Travel  demand  forecasting  guidelines 
will  be  developed  as  a  corollary  to  the 
choice  of  a  forecasting  methodology. 
The  guidelines  will  spell  out  the  details  of 
the  methodology  and  procedures  to  be 
followed  in  developing  travel  forecasts 
for  CMP  purposes.  The  guidelines  will 
be  closely  coordinated  with  those 
developed  for  land  use  analysis  and 
deficiency  plans. 


4.  Timetable  for  Implementation,  and  Interim. 
Approach 


It  is  anticipated  that  the  methodology  and 
guidelines  for  travel  demand  forecasting  will 
be  finalized  by  March  1994,  and  adopted  by 
the  Authority  Board  in  May.  In  the  meantime, 
the  current  transportation  impacts  analysis 
methods  (see  Appendix  IV)  will  be  used  as  an 
interim  approach  for  CMP  purposes, 
complemented  by  special  analyses,  as 
appropriate. 


5.  Work  Program  Items -  Key  Milestones 


Methodology  development,  Phase  1 : 
identification  of  needs  and  constraints, 
inventory  of  tools  and  techniques  -  By 
May  1994 

Draft  Methodology  and  Guidelines  - 
By  September  1994 
Final  Methodology  and  Guidelines  - 
By  January  1995 
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SAN  FRANCISCO 
PUBLIC  L1BHAHY 


APPENDIX  I 


California  Government  Codes  Referencing 
Congestion  Management  Programs 
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k  A  TT  f^-  JOSEPH  P.  BORT  METROCENTER 

/VI     L     V.  101  EIGHTH  STREET 

'  •▼  *    U   OAKLAND,  CA  94607-4700 

METROPOLITAN  PHONE  510/464-7700 

TRANSPORTATION  I  1T1  1        D  AMHI  IK  A                                    TDD/TTY  510/464-7769 

rnMMISSIQli  MtMOKAN  UUM                                         FAX  Si^M 


To:  Work  Program  Committee  Date:  March  10, 1995 

Fn    Deputy  Executive  Director 

Re:  Guidance  for  Consistency  of  CMPs  with  the  RTF:  Revisions  to  Resolution  No.  2537 
Background 

Congestion  Management  Programs  (CMPs)  were  established  as  part  of  a  bi-partisan 
legislative  package  in  1989,  and  approved  by  the  voters  in  1990.  The  legislation 
increased  transportation  revenues  and  changed  state  transportation  planning  and 
programming  processes.  The  CMP  statutes  established  specific  mandatory 
requirements  which  must  be  satisfied  in  order  for  local  jurisdictions  to  receive 
certain  gas  tax  subvention  funds,  and  mandated  a  role  for  the  CMPs  in  the 
development  of  the  Regional  Transportation  Improvement  Program  (RHP). 

The  CMP  statutes  also  specified  that  the  regional  agency,  i.e.,  MTC  in  the  Bay  Area, 
evaluate  the  consistency  of  the  CMPs  with  the  Regional  Transportation  Plan  (RTP), 
and,  upon  a  finding  of  consistency,  incorporate  the  CMPs  into  the  RTIP..  In  June 
1990,  MTC  adopted  Res.  No.  2166  to  establish  guidelines  for  determining 
consistency  of  CMPs  with  the  RTP.  In  April  1993,  MTC  adopted  a  new  resolution, 
No.  2537,  to  update  the  guidelines  in  response  to  changes  in  CMP  statutes. 

Since  the  adoption  of  Res.  No.  2537,  statutes  concerning  CMPs  were  further  revised 
through  the  passage  of  AB  1963  and  AB  1619,  and  MTC  adopted  the  1994  Regional 
Transportation  Plan.  The  attached  proposed  revisions  to  MTC  Resolution  No.  2537 
are  intended  to  respond  to  these  changes. 

Proposed  Revisions 

In  particular,  revisions  are  proposed  to: 

•  Reflect  the  overall  regional  policies  established  in  the  final  1994  Regional 
Transportation  Plan  (RTP). 

•  Focus  on  MTC's  role  in  determining  consistency  of  CMPs  with  the  RTP,  and  the 
relationship  of  the  CMPs  to  the  regional  transportation  planning  process. 

•  Reflect,  as  appropriate,  changes  in  CMP  statutes  established  through  passage  of 
AB  1963.  An  overview  of  major  changes  established  through  AB  1963  is  included 
in  this  cover  memo  as  Exhibit  1:  however,  our  proposed  Consistency  Guidance 
focuses  only  on  consistency  requirements.  It  does  not  address  the  extent  to 
which  CM  As  have  satisfied  other  CMP  requirements. 


•  Incorporate  changes  made  in  the  State  Transportation  Control  Measures  (TCMs), 
as  established  in  the  1994  Bay  Area  Clean  Air  Plan. 

•  Incorporate-changes  made  in  the  modeling  checklist  developed  through  the  work 
of  the  Modeling  Coordination  Subcommittee  of  the  Partnership. 

•  Reflect  the  passage  of  AB  1619,  which  modified  statutes  regarding  countywide 
transportation  plans  and  elaborated  on  their  relationship  to  CMPs. 

MTC  Responsibilities 

MTC's  responsibilities  under  CMP  statutes  are  primarily  oriented  toward 
determining  consistency  with  the  RTP.  Consistency  will  be  evaluated  based  upon: 

1)  Goals  and  objectives  established  in  the  RTP. 

2)  Consistency  of  the  system  definition  with  adjoining  counties. 

3)  Consistency  with  pertinent  Air  Quality  Plans,  as  incorporated  in  the  RTP. 

4)  Consistency  with  the  MTC  Travel  Demand  Modeling  Databases  and 
Methodologies. 

5)  RTP  Financial  Requirements  and  Projections. 

Upon  a  finding  of  consistency,  MTC  shall  incorporate  the  program  into  the  Regional 
Transportation  Improvement  Program  (RTTP),  subject  to  specific  programming  and 
funding  requirements.  MTC's  multimodal  priority  setting  process  is  specified  in 
MTC  Res.  No.  2526,  revised. 

■ 

Proposed  Schedule  for  CMPs  and  the  Consistency  Review  Process 


DATE 

EVENT 

RESPONSIBLE  PARTY 

March  10 

Approval  of  Guidance  on 
CMP  Consistency,  forward  to 
full  Commission 

Work  Program  Committee 

March  22 

Adoption  of  Guidance  on 
CMP  Consistency 

MTC 

June 

Draft  CMPs  submitted  to 
MTC 

CMAs 

July-October 

Staff  comments  and 
discussions  on  CMPs 

MTC  and  CMA  staff 

October  31 

Final  CMPs  submitted  to 
MTC 

CMAs 

November  10 

Resolution  of  Consistency 
Findings  of  CMPs  forwarded 
to  the  full  Commission 

Work  Program  Committee 

November  22 

Resolution  of  Consistency 
Findings  of  the  CMPs 

MTC 

MTC  staff  has  requested  submittal  of  final  cjraft  CMPs  by  June  30,  in  order  to  allow 
for  RTEP  preparation  and  comments  on  regional  consistency  prior  to  the  adoption  of 
the  final  CMPs.  Final  CMPs  are  due  to  MTC  in  October.  Final  consistency  findings 
are  scheduled  for  November. 


Recommendation 

Staff  recommends  approval  of  Resolution  No.  2537,  revised. 


William  R  Hein 


Exhibit  1 


The  Legislature  passed  AB  1963  in  September  1994,  including  the  following  significant 
changes  in  CMP  statutes;  ;         ,  i 

Biennial  monitoring  of  local  conformance 

Requires  that  CMAs  monitor  local  conformance  to  the  CMP  at  least  biennially,  rather  than 
annually. 

Performance  element  including  performance  measures 

Requires  a  "performance  element  that  includes  performance  measures  to  evaluate  current 
and  future  multimodal  system  performance  for  the  movement  of  people  and  goods"  in 
substitution  for  the  previously  separate  transit  element.  Additionally  the  new  language 
requires  that  these  performance  measures  be  used  in  the  development  of  the  Capital 
Improvement  Program,  deficiency  plans,  and  land  use  analysis  programs. 

Coordination  of  trip  reduction  responsibilities 
Requires  coordination  of  trip  reduction  responsibilities  between  CMAs  and  the  Air  Districts. 

1 

Data  collection  responsibilities 

Specifies  Caltrans'  responsibility  for  data  collection  and  analysis  on  the  State  Highway 
System,  unless  the  CMA  designates  that  responsibility  to  another  entity.  The  CMA  may  also 
assign  data  collection  and  analysis  responsiblities  to  other  owners  and  operators  of  facilities 
or  services  if  such  responsibilities  are  specified  in  its  adopted  program.  The  CMA  is  required 
to  consult  with  Caltrans  and  other  owners  and  operators  in  developing  data  collection  and 
analysis  procedures  and  schedules  prior  to  adopting  a  program.  ^ 

Monitored  LOS  and  deficiency  plans 

Attempts  to  clarify  the  relationship  between  monitored  levels  of  service  and  the  evaluation  o: 

the  violation  of  standards  leading  to  the  development  of  deficiency  plans. 

■ 

Multi-iurisdictional  deficiency  plans 

Establishes  multi-jurisdictional  deficiency  plans,  including  direction  to  CMAs  to  develop  a 
methodology  for  determining  if  deficiency  impacts  are  caused  by  more  than  one  local 
jurisdiction,  a  conflict  resolution  process  for  multi-jurisdictional  deficiency  plans,  and 
specifying  local  responsibilities. 


Cross  county  trip  generation  facilities 

Requires  participation  by  a  local  jurisdiction  that  owns  or  is  responsible  for  a  trip  generating 
facility  that  is  in  another  county,  upon  request  by  the  CMA  where  the  facility  is  located. 

Exclusions  for  deficiency  plan  purposes 

Further  defines  high-density  residential  housing  for  the  purpose  of  excluding  impacts  from 
deficiency  planning  responsibilities. 

Demonstration  project 

Allows  the  study  steering  committee  to  designate  at  least  two  CMAs  to  participate  in  a 
demonstration  study  comparing  multimodal  performance  standards  to  highway  levels  of  » 
service,  requires  that  Caltrans  make  at  least  $50,000  available  for  each  of  the  studies,  and 
requires  a  report  by  1999. 


Date:  April  9, 1993 

W.I.:  902.10.01 

W.A.:  Res-2537.DOC/MTS  Share 

Referred  By:  WPC 
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ABSTRACT 
Resolution  No.  2537 

This  resolution  revises  MTC's  Guidance  for  Consistency  of  Congestion 
Management  Programs  with  the  Regional  Transportation  Plan. 

This  resolution  supercedes  Resolution  No.  2166. 


Date:  April  9,  1993 

W.I.:  902.10.01 

W.A.:  1258r 

Referred  By:  WPC 


Re:  Congestion  Management  Program  Policy. 


METROPOLITAN  TRANSPORTATION  COMMISSION 
RESOLUTION  NO.  2537 

WHEREAS,  the  Metropolitan  Transportation  Commission  (MTC)  is  the  regional 
transportation  planning  agency  for  the  San  Francisco  Bay  Area  pursuant  to 
Government  Code  Sections  66500  et  seq:  and 

WHEREAS,  Government  Code  §  65080  requires  each  transportation  planning 
agency  to  prepare  a  regional  transportation  plan  and  a  regional  transportatic 
improvement  program  directed  at  the  achievement  of  a  coordinated  and  balancec 
regional  transportation  system;  and 

WHEREAS,  Government  Code  §  65089  requires  a  designated  local  agency  in 
each  urbanized  county  to  develop,  adopt,  and  periodically  update  a  congestion 
management  program  for  the  county  and  its  included  cities;  and  requires  that 
this  congestion  management  program  be  developed  in  consultation,  among  others 
with  the  regional  transportation  planning  agency;  and 

WHEREAS,  Government  Code  §  65089.2  requires  that  the  regional 
transportation  planning  agency  must  make  a  finding  that  each  congestion 
management  program  is  consistent  with  the  regional  transportation  plan,  and 
upon  making  that  finding  shall  incorporate  the  congestion  management  program 
into  the  regional  transportation  improvement  program;  and 

WHEREAS,  Government  Code  §  65082  requires  that  congestion  management 
programs  be  incorporated  into  the  regional  transportation  improvement  progran 
approved  by  MTC;  and 


WHEREAS,  MTC  has  adopted  a  Congestion  Management  Program  Policy  (MTC 
Resolution  2166)  to  provide  guidance  for  all  the  counties  and  cities  within 
the  region  in  preparing  their  congestion  management  programs;  and, 


WHEREAS,  MTC's  Congestion  Management  Program  Policy  needs  to  be  updated 
from  time  to  time  to  provide  further  guidance,  now,  therefore,  be  it 


RESOLVED,  that  MTC  adopts  the  Congestion  Management  Program  Policy,  as  set 
forth  in  Attachments  A  and  B  to  this  resolution,  which  are  incorporated  herein 
by  reference;  and,  be  it  further 

RESOLVED,  that  this  resolution  shall  be  transmitted  -to  the  nine  Bay  Area 
counties  and  their  included  cities  for  use  in  preparing  their  congestion 
management  programs. 


The  above  resolution  was  entered  into 
by  the  Metropolitan  Transportation 
Commission  at  a  regular  meeting  of  the 
Commission  held  in  Oakland, 
California,  on  April  28,  1993. 


METROPOLITAN  TRANSPORTATION  COMMISSION 


Date:  April  9,  1993 

W.I.:  902.10.01 

W.A.:  Res-2537.DOC/MTS  Share 
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1.  INTRODUCTION 


A.  Purpose  Of  This  Guidance 

The  Congestion  Management  Program  (CMP)  statutes  establish  specific 
requirements  for  the  content  and  development  process  for  CMPs,  for 
the  relationship  between  CMPs  and  the  metropolitan  planning  process, 
for  CMA  momtoring  and  other  responsibilities,  and  for  the 
responsibilities  of  MTC  as  the  regional  transportation  agency. 

CMP  statutes  also  specify  particular  responsibilities  involving  CMPs  for 
the  regional  transportation  agency,  in  the  Bay  Area,  MTC.  These 
responsibilities  include  review  of  the  consistency  of  the  CMPs  with  the 
RTP,  evaluation  of  the  consistency  and  compatibility  of  the  CMPs  in 
the  Bay  Area,  and  inclusion  of  the  CMP  projects  in  the  Regional 
Transportation  -Improvement  Program  (RTIP). 

The  purpose  of  this  guidance  is  to  focus  on  the  relationship  of  the 
CMPs  to  the  regional  planning  process  and  MTC's  role  in  determining 
consistency  of  CMPs  with  the  Regional  Transportation  Plan  (RTP). 
(The  CMP  statutes  are  attached  as  Appendix  C.) 

B.  Legislative  Requirement  for  Congestion  Management  Programs 

Congestion  Management  Programs  were  established  as  part  of  a  bi- 
partisan legislative  package  in  1989,  and  approved  by  the  voters  in  1990. 
The  legislation  increased  transportation  revenues  and  changed  state 
transportation  planning  and  programming  processes.  The  specific 
CMP  provisions  were  originally  chartered  by  the  Katz-Kopp-Baker- 
Campbell  Transportation  Blueprint  for  the  Twenty-First  Century  AB 
471  (Katz);  (Chapter  106,  Statutes  1989)  and  AB  471  (Katz)  (Chapter  106, 
Statutes  of  1989).  They  were  significantly  revised  by  AB  1791  (Katz) 
(Chapter  16,  Statutes  of  1990),  AB  3093  (Katz)  (Chapter  2.6,  Statutes  of 
1992),  and  AB  1963  (Katz)  (Chapter  1146,  Statutes  of  1994). 

CMP  statutes  establish  specific  mandatory  requirements  which  must  be 
satisfied  in  order  for  local  jurisdictions  to  receive  certain  gas  tax 
subvention  funds.  Additionally,  CMPs  play  a  mandated  role  in  the 
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development  of  specific  project  proposals  for  the  Regional 
Transportation  Improvement  Program. 

C  The  Role  of  CMPs  in  the  Metropolitan  Planning  Process 

.  CMPs  play  a  role  in  the  countywide  and  regional  transportation 
planning  processes: 

•  CMPs  can  identify  specific  near  term  projects  to  implement  the 
longer  range  vision  established  in  a  countywide  plan. 

•  Through  CMPs,  the  transportation  investment  priorities  of  the 
multiple  jurisdictions  in  each  county  can  be  addressed  in  a 
countywide  context. 

•  CMPs  establish  a  link  between  local  land  use  decision  making  and 
the  transportation  planning  process. 

•  CMPs  are  a  primary  building  block  for  the  federally  required 
Congestion  Management  System. 


II.  MTC's  ROLE  and  RESPONSIBILITIES 

A.  MTC's  Responsibilities  regarding  CMPs 

MTC's  direct  responsibilities  under  CMP  statutes  are  concentrated  in 
the  following  provisions: 

"The  regional  agency  shall  evaluate  the  consistency  between  the 
program  (i.e.,  the  CMP)  and  the  regional  transportation  plans 
required  pursuant  to  Section  65080.  In  the  case  of  a  multicounty 
regional  transportation  planning' agency,  that  agency  shall  evaluate 
the  consistency  and  compatibility  of  the  programs  within  the 
region.  (Section  65089.2  (a)) 
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improvement  program  as  provided  for  in  Section  65082.  If  the 
regional  agency  finds  the  program  is  inconsistent,  it  may  exclude 
any  project  in  the  congestion  management  program  from  inclusion 
in  the  regional  transportation  improvement  program.  (Section 
65089.2(b)) 

It  is  the  intent  of  the  Legislature  that  the  regional  agency,  when  its 
boundaries  include  areas  in  more  than  one  county,  should. resolve 
inconsistencies  and  mediate  disputes  which  arise  between  agencies 
related  to  congestion  management  programs  adopted  for  those 
areas."  (Section  65089.2.(d)(l)) 

B.  The  Regional  Transportation  Plan  (RTF) 

MTC  is  responsible  for  the  RTP,  which  is  the  20  year  regional 
transportation  policy  and  planning  document  for  the  region.  The 
CMA  may  submit  project  proposals  for  consideration  by  MTC  in 
developing  future  financially  constrained  RTPs.  Legal  requirements 
for  the  RTP  are  established  by  State  law  (Govt.  Code  Sec.  66500  et  seq.,  & 
Sec.  65080)  and  Federal  law  (Title  23,  U.S.C.,  Sec.  134  et.  seq.).  Under 
state  law,  the  three  elements  of  the  RTP  are: 

•  The  Policy  Element,  which  identifies  the  Commission's  goals, 
policies  and  objectives. 

•  The  Financial  Element,  which  projects  the  operating  and 
maintenance  costs  for  the  existing  transportation  system,  and  estimates 
reasonably  assumed  revenues  for  transportation  over  the  next  -20  years. 
Twenty  year  revenue  estimates  are  developed  for  each  Bay  Area 
county. 

•  The  Action  Element,  which  outlines  a  financially  constrained 
investment  strategy  for  the  continued  maintenance  and  operation  of 
the  MTS,  and  defines  certain  strategic  expansions  for  the  system.  The 
region's  investment  is  specified  for  each  county. 


Under  federal  metropolitan  planning  requirements,  the  RTP  must 
consider  the  15  ISTEA  planning  factors,  the  ISTEA  Management 
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Systems,  federal  and  State  air  quality  requirements,  and  the  Americans 
with  Disabilities  Act. 


C.  Consistency  Findings 


MTC's  findings  for  the  consistency  of  CMPs  focus  on  five  areas: 


•  Goals  and  objectives  established  in  the  RTP, 

•  Consistency  of  the  system  definition  with  adjoining  counties, 

•  Consistency  with  federal  and  state  air  quality  plans, 

•  Consistency  with  the  MTC  travel  demand  modeling  database  and 
methodologies;  and 

•  RTP  financial  assumptions. 

1)  Goals  and  objectives  established  in  the  RTP. 

The  1994  RTP  includes  the  following  goals: 

•  Improve  mobility  for  persons  and  freight: 

The  ability  to  move  with  a  reasonable  degree  of  ease  and 
predictability  on  a  Metropolitan  Transportation  System  (MTS)  in 
the  Bay  Area  is  key  to  the  region's  economy  and  quality  of  life. 
The  MTS  should  be  the  focus  of  the  many  partner  agencies  who 
operate  it. 

•  -  Promote  equity  for  system  users: 

Equitable  access  to  the  region's  transportation  system,  and  the 
decision-making  process  that  governs  it,  should  be  provided  for 
all  persons. 

•  Enhance  sensitivity  to  the  environment 

The  environmental  impact,  both  short  and  long-term,  of 
transportation  decisions  should  be  fully  analyzed  and 
considered,  and  adverse  impacts  mitigated  whenever  possible. 

•  Support  economic  vitality  of  the  region 

The  relationship  between  a  productive  regional  economy  and 
the  ability  of  the  transportation  infrastructure  to  move 
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individuals,  commodities,  and  information  should  be 
recognized  and  reinforced. 

•   Support  community  vitality  of  the  region 

Transportation  improvements  should  be  used  to  help  create 
more  livable  communities  and  enhance  the  Bay  Area  quality  of 
life. 

2)  Consistency  of  the  system  definition  with  adjoining  counties. 

The  CMP  statutes  require  that  the  CMA  designate  a  system  of  highways 
and  roadways  which  shall  be  subject  to  the  CMP  requirements. 
Consistency  requires  the  regional  continuity  of  the  CMP  designated 
system  for  facilities  that  cross  county  borders.  MTC's  consistency 
review  will  be  guided  by  those  elements  of  the  CMP  system  that  are 
also  part  of  the  Metropolitan  Transportation  System  (MTS),  as 
established  in  the  most  recent  RTP. 

3)  Consistency  with  pertinent  Air  Quality  Plans,  as  incorporated  in  the 


The  RTP  incorporates  Transportation  Control  Measures  (TCMs) 
contained  in  the  federal  and  state  air  quality  plans  to  achieve  and 
maintain  the  respective  standards  for  ozone  and  carbon  monoxide. 
The  statutes  require  that  the  Capital  Improvement  Program  (CEP)  of  the 
CMP  conform  to  transportation  related  vehicle  emission  air  quality 
mitigation  measures.  CMPs  should  promote  the  region's  adopted 
transportation  control  measures  (TCMs)  for  the  Federal  and  State  Clean 
Air  Plans. 

•    A  list  of  federal  and  state  TCMs  is  provided  in  Table  1  of 
Attachment  A  (for  more  detailed  descriptions  see  Volume  III  of  the 
most  current  Transportation  Improvement  Program  and  the  1994 
Clean  Air  Plan). 


RTP. 


•  In  particular,  TCMs  that  require  local  implementation  should  be 
identified  in  the  CMP,  specifically  in  the  CIP.  If  needed  MTC  will 
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indicate  TCMs  that  need  to  be  emphasized  to  help  achieve  federal  and 
state  air  quality  standards.  < 

4)  Consistency  with  the  MTC  Travel  Demand  Modeling  Databases  and 
Methodologies 

The  agency,  (i.e.,  the  CMA)  in  consultation  with  the  regional 
agency,  cities,  and  the  county,  shall  develop  a  uniform  data  base  on 
traffic  impacts  for  use  in  a  countywide  transportation  computer 
model  .  .  .  The  computer  models  shall  be  consistent  with  the 
modeling  methodology  adopted  by  the  regional  planning  agency. 
The  data  bases  used  in  the  models  shall  be  consistent  with  the  data 
bases  used  by  the  regional  planning  agency.  Where  the  regional 
agency  has  jurisdiction  over  two  or  more  counties,  the  data  bases 
used  by  the  agency  shall  be  consistent  with  the  data  bases  used  by  the 
regional  agency.  (Section  65089  (c)) 

MTC  desires  the  development  of  highly  consistent  travel  demand 
models,  with  coordinated  regional  and  subregional  models  and  shared 
databases,  to  provide  a  common  foundation  for  transportation  policy 
and  investment  analysis. 

The  Modeling  Coordination  Subcommittee  of  the  Bay  Area 
Partnership  is  currently  evaluating  possible  approaches  towards 
improving  modeling  consistency  regionwide.  Specific  issues  include 
the  ability  to  compare  and  combine  information  from  regional/ county 
and  county/county  analyses,  use  of  forecasting  data  for  multiple 
purposes,  and  the  recurring  need  to  update  the  models.  Additionally, 
the  Subcommittee  will  continue  to  serve  as  a  forum  for  sharing  data 
and  expertise,  and  providing  peer  review  for  issues  involving  the 
models  developed  by  or  for  the  CMAs,  MTC,  and  other  parties. 

For  the  1995  CMPs,  the  MTC  Checklist  for  Modeling  Consistency  for  the 
1995  CMPs  will  be  used  to  guide  the  consistency  assessment  of  the  CML\ 
models  with  the  MTC  model.  This  Modeling  Checklist  was  reviewed 
and  recommended  by  the  Modeling  Coordination  Subcommittee  and 
the  Plans  and  Programs  Committee. 
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The  Checklist  is  included  as  Attachment  B,  and  addresses: 

•  Demographic/econometric  forecasts 

•  Pricing  assumptions 

•  Network  assumptions 

•  Auto  ownership  assumptions 

•  Trip  generation  methodology 

•  Trip  distribution  methodology 

•  Mode  choice  methodology 

•  Traffic  assignment  methodologies 

5)  RTP  Financial  Requirements  and  Projections. 

Under  the  federal  Intermodal  Surface  Transportation  Efficiency  Act 
(ISTEA)  of  1991,  the  actions,  programs  and  projects  in  the  RTP  must  be 
financially  deliverable  within  reasonable  estimates  of  public  and 
private  resources.  While  CMPs  are  not  required  by  legislation  to  be 
financially  constrained,  recognition  of  financial  constraints,  including 
the  costs  for  maintaining  and  operating  the  existing  multi-modal 
system  and  the  status  of  specific  major  projects,  will  strengthen  the 
consistency  and  linkage  between  the  regional  planning  process  and  the 


D.  Consistency  and  Compatibility  of  the  Programs  within  the  Region 

The  legislation  requires  that,  in  the  case  of  a  multi-county  regional 
transportation  agency,  that  agency  shall  evaluate  the  consistency  and 
compatibility  of  the  congestion  management  programs  within  the 
region.  Further,  it  is  the  Legislature's  stated  intention  that  the  regional 
agency  (i.e.,  MTC)  resolve  inconsistencies  and  mediate  disputes 
between  congestion  management  programs  within  a  region. 

To  the  extent  useful  and  necessary,  MTC  will  identify  differences  in 
methodologies  and  approaches  between  the  CMPs  on  such  issues  as 
performance  measures  and  land  use  impacts. 

E.  Incorporation  of  the  CMP  Projects  into  the  RTIP 
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MTC  is  responsible  for  the  RTTP,  which  is  developed  with  input  from 
the  Bay  Area  Partnership.  The  RTTP  is  a  seven  year  proposal  of  specific 
projects,  developed  for  specific  fund  sources  and  programs.  The  RTIP 
is  the  regional  proposal  for  State  and  federal  funding,  adopted  by  MTC 
and  provided  to  the  California  Transportation  Commission  (CTC)  for 
the  development  of  the  State  Transportation  Improvement  Program 
(STCP).  The  RTTP  is  required  to  be  consistent  with  the  RTP  which  is 
currently  in  effect.  The  RTP  is  revised  periodically. 

The  CMP  statutes  establish  a  direct  linkage  between  CMPs  that  have 
been  found  to  be  consistent  with  the  RTP,  arid  the  RTTP.  MTC  will 
review  the  projectsui  the  CIP  for  consistency  with  the  RTP.  MTC's 
consistency  findings  for  projects  in  the  CMPs  will  be  limited  to  those 
projects  that  are  included  in  the  RTP,  and  do  not  extend  to  other 
projects  that  may  be  included  in  the  CMP.  Some  projects  may  be  found 
consistent  with  a  program  category  in  the  RTP.  MTC,  upon  finding 
that  the  CMP  is  consistent  with  the  RTP,  shall  incorporate  the  program 
into  the  RTTP,  subject  to  specific  programming  and  funding 
requirements.  If  MTC  finds  the  program  inconsistent,  it  may  exclude 
any  project  in  the  program  from  inclusion  in  the  RTTP.  Since  the  RTTP 
must  be  consistent  with  the  RTP,  projects  that  are  not  consistent  with 
the  RTP  will  not  be  included  in  the  RTTP.  MTC  may  include  certain 
projects  or  programs  in  the  RTTP  which  are  not  in  a  CEP,  but  which  are 
in  the  RTP. 

MTC's  multimodal  priority  setting  process  is  currently  specified  in 
MTC's  Resolution  No.  2526,  revised.  This  process  includes  procedures 
for  the  screening,  scoring,  and  programming  of  projects,  and  an 
updated  process  will  be  available  for  the  development  of  the  1995  RTTP. 

MTC  will  establish  county  "bid"  targets  for  specific  funds,  based  upon 
the  fund  estimate  as  adopted  by  the  CTC.  Project  proposals  can  only  be 
included  in  the  RTIP  within  these  funding  bid  targets.  MTC  will  also 
provide  information  on  other  relevant  RTIP  processes  and 
requirements,  including  coordination  between  city,  county,  and  transit 
districts  for  project  applications,  schedule,  evaluations  and 
recommendations  of  project  submittals,  as  appropriate  for  the  1995 
RTIP. 
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III.  CMP  PREPARATION  AND  SUBMITTAL  TO  MTC 

A.  CMP  Preparation 

The  CMP  shall  be  developed  by  the  CMA  in  consultation  with,  and 
with  the  cooperation  of,  MTC,  transportation  providers,  local 
governments,  Caltrans,  and  the  BAAQMD,  and  adopted  at  a  noticed 
public  hearing  of  the  CMA. 

CMPs  are  required  to  be  adopted  biennially,  consistent  with  the 
schedule  for  updating  and  adopting  the  RTTP.  The  RTTP  is  scheduled  to 
be  adopted  every  other  year.  If  circumstances  arise  that  change  this 
schedule,  MTC  will  work  with  the  CMAs  in  determining  an 
appropriate  schedule. 

B.  Regional  Coordination 

In  addition  to  program  development  and  coordination  at  the  county 
level,  and  consistency  with  the  RTP,  the  compatibility  of  the  CMPs 
with  other  Bay  Area  CMPs  would  be  enhanced  through  identification 
of  cross  county  issues  in  an  appropriate  forum,  such  as  Partnership  and 
other  appropriate  policy  and  technical  committees.  Discussions  would 
be  most  beneficial  if  done  prior  to  final  CMA  actions  on  the  CMP. 

C.  Submittal  to  MTC 

To  provide  adequate  review  time,  draft  CMPs  should  be  submitted  to 
MTC  by  the  end  of  June  on  each  odd  year,  including  1995,  in  order  to 
allow  for  incorporation  into  the  RTIP  for  the  December  submittal  to 
the  California  Transportation  Commission.  Final  CMPs  must  be 
adopted  prior  to  MTC  consistency  findings,  to  be  made  in  November. 
MTC  will  provide  a  revised  schedule  in  case  of  changes. 
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D.  MTC  Consistency  Findings  for  CMPs 

MTC  will  evaluate  of  consistency  of  the  CMP  every  two  years  with  the  RTP  that 
is  in  effect  when  the  CMP  is  submitted.  MTC  will  evaluate  the  consistency  of 
draft  CMPs  when  received,,  based  upon  the  areas  specified  in  this  guidance,  and 
will  provide  staff  comments  of  any  significant  concerns.  MTC  can  only  make 
final  consistency  findings  on  CMPs  that  have  been  officially  adopted. 
Consistency  findings  are  scheduled  to  be  recommended  by  the  Work  Program 
Committee  and  adopted  by  the  Commission  in  November,  1995. 


Date:  April  9,  1993 

W.I.:  902.10.01 

W.A.:  Res-2537.DOC/MTS  Share 

Referred  By:  WPC 

Revised:  3/22/95-C 


Attachment  B 
Resolution  No. 
Page  1  of  20 


2537 


Appendix  A:  Federal  and  State  Transportation  Control  Measures 

Table  A-l:  Transportation  Control  Measures  From  the 
1982  Federal  Air  Quality  Plan  for  the  Bay  Area 


FEDERAL  TCMs  j 

  DESCRIPTION 

TCM1 

Reaffirm  commitment  to  28% 
transit  ridership  increase 
between  1978  and  1983. 

Increase  transit  ridership  according  to  the  transit 
operator's  five-year  plans. 

TCM2 

Support  post-1983 
improvements  identified  in  the 
operator's  five-year  plans,  and, 
after  consultation  with  the 
operators*  adopt  ridership 
increase  target  for  the  period 
1983  through  1987. 

A  target  for  this  TCM  was  to  increase  ridership  by 
15%  between  1982/83  and  1987/88. 

TCM3 

Seek  to  expand  and  improve 
public  transit  beyond  committed 
levels. 

This  TCM  is  to  upgrade  and  expand  transit  service 
between  the  years  1982/83  and  1987/88.  The  target 
was  to  increase  the  combined  fleet  size  by  15%  during 
this  period. 

TCM4 

Continue  to  support 
development  of  High  ■ 
Occupancy  Vehicle  (HOV) 
lanes. 

Implement  HOV  lanes  where  justified  on  a  case-by- 
case  basis;  also  includes  highway  ramp  meters  with 
HOV  bypass  lanes. 

TCM5 

Continues  to  support  RIDES 
efforts. 

Support  for  RIDES  efforts  in  region  wide  commuter 
matching  services,  vanpooling  and  employer  services 
designed  to  encourage  employees  to  participate  in 
ridesharing  activities. 

TCM6 

Continue  efforts  to  obtain 
funding  to  support  long-range 
transit  improvements. 

Covers  the  funding  and  implementation  of  the 
Guadalupe  light-rail  transit  in  Santa  Clara  County 
and  BART  extensions  to  North  Concord  and  Warm 
Springs  (in  Fremont). 

TCM7 

Reaffirm  commitment  to 
preferential  parking  program. 

Support  the  development  of  park-and-ride  Tots, 
where  commuters  can  leave  their  cars  and  complete 
trips  by  other  modes. 

TCM8 

Encourage  transit  operators  to 
work  with  Caltrans  to  identify 
underutilized  lots  along  major 
transit  lines  that  could  be  used 
as  park-and-ride  lots. 

Applies  to  Caltrans'  joint  use  park-and-ride  program 
to  establish  lots  in  existing  private  parking  areas. 

continued  ... 
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Table  A-l:  Transportation  Control  Measures  From  the 
1982  Federal  Air  Quality  Plan  for  the  Bay  Area 


FEDERAL  TCMs 

DESCRIPTION 

TCM9 

Expand  Commute  Alternatives 
Program. 

Encourages  employers  to  promote  alternatives  to 
commuting  in  the  single-occupant  vehicle.  Includes 
funding  to  conduct  employer  transportation 
coordinator  training  classes,  market  ridesharing  to 
the  media  and  employers,  and  outreach  programs  to 
employers. 

TCM10 

Develop  Information  Program 
for  Local  Governments 

This  TCM  consists  of  providing  information  to  local 
governments  and  developers  detailing  the  role  of 
local  governments  in  addressing  commute 
transportation  and  providing  technical  assistance. 

TCM  11 

Gasoline  Conservation  and 
Awareness  Program  (GasCap) 

The  GasCap  program  was  funded  by  the  California 
Energy  Commission,  sponsored  by  Caltrans  and 
adrninistered  by  the  West  Valley  College.  It  entailed 
a  training  program  oriented  towards  large  vehicle 
fleets  to  teach  proper  driving  techniques,  vehicle 
maintenance  and  trip  planning.  It  was  discontinued  in 
1984.  The  California  Energy  Commission  is  continuing 
a  GasCap  type  program  by  training  large  public 
agency  fleet  managers  in  methods  to  reduce  fuel 
consumption 

TCM  12 

Santa  Clara  Commuter 
Transportation  Program 

This  TCM  consists  of  the  commuter  program  adopted 
by  Santa  Clara  County  in  1982.  It  consists  of  a 
ridesharing  program,  express  bus  service,  park-and- 
ride  lots,  upgrading  Southern  Pacific  (CalTrain) 
service  and  HOV  lanes 

Federal  Air  Quality 
Contingency  Transportation  Control  Measures 

TCM13 

Increase  bridge  tolls  to  $1.00  on 
all  bridges. 

Would  raise  tolls  to  $1.00  on  the  Antioch,  Bay, 
Benicia  and  Carquinez  bridges. 

TCM14 

Bay  Bridge  surcharge  of  $1.00 

Increase  Bay  Bridge  toll  to  $2.00  to  discourage  single 
occupant  automobile  use  and  improve  transit. 

TCM15 

Increase  state  gas  tax  by  9  cents 

Raise  State  gasoline  taxes  from  9  cents  to  18  cents  per 
gallon.  This  measure  takes  credit  for  emission 
reductions  due  to  a  full  9  cent  increase,  phased  in  by 
1995. 

(Cont'd.) 


April  9,  1993 
902.10.01 

Res-2537.DOC/MTS  Share 

WPC 

3/22/95-C 

Attachment  B 
Resolution  No.  2537 
Page  3  of  20 


Table  A-l:  Federal  Air  Quality 
Contingency  Transportation  Control  Measures 


FEDERAL  TCMs 

DESCRIPTION 

TCM16 

Implement  MTC  Resolution  No. 
1876,  Revised— New  Rail 
Starts  Agreement 

Complete  the  $3.5  billion,  6  rail  extension  program  by 
securing  State  and  Federal  funds  for  program.  Only 
takes  credit  for  emission  reduction  from  a  future  BART 
extension  to  Colma. 

TCM17 

Continue  post-earthquake 
transit  service 

Continuation  of  ferry  service  initiated  after  the 
October  1989  earthquake  and  the  expanded  BART 
peak  period  service. 

TCM18 

Sacramento-Bay  Area  Amtrak 
service 

Implement  near-term  improvements  recommended  in 
ACR 132  Rail  Study.  Assumes  three  trains  in  each 
direction  between  Sacramento  and  the  Bay  Area. 

TCM19 

Upgrade  CalTrain  service 

Increase  service  frequency  to  66  trains  per  day.  Extend 
service  to  Gilroy. 

TCM20 

Regional  High  Occupancy 
Vehicle  (HOV)  Lane  System 
Plan 

Expand  and  improve  HOV  concept  first  proposed  in 
TCM  4  by  developing  and  implementing  the  HOV 
Lane  Master  Plan.  Includes  221  directional  miles  of 
HOV  lanes. 

TCM21 

Regional  Transit  Coordination 

Includes  multiple  coordination  initiatives:  fare 
coordination,  service  coordination. 

TCM22 

Expand  Regional  Transit 
Connection  (RTC)  ticket 
distribution 

Expand  on-going  MTC  program  to  provide  a  regional 
clearinghouse  for  sale  of  transit  tickets  to  employers; 
encourage  employers  to  subsidize  tickets. 

TCM23 

Employer  audits 

Development  of  a  program  to  review  the  TSM 
programs  of  selected  employers  in  the  region  and  to 
suggest  actions  to  enhance  programs.  Will  target 
specific  large  or  mid-size  employers  and  small 
employers  for  improved  commute  alternatives 
program. 

TCM24 

Expand  signal  timing  program 
to  new  cities 

Establishes  a  program  to  provide  technical  assistance 
to  cities  in  the  form  of  traffic  monitoring,  design  of 
signal  timing  plans,  and  hardware  improvements. 

TCM25 

Maintain  existing  signal  tuning 
programs  for  local  streets 

Involves  the  provision  of  technical  assistance  to  cities 
for  periodic  program  adjustments  and  coordination 
with  adjacent  cities. 

TCM26 

Incident  management  on  Bay 
Area  freeways 

Incident  management  is  part  of  Caltrans'  Traffic 
Operations  Systems  (TOS).  Assumes  emission 
reductions  from  the  initial  phases  of  TOS  on  the 
approaches  to  the  Bay  Bridge. 
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(Cont'd.) 
Table  A-l:  Federal  Air  Quality 
Contingency  Transportation  Control  Measures 


FEDERAL  TCMs 

DESCRIPTION 

TCM27 

Update  MTC  guidance  on 
development  of  local  TSM 
programs 

MTC  report  "Key  Considerations  for  Developing 
Local  Government  TSM  Programs"  (December  1988) 
contains  guidance  on  developing  TSM  programs  and 
would  be  updated. 

TCM28 

Local  Transportation  Systems 
Management  (TSM)  initiatives 

This  TCM  accounts  for  effects  of  new  initiatives,  such 
as  Golden  Triangle  Task  Force  and  Contra  Costa 
County  Growth  Management  Program 
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Table  A-2:  Transportation  Control  Measures  Adopted  by  the 
Bay  Area  Air  Quality  Management  District  as  part  of  the 
Bay  Area  Clean  Air  Plan  to  Meet  the  California  Clean  Air  Act 


STATE  TCMs 

DESCRIPTION 

TCM1 

Expand  employer  assistance 
programs 

Assist  with  training  employee  transportation 
coordinators  and  city  /county  transportation  demand 
management  coordinators;  with  starting-up 
transportation  management  associations;  and  with 

It^eCUIIUTlUUIlg  prugralllo/  cllipiOycc  LUlltLtllltc  Surveys, 

vanpool  programs. 

1  v_J.Vi 

/iUUUL  tU_LLL/HJ V ci  UaoCU  ULIp 

reduction  rule  | 

\Jt\I^\^V*LLJ  WJ  lllLL/ICillttLlt  Ici'lUllal  ClILL>lUy Gl-UcLocU.  < 

trip  reduction  rule. 

TCM3 

Improve  areawide  transit 
service 

Increase  local  bus  service;  continue  post-earthquake 
increase  in  BART  service;  expand  rail  service; 
upgrade  CalTrain  service. 

1V_JVL 

Expedite  and  expand  regional 
rail  agreement 

oaseo  on  iviiL.  rv.esoiuu.on  ino.  io/o,  revised.. 

TCM5 

Improve  access  to  rail  and  ferry 
transit  stations 

Improve  feeder  bus  service  and  bicycle  access;  at 
transit  stations  add  parking  and  encourage 
preferential  parking  for  electric  vehicles;  add 
private  shuttles  from  transit  stations  to  employment, 
centers. 

1 V — LVI  D 

iiitprove  intercity  rou  servit-c 

1 J 1 1 U  lt.il  Lcl  11  lit-  W  ULLcIdLy  loll  oclVltc  111  /XUJJUXIl 

Sacramento-Oakland-San  Jose  corridor 

TCM7 

Improve  ferry  service 

Per  MTC  Regional  Ferry  Plan. 

TCM8 

Construct  carpool/ express  bus 
lanes  on  freeways, 

Based  on  "2005  HOV  Master  Plan". 

TCM9 

Improve  bicycle  access  and 
facilities 

Maintain  Bicycle  Advisory  Committees  and 
comprehensive  bicycle  plans;  encourage  bicycles  on 
transit  vehicles  and  on  all  bridges;  encourage 
employers  and  developers  to  provide  bicycle  access 
and  facilities. 

TCM10 

Youth  transportation 

Allocate  funds  for  discount  youth  transit  tickets; 
encourage  carpooling  among  students;  convert  school 
buses  to  clean-fuel  vehicles. 

TCM11 

Install  freeway  Traffic 
Operations  System  (TOS) 

Implement  TOS,  which  includes  traffic  surveillance, 
traffic  advisory  signs,  incident  management,  ramp 
metering;  develop  automated  electronic  toll  collection 
facilities. 
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Table  A-2:  Transportation  Control  Measures  Adopted  by  the 
Bay  Area  Air  Quality  Management  District  as  part  of  the 
Bay  Area  Clean  Air  Plan  to  Meet  the  California  Clean  Air  Act 


STATE  TCMs 

DESCRIPTION 

TCM12 

Improve  arterial  traffic 
management 

Expand  local  signal  timing  programs  for  cities;  study 
signal  pre-emption  for  buses.  Develop  MTS 
Management  Strategy.  Improve  arterials  for  buses 
and  bicycles. 

TCM13 

Transit  use  incentives 

Improve  coordination  between  transit  operators 
regarding  routes,  schedules,  transfers,  fares;  expand 
distribution  of  transit  passes  and  tickets;  consider  fare 
reductions  on  off-peak. 

TCM14 

Improve  Rideshare/Vanpool 
Services  and  Incentives 

Enhance  ridesharing  marketing  services  and  provide 
incentives  to  vanpool  and  carpool. 
Examine  opportunities  to  reduce  vanpool  vehicle 
acquisition  and  operation  costs. 

TCM15 

Local  Clean  Air  Plans,  Policies 
and  Programs 

Encourage  cities  and  counties  to  incorporate  air 
quality  beneficial  policies  and  programs  into  local 
planning  and  development  activities,  with  a 
particular  focus  on  subdivision,  zoning  and  site  design 
measures  that  reduce  the  number  and  length  of  single- 
occupant  automobile  trips. 

TCM16 

Intermittent  Control 
xvieasure/  niDiic  tQ.ucau.on 

Encourage  public  to  reduce  motor  vehicle  use  on  days 
of  predicted  ozone  exceedances  through  "Spare  the 
Air"  program. 

Continue  public  education  program  to  inform  Bay 
Area  residents  about  status  of  regional  air  quality, 
health  effects  of  air  pollution,  sources  of  pollution, 
and  measures  that  individuals  and  communities  can 
take  to  help  improve  air  quality. 

TCM17 

Conduct  Demonstration  Projects 

Promote  demonstration  projects  to  develop  i\ew 
strategies  to  reduce  motor  vehicle  emissions. 
Potential  projects  will  include  telecommuting  and 
electronic  toll  collection. 

TCM18 

Implement  Revenue  Measures 

Develop  revenue  measures  needed  to  fund 
implementation  of  mobility  improvement  and  user 
incentives: 

-  Regional  gas  tax  of  $.10 

-  Continuation  of  CMAQ 

-  Convert  State  Transit  Capital  Improvement  (TCI) 
Program  into  a  formula  program. 
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Table  A-2:  Transportation  Control  Measures  Adopted  by  the 
Bay  Area  Air  Quality  Management  District  as  part  of  the 
Bay  Area  Clean  Air  Plan  to  Meet  the  California  Clean  Air  Act 


STATE  TCMs 

DESCRIPTION 

TCM19 

Implement  Market  Based 
Pricing  Measures 

Measures  would  be  based  on: 

-  "Smog  Fee":  vehicle  registration  fee  based  on 
emissions  and  miles  driven. 

-  Gas  Tax  increase 

-  Consider  expanding  congestion  pricing  upon 
successful  completion  of  Bay  Bridge  congestion 
pricing  demonstration  project 

-  Encourage  expansion  of  parking  cash-out  programs. 
Use  revenues  for  transportation  alternatives  and 
equity  programs. 

Date:  April  9,  1993 

W.I.:  902.10.01 

W.A.:  Res-2537.DOC/MTS  Share 

Referred  By:  WPC 

Revised:  3/22/95-C 

Attachment  B 
Resolution  No.  2537 
Page  8  of  20 

Appendix  B:  MTC  Checklist  for  Modeling  Consistency  for  the  1995  CMPs 

MTC's  goal  is  to  establish  a  regionally  consistent  model  "set"  for  application  by 
MTC  and  the  CMAs.  This  Checklist  is  intended  to  guide  the  CMAs  through  their 
model  development  and  consistency  certification  process  by  providing  an 
inventory  of  specific  products  to  be  developed  and  submitted  to  MTC,  and  by 
describing  standard  practices  and  assumptions  to  be  followed.  The  Modeling 
Coordination  Subcommittee  may  propose  enhancements  to  this  Checklist,  such 
as  the  definition  of  specific  numeric  tolerances  for  model  inputs  and  outputs,  as 
necessary,  to  give  the  CMAs  the  ability  to  develop  models  that  are  readily 
certifiable,  to  provide  the  CMAs  the  ability  to  assess  their  own  models,  or  at  least 
some  of  their  model  components,  and  to  improve  the  quality  and  consistency  of 
the  modeling  processes  in  the  region.  Because  of  the  complexity  of  the  topic,  the 
Checklist  may  need  to  be  complemented  by  additional  detailed  information  to 
explain  differences  in  methodological  approach  or  data.  Significant  differences 
will  be  resolved  between  MTC  and  the  CMA,  taking  advantage  of  the  Modeling 
Coordination  Subcommittee  and  its  peer  review  process.  Additionally,  the 
Modeling  Coordination  Subcommittee  may  explore  development  of  a  test  for 
significant  differences  in  demographic  forecasts  and  their  impact  on  travel 
forecasts  as  a  basis  for  modifying  the  schedule  for  required  updates. 

A.  Discuss  the  General  Approach  to  Travel  Demand  Modeling  by  the  CMA 
Describe  the  model,  and  its  relationship  to  the  MTC  model.  If  the  model  is  based 
on  MTC's  model,  describe  any  adjustments  to  model  constants,  coefficients,  k- 

f actor  or  friction  factor  re-estimation,  market  segmentation,  and  trip  purposes, 
etc. 

PRODUCT  1:  Description  of  the  above. 

B.  Demographic /Economic /Land  Use  Forecasts: 

Use  exact  ABAG  Projections  for  other  Bay  Area  counties,  and  control  totals 
(within  1  percent)  for  the  county  for  population,  households,  jobs  and  employed 
residents.  CMAs  may  reallocate  growth  forecasts  within  their  own  county  in 
consultation  with  cities,  MTC  and  ABAG.  Projections  94  must  be  used  for  all 
new  demographic  databases  developed  for  baseline  travel  demand  forecasting 
purposes  after  August  1,  1994.  CMAs  may  also,  of  course,  analyze  alternative 
land  use  scenarios  in  addition  to  these  forecasts.  If  a  land  use  based  model  is 
utilized,  production  and  attraction  comparisons  will  be  made  with  the  MTC 
model. 
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PRODUCT  2:  Summary  sheet  comparing  AB AG  Projections  economic  and 
demographic  data  (cite  reference)  and  CMP  input  data  for  population, 
households,  jobs  and  employed  residents  for  the  9  Bay  Area  counties  for  the 
base  arid  forecast  years  (Year  2000  data  must  be  included),  and  a  statement 
establishing  that  the  differences  between  the  ABAC  variables  and  those  of 
the  CMA  input  file  do  not  exceed  1  percent  at  the  county  level  for  your 
county,  and  that  no  differences  exist  for  the  other  8  counties  for  a  base  case 
scenario. 

C    Pricing  Assumptions: 

Use  MTC's  auto  operating  costs,  transit  fares,  and  bridge  tolls. 

PRODUCT  3:  Statements  establtehing  satisfaction  of  the  above. 

D.  Network  Assumptions: 

Use  MTC's  regional  highway  and  transit  network  assumptions  for  other  Bay 
Area  counties.  CMAs  may  include  more  detailed  network  definition  within 
their  own  county  in  addition  to  the  regional  highway  and  transit  networks.  For 
the  Year  2000  the  base  case  scenario,  against  which  other  scenarios  will  be 
compared,  shall  be  limited  to  the  approved  Transportation  Improvement 
Program  (TIP). 

PRODUCT  4:  Statement  establishing  satisfaction  of  the  above. 

E.  Auto  Ownership  Assumptions: 

Use  MTC  auto  ownership  models  or  forecasts,  or  submit  alternative  models  to 

MTC  for  review  and  comment. 

PRODUCT  5:  County  and  district  level  table(s)  showing  households  by 
vehicle  ownership  level  (0, 1,  2+  vehicle/household),  and  autos  per 
household  summaries  at  county  and  district  levels,  or  autos  per  worker  arid 
total  autos  by  district,  and  other  pertinent  auto  ownership  data  if  more 
appropriate.  (Note  that  the  term  "district"  used  in  these  Guidelines  may  be 
interpreted  as  either  MTC  superdistricts  or  CMA  defined  districts.) 

F.  Trip  Generation: 

Use  the  regional  person  trip  generation  models  for  home-based  work  and  non- 
work,  and  non-home  based  trips,  or  submit  alternative  models  to  MTC  for 
review  and  comment.  Results  may  be  adjusted  sub-regionally  through 
calibration  or  modal  constant  adjustments. 
PRODUCTS: 
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6)  County  and  district  level  table(s)  summarizing  trip  productions  and  trip 
attractions  out  of  the  trip  generation  model. 

7)  Trip  rate  analysis,  including  home-based  work  trips  per  employed 
resident,  home-based  non-work  trips  per  household,  and  non-home-based 
trips  per  total  job. 

8)  Description  of  sub-regional  adjustment  factors,  if  any. 

G.  Trip  Distribution: 

Work  trip  distribution  models  must  be  calibrated  to  the  1980  or  1990  Census 
Journey-to-Work  commuter  matrices.  1990  data  should  be  used  for  all  new 
forecasting  databases  developed  for  baseline  travel  demand  forecasting  purposes 
after  August,  1994.  Trip  distribution  results  must  be  balanced  to  productions,  and 
attraction  balancing  problems  should  be  discussed  with  MTC. 
PRODUCTS: 

9)  County  and  district  level  table(s)  showing  attraction  balancing,  analysis, 
i.e.,  comparison  of  "modeled"  attractions  from  the  trip  distribution  model 
to  "desired"  attractions  from  the  trip  generation  (trip  attraction)  models. 

10)  County-to^county  level  trip  tables. 

11)  District-to-district  level  trip  tables  for  intra-county  trips. 
All  trip  distribution  analyses  are  to  be  stratified  by  trip  purpose. 

H.  Mode  Choice: 

If  a  logit  mode  choice  model  is  to  be  used,  MTC's  "SW"  or  "TW"  for  work  trips, 
and  MTC's  mode  choice  models  for  home-based  shop,  home-based  social 
recreational  and  non-home-based  trip  purposes  should  be  used,  or  submit 
alternative  methodology  for  MTC  review. 
PRODUCTS: 

12)  County-to-county  and  district-to-district  (intra-county)  level  table(s) 
showing  mode  choice  forecasts  by  trip  purpose  and  travel  mode.  There  is 
no  need  to  document  the  county-to-county  mode  choice  forecasts  for  trips 
that  do  not  start,  end,  or  pass  through  the  particular  county  of  interest. 

13)  Vehicle  trip  tables,  county-to-county  and  intra-county  district-to-district, 
stratified  by  trip  purpose. 

I.  Traffic  Assignment: 

Use  capacity  restraint  assignment  for  peak  hour  traffic  assignments,  or  submit 
alternative  methodology  for  MTC  review. 
PRODUCTS: 
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14)  Description  of  trip  assignment  methodology  for  daily  and/ or  peak  hour 
(period)  assignments  for  both  transit  and  highway. 

15)  Describe  peaking  factors  and  vehicle  occupancy  assumptions  utilized. 

16)  Observed  and  assigned  volumes  at  specified  locations  may  be  provided 
as  supporting  material  in  order  to  assist  in  analyzing  base  year  validations, 
and  to  analyze  the  adequacy  of  the  model  outputs  for  purposes  of  individual 
project  carbon  monoxide  analyses. 

Alternatively,  CMAs  may  elect  to  utilize  MTC  zone  to  zone  person /vehicle  trip 
tables,  adding  network  and  zonal  details  within  the  county  as  appropriate,  and 
then  re-run  the  assignment.  In  this  case,  only  Products  14  and  15  are  applicable  if 
vehicle  trip  tables  are  utilized,  and  additionally  Products  12  and  13  if  person  trip 
tables  are  utilized. 

A  bibliography  of  relevant  materials  is  provided  below. 
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San  Francisco  Bay  Area  1990  Regional  Travel  Characteristics:  Working  Paper  #4:  1990  MTC  Travel 
Survey.  December  1994. 

C  Travel  Demand  Models 

Non-Work  Trip  Models:  Final  Version:  Travel  Model  Update  with  1980/81  Data  Base.  Technical 
Summary.  August  1987. 

Home-Based  Work  Trips  Models  -  Final  Disaggregate  Version:  Travel  Model  Development  with 
1980/81  Data  Base.  Working  Paper  2.    Revised  December  1987. 

Non-Work  Trip  Mode  Choice  Models  -  Final  Disaggregate  Version:  Travel  Model  Development 
with  1980/81  Data  Base.  Technical  Summary.    Revised  February  1988. 

Regional  Travel  Forecasting  Model  System:  MTCFCAST-80/81:  Travel  Model  Development  with 
1980/81  Data  Base.  Technical  Summary.     March  1988. 

A  Disaggregate  Work-Trip  Mode  Choice  Model  for  Aggregate  Forecasting  (Model  TW):  Travel 
Model  Update  with  1980/81  Data  Base.  Technical  Summary.      April  1988. 

Kollo,  Hanna  P.  H.  and  Charles  L.  Purvis.  Regional  Travel  Forecasting  Model  System  for  the  San 
Francisco  Bay  Area.  In  Transportation  Research  Record  1220,  TRB,  National  Research  Council, 
Washington,  D.C,  1989,  pp.  58-65. 

Research  Design  &  Strategic  Plan:  1992  -  1995:  Bay  Area  Regional  Transportation  Database  / 
Travel  Demand  Models  &  Travel  Forecasting.  May  1992. 

1099  Regional  Travel  Analysis  Zone  System.  Technical  Summary.    June  1993. 
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Purvis,  Charles  L.  Using  1990  Census  Public  Use  Microdata  Sample  to  Estimate  Demographic  and 
Auto  Ownership  Models.  In  Transportation  Research  Record  1443,  TRB,  National  Research 
Council,  Washington,  DC,  1994,  pp.  21-29. 

Singh,  Rupinder.  Updating  Speeds-Flow  and  Speed-Capacity  Relationships  in  Traffic  Assignment. 
April  1994. 

D.  Travel  Demand  Forecasts 

Travel  Forecasting  Guidance:  Documentation  of  Input  Assumption  and  Forecasting  Results:  Outline. 
August  1990. 

Bay  Area  Travel  Forecasts:  Congestion  Management  Program:  Databook  #1:  Regional  Summary. 
March  1991. 

Bay  Area  Travel  Forecasts  for  Years  1990,  1996  &  2010:  Auto  Ownership,  Trip  Generation,  Trip 
Distribution  and  Mode  Choice:  Technical  Summary,    September  1993. 

Year  2010  Travel  Demand  Forecasts:  Regional  Alliance  for  Transit  (RAFT): -Land 
Use/Transportation  Scenario.    April  1994. 

Bay  Area  Travel  Forecasts  for  Years  1990,  2000  &  2010:  Auto  Ownership,  Trip  Generation,  Trip 
Distribution  and  Mode  Choice:  (Projections  '94-based  Travel  Forecasts):  Technical  Summary, 
Forthcoming,  Spring  1995. 

E.  Decennial  Census  and  Other  Demographic  Databases 

Bay  Area  Population  Characteristics:  1990  Census:  Working  Paper  #2.    April  1992. 

Bay  Area  Travel  and  Mobility  Characteristics:  1990  Census:  Working  Paper  #2.    August  1992. 

-  County-to-County  Commute  Patterns  in  the  San  Francisco  Bay  Area:  1990  Census:  Working  Paper  #3. 
December  1992 

San  Francisco  Bay  Area  Interregional  County-to-County  Commute  Patterns:  1990  Census:  Working 
Paper  #4.  January  1993. 

The  Joumey-to-Work  in  the  San  Francisco  Bay  Area:  1990  Census:  Census  Transportation  Planning 
Package  (Statewide  Element):  Working  Paper  #5.    April  1993. 

Disability,  Mobility  Limitation,  and  Self-Care  Limitation  Status  in  the  San  Francisco  Bay  Area: 
1990  Census:  Summary  Tape  File  3A:  Working  Paper  #6.     October  1993. 

Detailed  Commute  Characteristics  in  the  San  Francisco  Bay  Area:  1990  Census:  Census 
Transportation  Planning  Package  (Urban  Element):  Working  Paper  #7.     March  1994. 
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Detailed  Interregional  Commute  Characteristics:  1990  Census:  Census  Transportation  Planning 
Package  (Urban  Element):  Working  Paper  #S.     May  1994. 

.San  Francisco  Bay  Area  County  &  Regional  Profiles:  1990  Census:  Census  Transportation  Planning 
Package  (Statewide  Element):  Working  Paper  #9.    September  1994. 


Superdistrict  and  County  Summaries  of  AB AG's  Projections  '94:  1990  -  2010.  August  1994. 
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Appendix  C 

California  Statutes  of  1994 

i       /•  .  • 

Assembly  Bffl  No.  1963 

CHAPTER  1146 

An  act  to  amend  Sections  65088.1, 65089,  and  65089.2  of,  to  amend 
and  renumber  Sections  65089,4, 65089.5,  65089.6,  and  65089.7  of,  to 
add  Sections  65089.3, 65089.4,  and  650895  to,  and  to  repeal  Section 
650895  of,  the  Government  Code^relating  to  transportation. 

'  4  "  t  Approved  by  Governor  September  29, 1994.  Filed  with 

Secretary  of  State  September  30. 1994] 

UEdSIATTVE  COUNSEL'S  DIGEST 
AB    1963,    Kate  Transportation:    congestion  management 
programs. 

(1)  Existing  law  requires  the  development,  adoption,  and 
updating  of  a  congestion  management  program  for  each  county  that 
includes  an' urbanized  area,  as  defined.  The  plan,  is  required  to 
contain  specified  elements  and  to  be  submitted  to  regional  agencies, 
as  defined,  for  determination. of  whether  the  program  is  consistent 
with  regional  transportation,  plans.  The  regional  agency  is  then 
directed  to  monitor  -the  implementation  of  all  elements  of  each 
congestion  management  program. 

This  bill  would  revise  various  definitions  and  program  elements 
and  incorporate  new  definitions  and  program  elements  for  purposes 
of  the  above.  The  bill  would  also  revise  the  duties  of  the  regional 
agency  with  respect  to  monitoring  the  programs  and  would  require 
the  Department  of  Transportation  to  collect  and  analyze  state 
highway  data,  unless  the  local  regional  agency  designates  that-  -~ 
responsibility  to  another  entity.  The  bill  would  also  revise  the  duties 
of  cities  and  counties  that  are  subject  to  the  provisions,  thereby 
imposing  a  state-mandated  local  program. 

The  bill  would  authorize  the  department  to  undertake  a 
demonstration  study  comparing  multimodal  performance  standards 
to  highway  level  of  service  standards  and  provide  for  a  June  30, 1997, 
report  to  the  Legislature  regarding  that  study. 

(2)  The  California  Constitution  requires  the  state  to  reimburse 
local  agencies  and  school  districts  for  certain  costs  mandated  by  the 
state.- Statutory  provisions  establish  procedures  for  making  that 
reimbursement,  including  the  creation  of  a  State  Mandates  Hlaim<? 
Fund  to  pay  the  costs  of  mandates  which  do  not  exceed  $1,000,000 
statewide  and  other  procedures  for  claims  whose  statewide  costs 
exceed  $1,000,000.    .  .  * 

This  bill  would  provide  that,  if  the  Commission  on  State  Mandates 
determines  that  this,  bill  contains  costs  mandated  by  the  state, 
reimbursement  for  those  costs  shall  be  made  pursuant  to  those 
statutory  procedures  and,  if  the  statewide  cost  does  not  exceed 
$1,000,000,  shall  be  made  from  the  State  Mandates  Claims  Fund. 
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CMP  NETWORK  -  ARTERIAL S 
Rationale  for  Segmentation 


Street  Name 

Land 
Use 

Speed 
Limit 

Major 
Cross 
Street 

Change 

In  * 
Volume 

Free- 
way 
Ramp 

1st  Street 

Market-Harrison                                 J  j 

3rd  Street 

|James town -Evans  * 

X 

X 

|Evans-China  Basin 

X 

China  Basin-Market 

X 

X 

4th  Street 

larket-Harrison 


|Harrison-3rd  St 


I5th  Street 


larket-Brannan 


6th  Street 


larket-Brannan 


7th  Street 


Brannan-Market 


8th  Street 


larket-Bryant 


9th  Street 


Brannan-Market 


10th  Street 


larket-Brannan 


||19th  Avenue/Park  Presidio 

Blvd 

KU.S.lOl-Lake 

X 

||Lake- Lincoln 

X 

X 

||Lincoln-Sloat 

X 

||Sloat- J.  Serra 

X 

||Alemany  Blvd 

||C  &  C  limit-Lyell  * 

X 

jjLyell  -Bayshore 

X 

||Army  Street 

j|Guerrero-Kansas  * 

X 

X 

X 

||Kansas-Bryant  * 

X 

||Bryant-3rd  St. 

X 

||Bay  Street 

|(Van  Ness-Embarcadero                         j  j 

||Bayshore  Blvd 

||Army- Industrial  * 

X 

X 

(industrial-  C  &  C  limit 

X 

X 

Beale/Davis 


Clay-Mission 


Brannan  Street 


Division-9th  St 


6th  St-5th  St 


(Broadway 


Gough- Larkin 


x 


Street  Name 

Land 
Use 

Speed 
Limit 

Maj  or 
Cross 
Street 

Change 

In- 
Volume 

Free- 
way 
Ramp 

Larkin-Powell  (Tunnel) 

X 

X 

Powell -Montgomery 

X 

Montgomery-Embarcadero 

X 

Brotherhood  Way 

J. Serra-Alemany                                                            \  \ 

Bryant  Street 

||Division-4th  St 

X 

||4th  St-Embarcadero 

X 

||Bush  Street 

||Masonic-Gough 

X 

IIGough-Market  * 

X 

X 

||Castro/Divisadero  Street 

(Pine-Geary 

X 

Geary- 14th  St 

X 

X 

||14th  St-Market 

X 

X 

IJClay  Street 

JlKearny- Davis  'ill 

||Columbus  Avenue 

||North  Point-Greenwich 

X 

||Greenwich-Montgomery 

X 

||DrumiD  Street 

|[Washington-Market 

||Duboce  Avenue 

||Market-Mission  * 

X 

|(Mission-Potrero 

X 

||The  Embarcadero 

Townsend-North  Point  j 

J|Evans  Avenue 

|Army-3rd  St  *                                     |  j 

||Fell  Street 

||Gough  -  Laguna 

X 

||Laguna-Stanyan 

X 

||Franklin  Street 

IfMarket-Pine 

X 

fpine- Lombard 

X 

fFremont  Street 

Harrison-Market  *                                                           j  j 

|Fulton  Street 

Masonic-Arguello 

X 

X 

|Arguello-Park  Presidio  * 

X 

X 

Geary  Blvd 

Market-Gough 

X 

X 

Gough-Arguello 

X 

Arguello-25th  Ave 

X 

25th  Ave-Great  Hwy 

X 

X 

Street  Name 

Land 
Use 

Speed 
Limit 

Major 
Cross 
Street 

Change 

In  ' 
Volume 

Free- 
way 
Ramp 

Geneva  Avenue 

Phelan-Cayuga 

X 

Cayuga-Paris 

X 

Paris-Santos 

X 

Golden  Gate  Avenue 

Masonic-Franklin 

X 

X 

X 

Franklin-Market 

X 

X 

X 

Gough  Street 

Pine-Geary 

X 

Geary-Golden  Gate  * 

X 

Golden  Gate-Market 

X 

San  Jose  Avenue/Guerrero 

Army-29th  St 

X 

X 

29th  St-Monterey  Blvd 

X 

Harrison  Street 

Embarcadero-lst  St  * 

X 

1st  St-4th  St 

X 

4th  St-8th  St 

X 

8th  St-13th  St 

X 

Hayes  Street 

Market -Gough                          III  ! 

Howard  Street 

Embarcadero-S . Van  Ness         III              1  1 

Junipero  Serra  Blvd 

Sloat-19th  Ave  * 

X 

X 

19th  Ave -Brotherhood  Way 

X 

Brotherhood-C  &  C  limit 

X 

Kearny  Street 

Market -Columbus                     III              1  1 

King  Street 

6th  St-Embarcadero                             J            |  | 

Lincoln  Blvd/Kezar  Drive 

19th  Ave- 5th  Ave 

X 

5th  Ave-Stanyan 

X 

Lombard  Street 

Francisco-Van  Ness  * 

Main  Street 

Mission-Market 

Market/Portola 

Sloat-Santa  Clara 

X 

Santa  Clara-Clipper  * 

Grade  Change 

Clipper-Castro 

X 

Castro-Guerrero 

X 

Guerrero-Van  Ness 

X 

Van  Ness-Drumm 

X 

1 

Street  Name 

Land 
Use 

Speed 
Limit 

Major 
Cross 
Street 

Change 

In- 
Volume 

Free- 
way 
Ramp 

Masonic  Avenue 

Pine-Geary 

X 

Geary-Page 

X 

Mission/Otis 

Embarcadero -3rd  St 

X 

3rd  St-9th  St 

X 

9th  St-14th  St 

X 

14th  St-Army  * 

X 

Army-Ocean  * 

X 

Ocean-Sickles 

X 

Montgomery  Street 

Broadway-Bush 

||North  Point  Street 

IfVan  Ness -Columbus 

X 

||Col  umbu  s  -  Embarcadero 

X 

Uo'Farrell  Street 

Gough-Mason  * 

X 

IfMason-Market 

X 

||Oak  Street 

||Stanyan-Divisadero  * 

X 

X 

||Divisadero-Laguna 

X 

X 

X 

||Laguna-Franklin 

X 

j|Ocean  Avenue 

|[19th  Ave-Miramar  * 

X 

||Miramar-I-280 

X 

||Pine  Street 

(Market-Kearny 

X 

||Kearny-  Leavenworth 

X 

Leavenworth- Frankl in 

X 

||Franklin- Presidio 

X 

||Potrero  Avenue 

||Division-21st  St 

X 

X 

||21st  St-Army 

X 

X 

|Skyline  Drive 

Sloat-City  &  County  limit  ] 

(Sloat  Boulevard 

Skyline- J . Serra 

[Stanyan  Street 

Fulton-Turk                                           i             1               1  1 

Sutter  Street 

Market-Mason  * 

X 

Mason-Gough 

X 

Gough-Divisadero 

X 

X 

Turk  Street 

Market-Hyde 

X 

Hyde-Gough 

X 

Street  Name 

Land 
Use 

Speed 
Limit 

Major 
Cross 
Street 

Change 

In 
Volume 

Free- 
way 
Ramp 

Hyde-Gough 

X 

Gough-Divisadero 

X 

Divisadero-Stanyan 

X 

Van  Ness  Avenue 

Lombard-Washington 

Sig. 

Syst. 

Change 

Washington-GoldenGate  Av  * 

X 

Golden  Gate  Ave- 13th  St  * 

X 

13th  St- Army 

X 

Washington  Street 

Kearny-Drumm                         II!  1 

West  Portal  Avenue 

Sloat-Ulloa  | 

*  indicates  change  in  segment  boundary. 


CMP  NETWORK  -  FREEWAYS 
Rationale  for  Segmentation 


Freeway 

Split 

Off-ramp 

On- ramp 

1-280 

C  &  C  limit-  U.S.  101 

X 

101/280  -6th/Brannan 

X 

U.S. 101 

C  &  C  limit-  1-280 

X 

1-280-  1-80 

X 

1-80-  Fell/Laguna 

X 

1-80 

U.S.   101-  Fremont 

X 

Fremont-  Treasure  Island 

X 

Draft  San  Francisco.  1995  CMP  '  October  1995  •  Appendix  IV 


APPENDIX  IV 

Results  of  Level  of  Service  Monitoring 
April/May  1995 


Draft  San  Francisco  1995  CMP .«  October  1995  '  Appendix  IV 


THIS  PAGE 
INTENTIONALLY  LEFT  BLANK 


Table  I 

Results  of  Level  of  Service  Monitoring  -  Arterials  -  A.M. 


Travel    Length    AvSp     LOS     AvSp     LOS     AvSp  )  LOS  I 
Name  from  To  Class      Dir.        (mi)        91         91     ■   92/3      92/3        95  95 


1st  Street 

Market 

narnson 

: — J. — 

S 

0.47 

* 

!   15.1  ! 

C 

—  

3rd  Street 

Jamestown 

tvans 

o 
o 

N 

161 

!  25.4  j 

B 

Evans 

jaiuesiown 

o 

'::'-'::.yO  ■  - 

S 

1.61 

22.3 

C 

Evans 

i->nina  Basin 

',   1  > 

•  ■;,  ■ 

N 

1.00 

10.3 

D 

I  24.0  ; 

B 

China  Basin 

Evans 

"Vo'v 
.    >J  > 

S 

2.40 

10.3 

!  24.1 

B 

China  Basin 

Market 

o  . 

N 

2.40  1 

12.1 

D 

12.1  ! 

•ICO 

- 

4th  St/ 

O'Farrell 

—  :  

Harnson 

S 

11.6  : 

0 

Q  A 

O.l 

t 

Stockton 

Harrison 

ora  oireei 

"j 

o 

s 

0.76 

* 

15.0  i 

c 

—  

>..:... 

5th  Street 

Market 

Brannan 

6 

s 

0  72 

7.9 

E 

11.6  I 

C 

Brannan 

Market 

3 

N 

0  72 

7.9 

E 

10.5  | 

D 

10.7 

D 

6th  Street 

Market 

Brannan 

o 
o 

o 

§§ 

71 

22.4  \ 

B 

Brannan 

Market 

o 
0 

IN 

[i 

71 

1  *  '  *  1 

13.8  I 

C 

7th  Street 

Brannan 

— — j —  

Market 

■o 
O 

Kl 

N 

0.72 

8.9 

E 

13.9  j 

c 

8th  Street 

Market 

—  

Bryant 

o 

Q  i 
o 

0.59 

17.1  I 

C 

9th  Street 

Brannan 

iviarKei 

Kl 
IN 

0.72 

9.9 

D 

12.5 

D 

I  o.O 

p 

10th  Street 

Market 

Rrannan 

ui  at  II  id 1 1 

Q 
O 

0.71 

12.1 

D 

20.5  ! 

B 

19th  Avenue/ 

U.S.  101 

1 — r  

La  Kg 

1 

Q 
O 

1.54 

38.3  | 

A 

Park  Presidio 

Lake  . 

i  i  <5  mi 

U.O.   IU  I 

A 

Kl 
IN 

1.57 

* 

38.8 

A 

Lake 

I  inp.nl  n 

3 

o 

1.83 

* 

20.9 

B 

Lincoln 

LaK.6 

Kl 
In 

1, 

83 

21.9 

B 

Lincoln 

OlUdl 

Q 

2.12 

11.1 

D 

17.2  ! 

C 

Sloat 

1  II IL-UII  1 

»!    -a  I- 

Kl 
IN 

212 

11.1 

D 

19.2 

B 

Sioat 

%3.  Oci  1  a 

'  ■  ■  :y-;v'-  ' ;    ■  ■ 

1  25 

20.2 

B 

J.  Serra 

OlUdl 

.    *5  ■■ 

N  | 

1. 

25 

-  *  ■ 

19.2 

B 

Alemany 

County  Line 

Lyell 

,j  ■  -  \  | 

EE 

25.6 

B 

Lyell 

L/UUI  lly  Ull  It- 

o 

w 

2. 

79 

25.6 

B 

Lyell 

Daysnore 

E 

1. 

42 

",' '  *  ■■' 

28.5 

A 

Bayshore 

1  wall 
Lye  II 

o 
o 

W 

1. 

42 

35.4 

A 

Army 

Guerrero 

C\/M 

E  j 

0. 

36 

16.1 

C 

SVN 

Guerrero 

3 

w 

o:36 

5.8 

F 

17.8 

C 

SVN 

Evans 

3 

E 

1.02 

:,:*  .  \ 

21.0 

B 

Evans 

OV/KI 

bVIN 

•       o  ■  '  ' 
O  ,, 

w 

1.02 

'  * 

20.6 

B 

Evans 

Penn. 

'.v-.-y 

E 

Penn. 

Evans 

3 

W 

Penn. 

3rd  Street 

3 

E  1 

3rd  Street 

Penn. 

3 

W 

Guerrero 

Bryant 

3 

E 

0.75 

19.0 

B 

Bryant 

Guerrero 

3 

W 

0.75 

19.6 

B 

Kansas 

Bryant 

3 

E 

0.37 

17.7 

C 

Bryant 

Kansas 

3 

W 

0.37 

19.9 

Kansas 

3rd  Street 

3 

E 

0.79 

17.6 

3rd  Street 

Kansas 

3 

W 

0.79 

19.4 

Bay 

Van  Ness 

Embarcadero 

3 

E 

0.71 

12.7 

D 

22.4 

B 

Embarcadero 

Van  Ness 

3 

W 

0.71 

12.7 

D 

19.7 

B 

Table  I 

Results  of  Level  of  Service  Monitoring  -  Arterials  -  A.M. 


Travel 

-Length 

AvSp 

LOS 

AvSp 

LOS 

AvSp 

LOS 

Name 

From 

To 

Class 

Dir. 

(mi) 

91 

91 

92/3 

92/3 

95 

95 

Bayshore 

Oakdale 

I-280 

3 

S 

7.9 

E 

1-280 

Oakdale 

3 

N 

7.9 

E 

1-280 

Silver 

3 

S 

'  *. 

Silver 

I-280 

3 

N 

* 

Silver 

Paul 

3 

S 

4.9 

F 

Paul 

Silver 

3 

N 

4.9 

F 

Paul 

County  Line 

3 

S 

* 

County  Line 

Paul 

3 

N 

* 

Army 

Industrial 

3 

S 

0.83 

21.0 

B 

Industrial 

Army 

3 

N 

0.83 

20.2 

B 

Industrial 

County  Line 

3 

S 

2.24 

27.4 

A 

County  Line 

Industrial 

3 

N 

2.24 

20.9 

B 

Beale/Davis 

Clay 

Mission 

3 

S 

0.31 

* 

11.3 

D 

10.0 

D 

Brannan 

Division 

9th  Street 

3 

E 

0.08 

* 

14.4 

C 

9.2 

D 

9th  Street 

Division 

3 

W 

0.08 

* 

13.7 

C 

6th  Street 

5th  Street 

3 

E 

0.09 

7.7 

E 

7.7 

E 

5th  Street 

6th  Street 

3 

W 

0.09 

* 

8.9 

E 

6.1 

F 

Broadway 

Gough 

Larkin 

3 

E 

0.57 

* 

19.2 

B 

Larkin 

Gough 

3 

W 

0.27 

* 

10.6 

D 

11.2 

D 

Larkin 

Powell 

1 

E 

0.54 

* 

22.5 

B 

Powell 

Larkin 

1 

W 

0.54 

.* 

35.6 

A 

Powell 

Montgomery 

3 

E 

0.34 

1 1  H 

16.8 

C 

Montgomery 

Powell 

3 

W 

0.34 

15.2 

c 

Montgomery 

Embarcdero 

3 

E 

0.35 

* 

11.2 

D 

9.4 

D 

Embarcadero 

Montgomery 

3 

W 

0.35 

* 

17.7 

C 

Bryant 

Division 

4th  Street 

3 

E 

0.99 

7.7 

E 

12.2 

D 

13.2 

C 

4th  Street 

Embarcadero 

3 

E 

0.78 

* 

21.8 

B 

Bush 

Masonic 

Gough 

3 

E 

1.23 

* 

17.3 

C 

Gough 

Market 

3 

E 

1.36 

3.2 

F 

10.9 

D 

9.6 

D 

Castro/ 

Pine 

Geary 

3 

S 

0.27 

* 

14.2 

C 

Oivisadero 

Geary 

Pine 

3 

N 

0.27 

*  *.V'  ' 

10.8 

D 

7.7 

E 

Geary 

14th 

3 

S 

1.16 

* 

14.8 

C 

14th 

Geary 

3 

N 

1.16 

4.5 

F 

14.0 

C 

14th  Street 

Market 

3 

S 

0.34 

*. 

11.9 

D 

10.4 

D 

Market 

14th  Street 

3 

N 

0.34 

* 

17.5 

C 

Clay 

Kearny 

Davis 

3 

E 

0.22 

11.7 

D 

3.7 

E  ' 

Columbus 

North  Point 

Greenwich 

3 

S 

0.50 

* 

18.6 

C 

Greenwich 

North  Point 

3 

N 

0.50 

* 

22.6 

B 

Greenwich 

Montgomery 

3 

S 

0.67 

* 

16.3 

C 

Montgomery 

Greenwich 

3 

N 

0.67 

* 

14.0 

C 

Drumm 

Washington 

Market 

3 

S 

0.23 

5.3 

F 

5.3 

F 

Market 

Washington 

3 

N 

0.23 

* 

19.9 

B 

Duboce/ 

Market 

Mission 

3 

E 

0.34 

* 

7.7 

E 

9.1 

D 

Division 

Mission 

Market 

3 

W 

0.34 

* 

10.7 

D 

11.7 

D 

Mission 

Potrero 

3 

E 

0.64 

9.9 

D 

12.0 

D 

11.5 

D 

Potrero 

Mission 

3 

W 

0.64 

9.9 

D 

17.1 

C 

Embarcadero 

Townsend 

North  Point 

3 

N 

* 

21.2 

B 

North  Point 

Townsend 

3 

S 

* 

15.2 

C 

Table  I 

Results  of  Level  of  Service  Monitoring  -  Arterials  -  A.M. 


Travel 

Length 

AvSp 

LOS 

AvSp 

AvSp 

LOS 

|Name 

From 

To 

Class 

Dir. 

(mi) 

91 

91 

I  92/3 

95 

95 

lEvans 

Army 

Toland 

3 

-  ■■ 

S 

0.18 

>::■:::■*-' 

14.3 

C 

y-  ■ 

Toland 

Army 

3 

N 

0.18 

12.1 

D 

16.5 

C 

Toland 

3rd  Street 

3 

S 

0-53 

* 

17.0 

C 

3rd  Street 

Toland 

3 

N 

0.53 

* 

25.9 

A 

Army 

3rd  Street 

3 

S 

0.71 

16.3 

C 

; - 

3rd  Street 

Army 

3 

N 

0.71 

19.9 

B 

Fell 

Gough 

Market 

3 

E 

0.30 

11.6 

D 

12.0 

D 

Gough 

Laguna 

3 

W 

0.20 

26.7 

A 

Laquna 

Stanyan 

3 

W 

1.55 

19.0 

B 

= 

Franklin 

Market 

Pine 

3 

N 

1.06 

8.5 

E 

13.3 

C 

Pine 

Lombard 

3 

N 

0.82 

14.0 

C 

Fremont 

Harrison 

Market 

3 

N 

0.85 

6.4 

F 

Fulton 

Park  Pres. 

10th  Avenue 

I 

E 

0.20 

16.7 

C 

10th  Avenue 

Park  Pres. 

3 

W 

0.20 

14.2 

C 

10th  Avenue 

Arguello 

E 

0.53 

22.4 

y  B 

Arguello 

10th  Avenue 

,'.  3 .  ... 

w 

0.53 

22.0 

B 

Arguello 

Masonic 

3 

E 

0.66 

9.8 

D 

18.6 

C 

Masonic 

Arguello 

,:..:#§-■; 

W 

0.66 

* 

15.9 

C 

Geary 

Great  Hwy. 

25th  Avenue 

3 

E 

1.47 

; 

24.2 

25th  Avenue 

Great  Hwy. 

3 

W 

1.47 

28.3 

A 

25th  Avenue 

Arguello 

3 

E 

* 

21.6 

B 

Arguello 

25th  Avenue 

3 

W 

••,V.*-.>;:-;v;.: 

21.3 

B 

Arguello 

Gough 

mmm 

E 

25.3 

A 

Gough 

Arguello 

W 

23.8 

B 

Market 

Gough 

3 

W 

*  - 

12.3 

D 

15.4 

C 

Geneva 

Phelan 

Cayuga 

3 

E 

0.57 

* 

15.0 

C 

Cayuga 

Phelan 

3 

W 

0.57 

4.5 

F 

15.5 

C 

Cayuga 

Paris 

3 

E 

0.40 

10.4 

D 

11.7 

D 

13.0 

C 

Paris 

Cayuga 

3 

W 

0.40 

10.4 

D 

11.6 

D 

13.3 

C 

Paris 

Santos 

3 

E  : 

1.18 

29.7 

A 

Santos 

Paris 

3 

w 

1.18 

27.4 

A 

Golden  Gate 

Masonic 

Franklin 

3 

E 

1  36 

19.3 

B 

Franklin 

Market 

3 

E 

12.2 

D 

16.9 

C 

ii'riVVi:;iTi;:;!,:::S',::;V, 

Gough 

Pine 

Geary 

3 
3 

S 

0.27 

9.5 

D 

25.6 

A 

Geary 

Golden  Gate 

S 

0.34 

20.1 

B 

Golden  Gate 

Market 

3 

S 

0.57 

8.3 

E 

12.8 

D 

11.1 

D 

Guerrero/ 

Army 

29th  Street 

S 

0.10 

26.3 

A 

San  Jose 

29th  Street 

Army 

3 

N 

0.10 

6.2 

F 

19.3 

B 

29th  Street 

Monterey 

1 

S 

0.97 

23.7 

B 

Monterey 

29th  Street 

1 

N 

1.24 

* 

17.3 

C 

Harrison 

Embarcadero 

1st  otreet 

a 

VV 

n  cm 

A 

1st  Street 

4th  Street 

3 

W 

0.56 

27.6 

A 

4th,Street 

8th  Street 

'3 

w 

0.68 

28.9 

8th  Street 

Division 

3 

w 

0.40 

14.4 

Embarcadero 

2nd  Street 

3 

w 

0.49 

* 

2nd  Street 

4th  Street 

3 

w 

0.35 

4th  Street 

8th  Street 

3 

w 

0.69 

* 

8th  Street 

Division 

3 

w 

0.40 

Hayes 

Market 

Gough 

3 

w 

0.38 

* 

10.2 

D 

11.1 

D 
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Results  of  Level  of  Service  Monitoring  -  Arterials  -  A.M. 


Travel 

Length 

AvSp 

LOS 

AvSp 

LOS 

AvSp 

LOS 

Name 

From 

To 

Class 

Dir. 

(mi) 

91 

91 

92/3 

92/3 

95 

95 

Howard 

Embarcadero  SVN 

3 

W 

2.20 

14.9 

C 

J.  Serra 

Sloat 

19th 

s 

1.25 

32.4 

B 

19th 

Sloat 

N 

1.25 

27.0 

C 

19th 

Brotherhood 

S 

0.30 

it- 

19.9 

B 

Brotherhood 

19th 

N 

0.30 

9.7 

D 

23.8 

C 

Brotherhood 

County  Line 

S 

0.37 

41.9 

A 

County  Line 

Brotherhood 

N 

0.37 

40.4 

A 

Kearny 


Market 


Columbus 


0.63 


6.3 


13.7 


King 


:7th  Street 
2nd  Street 


1 2nd  Street 
1 7th  Street 


E 
W 


12.4 
13.9 


15.6 


Lincoln/  1 9th  Avenue  5th  Ave.  3  E  0.83 
Kezar  5th  Ave.  19th  Avenue  3  W  0.83 
5th  Ave.  Stanyan  3  E  0.69 
 Stanyan  5th  Ave.        I"    3  W  0.69 


22.6 
25.2 
10.7 
31.7 


B 
A 
D 
A 


12.2 


mm 


Lombard 


Francisco 

Broderick 

Broderick 

Pierce 

Pierce 

Laguna 

Laguna 

Van  Ness 

Francisco 

Van  Ness 


<  Broderick 
[  Francisco 
j  Pierce 
i  Broderick 
\ Laguna 
>  Pierce 
|  Van  Ness 
■ Laguna 
I  Van  Ness 
I  Francisco 


E 
W 
E 
W 
E 
W 
E 
W 
E 
W 


0.16 
0.16 
0.31 
0.31 
0.45 
0.45 
0.33 
0.33 
1.28 
1.28 


7.6 


22.2 
19.7 


Main 


Mission 


Market 


0.13 


9.9 


9.8 


Market/ 
Portola 


Sloat 

Santa  Clara 

3 

E 

0.41 

* 

16.0 

Santa  Clara 

Sloat 

3 

W 

0.41 

* 

13.2 

Santa  Clara 

Clipper 

3 

E 

2.45 

24.1 

Clipper 

Santa  Clara 

3 

W 

2.45 

* 

22.8 

Clipper 

Castro 

3 

E 

1.67 

7.0 

F 

33.0 

Castro 

Clipper 

3 

W 

1.67 

28.0 

Castro 

Guerrero 

3 

E 

0.80 

8.7 

E 

20.0 

Guerrero 

Castro 

3 

W 

0.80 

* 

18.8 

Guerrero 

Van  Ness 

3 

E 

0.22 

8.3 

E 

16.3 

Van  Ness 

Guerrero 

3 

W 

0.22 

8.3 

E 

17.8 

Van  Ness 

Drumm 

3 

E 

1.76 

9.6 

D 

14.4 

Drumm 

Van  Ness 

3 

W 

1.76 

9.6 

D 

15.3 

C 

Masonic 


Pine 
Geary 
Geary 
Page 


:  Geary 
Pine 
Page 
Geary 


0.27 
0.27 
0.73 
0.73 


8.5 
8.5 
10.0 
10.0 


11.2 
14.6 
16.4 
13.1 


Mission/ 
Otis 


Embarcadero 
3rd  Street 
3rd  Street 
9th  Street 
9th  Street 
14th  Street 
14th  Street 
Army 
Army 
Ocean 


3rd  Street 
Embarcadero 
9th  Street 
3rd  Street 
14th  Street 
9th  Street  I 
Army 

14th  Street 
Ocean 

Army   


9.7 
9.7 


9.7 

10.9 
10.9 


1.94 
1.94 


8.0 
8.9 
16.9 
13.7 
12.8 
12.0 
17.9 
19.8 
17.6 
20.3 


10.8 
10.8 
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Results  of  Level  of  Service  Monitoring  -  Arterials  -  A.M. 


[ 

I  Travel 

llength  AvSp 

LOS 

AvSp 

LOS 

AvSp 

LOS 

Name 

From 

iTb 

Class 

I  Dir. 

'  (mi) 

I  91 

91 

92/3 

92/3 

95 

95 

Mission/ 

Ocean 

j  Sickles 

S 

1.88 

::'     *  ■ 

20.8 

B 

Otis 

Sickles 

!  Ocean 

3 

!  N 

1.88 

1 

*  : 

21.1 

B 

Montgomery 

Broadway 

Bush 

i  S 

6.2 

:  F  ' 

6.5 

F 

North  Point 

Van  Ness 

Columbus 

3  E 

'  0  38 

* 

15.2 

C 

Columbus 

Van  Ness 

3 

W 

.  0  38 

15.3 

C 

Columbus 

Embarcadero 

3 

E 

14.9 

C 

Embarcadero 

Columbus 

3 

W 

16.0 

C 

Oak 

Stanyan 
Lyon 

Divisadero 
Fillmore 

Lyon 

Divisadero 

Fillmore 

Laguna 

3 
3 
3 
3 

E 
E 
E 
E 

0.64 
0.27 

7  5 

y 

■  ■■■■*  '■ 

~ 

Laguna 

Franklin 

3 

E 

: 

~ 

Stanyan 

Divisadero 

3 

E 

0.91 

23.1 

B 

Divisadero 

Laguna 

3 

E 

0  63 

21.7 

B 

Laguna 

Franklin 

3 

E 

'V 

■ 

•  * 

20 

B 

Ocean 

1 9th  Avenue 

Miramar 

3 

E 

19.5 

B 

Miramar 

19th  Avenue 

W 

I 

■k  ' 

15.4 

C 

Miramar 

Howth 

3 

E 

Howth 

Miramar 

3 

W 

* 

9.4 

D 

16.3 

C 

O'Farrell 

Gough 

Mason 

E 

0.93 

16.6 

C 

Mason 

Market 

E 

0.27 

18.7 

C 

lilllllllllll 

Pine 

Market 

Kearny 

W 

0.38 

4.6 

F 

9.9 

D 

7.3 

E 

Kearny 

Leavenworth 

3 

W 

0.63 

16.2 

C 

Leavenworth 

Franklin 

3 

w 

0.46 

■ :    "  * 

17.2 

C 

Franklin 

Presidio 

3 

w 

1.26 

20.0 

B 

Potrero 

Division 

21st  Street 

3 

s 

0.80 

24.8 

B 

21st  Street 

Division 

- 

N 

0.80 

■..*  ■' 

21.4 

B 

21st  Street 

Army 

3 

3 

s 

* 

20.1 

B 

Army 

21st  Street 

N 

:..■* 

25.2 

A 

Skyline 

Sloat 

County  Line 

s 

2.32 

:■■■'*'. 

41.6 

A 

County  Line 

Sloat 

3 

N 

1.92 

43.7 

A 

Sloat  Skyline 

J.  Serra 

A  ' 

E 

1.36 

*  ■  ■  ■ 

19.8 

D 

21.5 

D 

J.  Serra 

Skyline 

w 

1.34 

+ 

23.3 

C 

Stanyan  Fulton 

Turk 

N 

0.19 

".*. 

12.2 

D 

12.8 

D 

Turk 

Fulton 

3 

S 

0.19 

11.6 

D 

7.4 

E 

Sutter 

Market 

Mason 

W 

1.08 

11.6 

D 

10.2 

D 

Mason 

Gough 

3 

w 

0.87 

9.0 

D 

12.3 

D 

13.4 

C 

Gough 

Divisadero 

3 

w 

0.82 

14.1 

C 

Divisadero 

Gough 

3 

E 

0.82 

13.9 

C 

Turk 

Market 

Hyde 

3 

w 

0.37 

* 

10.9 

D 

11.6 

D 

Hyde 

Gough 

3 

w 

0.45 

* 

14.1 

C 

Gough 

Divisadero 

3 

w 

0.82 

22.1 

B 

Divisadero 

Stanyan 

3 

w 

0.91 

17.1 

C 

Stanyan 

Divisadero 

3 

E 

0.91 

* 

21.0 

B 

Van  Ness/ 

Lombard 

Washington 

3 

s 

0.58 

4.5 

F 

18.2 

C 

SVN 

Washington 

Lombard 

3 

N 

0.58 

11.9 

D 

14.3 

D 

Washington 

Golden  Gate 

3 

s 

0.51 

• 

15.0 

C 
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Results  of  Level  of  Service  Monitoring  -  Arterials  -  A.M. 


Travel 

Length 

AvSp  ; 

LOS 

AvSp 

LOS 

AvSp 

LOS 

Name 

From 

To 

Class 

Dir. 

(mi) 

91 

91 

92/3 

92/3 

95 

95 

Van  Ness/ 

Golden  Gate 

Washington 

3 

N 

0.51 

13.6 

C 

SVN 

Golden  Gate 

13th 

3 

S 

1.21 

17.3 

C 

13th 

Golden  gate 

3 

N 

15.9 

C 

13th 

Army 

3 

S 

1.39 

12.6 

D 

15.7 

C 

Army 

Market 

3 

N 

;  1.39 

20.4 

B 

Washington 

Drumm 

Kearny 

3 

W 

0.28 

* 

14.2 

C 

West  Portal 

Ulloa 

Sloat 

3 

S 

0.38 

* 

16.1 

C 

Sloat 

Ulloa 

3 

N 

0.38 

* 

17.8 

C 

NOTE:  Average  Speed  (AvSp)  is  an  indication  of  the  average  travel  time.  All  sample  times  for  each  segment  were 
averaged  to  obtain  the  AvSp. 

*  indicates  the  Level  of  Service  'C'  or  better  for  that  particular  segment 

-  indicates  an  'overlap'  in  segments  because  of  changes  in  the  segmentation  boundaries  from  1991. 
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I  Travel 

.  j  enctf  h 
in") 

 A  O  

AvSp 

;; 

LOS 

AvSp  . 

LOS 

AVop 

L.QS 

Name 

(From 

Tn 

Class 

Dir. 

91 

92/3 

92/3 

3D 

SO 

1st  Street 

■Market 

Harrison 

3 

1  S 

!  47 

1.2 

v  F  ■ 

15.5 

C 

3rd  Street 

Jamestown 

Evans 

3 

!  N 

1.56 

* 

18.5 

C 

Evans 

Jamestown 

3 

!  s 

1.56 

17.6 

C 

Evans 

China  Basin 

3 

!  N 

2.40 

10.3 

D 

18.5  | 

C 

China  Basin 

Evans 

3 

!  s 

2.40 

10.3 

D 

17.0 

C 

China  Basin 

Market 

3 

N 

1.00 

12.1 

;■ 

D 

8.8 

D 

11.6 

D 

4th  St/ 

Market 

Harrison 

3 

s 

4.7 

F 

8.4 

E 

10.5 

D 

Stockton 

Harrison 

3rd  Street 

3 

s 

0.76 

*  ' 

23.0 

B 

5th  Street 

Market 

Brannan 

3 

s 

0.72 

7.9 

E 

13.5  ! 

C 

Brannan 

Market 

''3-. 

N 

0.72 

7.9 

E 

12.7  ! 

D 

7.7 

E 

6th  Street 

Market 

Brannan 

3 

s 

0.71 

6.7 

F 

11.5 

D 

12.0 

D 

Brannan 

Market 

3 

N 

0.71 

*  ■ 

12.7 

D 

7.6 

E 

•    "  Y: 

7th  Street 

Brannan 

Market 

3 

N 

0.72 

8.9 

E 

16.8  I 

C 

8th  Street 

Market 

Bryant 

3  . 

S 

0.59 

* 

15.8 

C 

9th  Street 

Brannan 

Market 

3 

N 

0.72 

9.9 

D 

12.4 

D 

9.7 

D 

10th  Street 

Market 

Brannan 

3 

S 

0-7.1 

12.1 

D 

20.5 

B 

19th  Avenue/ 

U.S.  101 

- —  ' 
Lake 

1 

S 

1 .04 

36.4 

A 

Park  Presidio 

Lake 

1 1  c  mi 

U.o.   IU  I 

1 

N 

I.O/ 

.■* 

35.9 

A 

Lake 

Lincoln 

3 

s 

I  .oo 

26.4 

A 

Lincoln 

Lake 

3 

N 

1.83 

25.4 

A 

Sioat 

Lincoln 

3 

N 

2.12 

11.1 

D 

21.9 

B 

Lincoln 

oioai 

3 

S 

0-10 

AAA 
1  1 .  1 

D 

21.0 

B 

J.  Serra 

oioat 

3 

N 

1.25 

* 

18.4 

C 

Sioat 

J.  Serra 

3 

S 

l-ZO 

* 

17.5 

C 

Alemany 

County  Line 

Lyell 

3 

E 

2./y 

29.5 

B 

Lyetf 

County  Line 

3 

W 

2.79 

22.1 

C 

Lyell 

Bayshore 

3 

E 

1.42 

* 

32.9 

A 

Bayshore 

Lyell 

3 

W 

1.42 

4.6 

F 

30.8 

A 

Army 

Guerrero 

Bryant 

3 

E  \ 

0.75 

20.7 

B 

Bryant 

Guerrero 

3 

W 

0.75 

16.5 

C 

Kansas 

Bryant 

3 

E 

0.37 

17.5 

C 

Bryant 

Kansas 

3 

W 

0.37 

26.7 

B 

Kansas 

3rd  Street 

3 

E  j 

0.79 

17.3 

C 

3rd  Street 

Kansas 

3 

W 

0.79 

16.3 

C 

Guerrero 

SVN 

3 

E 

0.36 

14.5 

c 

SVN 

Guerrero 

3 

W 

0.36 

5.8 

F 

17.8 

c 

SVN 

Evans 

3 

E 

1.02 

* 

19.6 

B 

Evans 

SVN 

3 

W 

102 

* 

20.5 

B 

Evans 

Penn. 

3 

E 

* 

Penn. 

Evans 

3 

W 

6.5 

F 

16.6 

C 

Penn. 

3rd  Street 

3 

E 

3rd  Street 

Penn. 

3 

W 

* 

14.8 

Bay 

Van  Ness 

Embarcadero 

3 

E 

0.71 

12.7 

D 

16.8 

C 

Embarcadero 

Van  Ness 

3 

W 

0.71 

12.7 

D 

12.0 

D 

15.7 

C 
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Results  of  Level  of  Service  Monitoring  -  Arterials  -  P.M. 


Travel 

Length 

AvSp 

LOS 

AvSp 

LOS 

AvSp 

LOS 

|Name 

From 

To 

Class  Dir. 

(mi) 

91 

91 

92/3 

92/3 

95 

95 

Bayshore 


Oakdale 

I-280 

I-280 

Silver 

Silver 

Paul 

Paul 

County  Line 
Army 
Industrial 
Industrial 
County  Line 


?  I-280 
^Oakdale 
\  Silver 
\ 1-280 

I  Silver 

I  County  Line 

|  Paul 

\  Industrial 

jArmy 

\  County  Line 
I  Industrial 


7.9 
7.9 


Beale/Davis 

Clay 

Mission 

3 

S 

0.31 

Brannan 

Division 

9th  Street 

3 

E 

0.08 

9th  Street 

Division 

3 

W 

0.08 

6th  Street 

5th  Street 

3 

E 

0.09 

5th  Street 

6th  Street 

3 

W 

0.09 

13.4 

25.4 
13.1 
14.3 
11.7 


A 
C 
C 
D 


11.6 


Gough 

Larkin 

3 

E 

0.57 

* 

14.6 

C 

Larkin 

Gough 

3 

W 

0.27 

7.7 

E 

14.6 

C 

Larkin 

Powell 

1 

E 

0.54 

* 

38.9 

Powell 

Larkin 

1 

W 

0.54 

'■  * 

24.7 

C 

Powell 

Montgomery 

3 

E 

0.34 

* 

16.3 

C 

Montgomery 

Powell 

3 

W 

0.34 

6.2 

F 

8.4 

E 

Montgomery 

Embarcadero 

3 

E 

0.35 

*  ■ 

13.1 

C 

Embarcadero 

Montgomery 

3 

W 

0.35 

* 

15.4 

C 

Broadway 


9.2 


Bryant 


Division 
4th  Street 


4th  Street 
;  Embarcadero ; 


0.99 
0.78 


7.7 


11.8 
13.2 


9.8 


Bush 


Masonic 
Gough 


Gough 
;  Market 


1.23 
1.36 


3.2 


20.0 
10.1 


11.5 


Castro/ 
Divisadero 


Pine 
Geary 
Geary 
14th 

14th  Street 
Market 


Geary 
Pine 
;  14th 
Geary 
Market 
14th  Street 


0.27 
0.27 
1.16 
1.16 
0.34 
0.34 


4.5 
7.7 


11.6 
8.4 
15.7 
12.8 
13.8 
16.7 


8.1 
13.5 

11.2 


Clay 


Kearny 


Davis 


0.22 


11.7 


7.0 


8.7 


Columbus       North  Point  Greenwich         3           S  0.50 
Greenwich  North  Point        3           N  0.50 
Greenwich  Montgomery       3           S  0.67 
 Montgomery  Greenwich  3  N  0.67 


6.3 
6.3 


15.2 
13.4 
16.0 
12.8 


12.9 


Drumm          Washington    Market             3           S  0.23 
 Market  Washington        3  N  0.23 


9.3 
12.8 


3.6 
13.5 


Duboce/        Market  Mission 

Division         Mission  Market 

Mission  Potrero 

Potrero  Mission 


E 
W 
E 
W 


0.34 
0.34 
0.64 
0.64 


6.3 
9.9 
9.9 


10.0 
6.2 
14.1 
16.4 


15.4 


Embarcadero  North  Point  Townsend  3  S 
 Townsend      North  Point  3  N 


9.0  D  16.4  C 
16.7  C   
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Results  of  Level  of  Service  Monitoring  -  Arterials  -  P.M. 


Travel 

Length 

AvSp 

LOS 

AvSp 

^  LOS 

AvSp 

LOS 

Name 

iFrom 

To 

■  Class 

Dir. 

(mi) 

91 

91 

92/3 

92/3 

95 

95 

Evans 

tArmy 

Toland 

3 

S 

0.18 

*  ; 

20.4 

-  B 

Toland 

Army 

3 

N 

0.18 

5.1 

F 

11.6 

D 

14.4 

c 

Toland 

3rd  Street 

3 

S 

0.53 

21.8 

B 

3rd  Street 

Toland 

3 

N 

0;63 

* 

27.6 

A 

Army 

3rd  Street 

3 

S 

0.71 

21.4 

B 

3rd  Street 

Army 

3 

N 

0.71 

20.3 

B 

■ 

Fell 

Gough 

Market 

3 

E 

0.30 

13.5 

C 

Gough 

Laguna 

3 

W 

0.28 

5.6 

C 

r 

13.3 

c 

7.3 

E 

Laguna 

Stanyan 

3 

W  ! 

1.55 

„ 

20.7 

B 

Franklin 

Market 

Pine 

3 

N 

1.06 

8.5 

E 

18.8 

c 

Pine 

Lombard 

3 

N  j 

0.82 

* 

16.4 

c 

Fremont 

Harrison 

Market 

■MM 

N 

■0  85 

*  ■ 

9.3 

D 

10.6 

D 

Fulton 

Park  P. 

Arguello 

3 

E  j 

0.73 

20.1 

B 

Arguello 

Park  P. 

3 

W  ! 

0.73 

* 

15.9 

C 

^Arguello 

Masonic 

3 

E 

0.66 

9.8 

D 

13.2 

c 

Masonic 

Arquello 

3 

w  I 

:  0.66 

* 

18.9 

c 

%      <  /x 

Geary 

Great  Hwy. 

25th  Avenue 

3 

E  | 

1  47 

* 

26.2 

A 

25th  Avenue 

Great  Hwy. 

3 

W 

1  AT 

* 

23.9 

B 

25th  Avenue 

Arguello 

3 

E 

* 

21.5 

B 

Arguello 

25th  Avenue 

3 

W  i 

11. o 

D 

20.3 

B 

iArguello 

Gough 

3 

E 

11. 6 

D 

22.6 

B 

XSough 

Arguello 

W 

* 

23.1 

B 

^Market 

Gouqh 

3 

w  ! 

6.7 

F 

9.9 

D 

14.4 

C 

Geneva 

;Phelan 

Cayuga 

3 

E  i 

0.57 

* 

12.0 

D 

17.2 

C 

Cayuga 

Phelan 

W 

0.57 

6.7 

F 

10.4 

D 

12.0 

D 

Cayuga 

Paris 

■Hi 

E 

.  0.40 

10.4 

D 

12.1 

D 

10.5 

D 

Paris 

Cayuga 

W 

0.40  ; 

10.4 

D 

12.3 

D 

10.7 

D 

Paris 

Santos 

E  ] 

1.18 

* 

20.5 

B 

Santos 

Paris 

,  .3  i  % 

W  I 

1  18 

* 

22.6 

B 

Golden  Gate 

Masonic 

Franklin 

3 

E  ! 

1.36 

*  ■ 

20.4 

B 

Franklin 

Market 

12.2 

D 

15.2 

C 

Gough 

Pine 

Geary 

S  I 

0.27 

9.5 

D 

21.8 

B 

Geary 

Golden  Gate 

3 

s 

0.34 

* 

17.1 

C 

Golden  Gate 

Market 

3 

s  I 

0.57 

8.3 

E 

16.4 

C 

- 

Guerrero/ 

Army 

29th  Street 

;3  ' 

S  ! 

0.10 

* 

24.0 

B 

San  Jose 

29th  Street 

Army 

3 

N 

0.10 

* 

12.6 

D 

7.9 

E 

29th  Street 

Monterey 

1 

S 

0.97 

21.6 

D 

23.0 

C 

Monterey 

29th  Street 

1 

N 

1.24 

'  * 

30.8 

B 

Harrison 

Embarcadero 

1  st  Street 

3 

W 

0.84 

11.4 

D 

11.6 

D 

1st  Street 

4th  Street 

3 

W 

0.56 

20.5 

B 

4th  Street 

8th  Street 

3 

W 

0.68 

19.1 

B 

8th  Street 

Division 

3 

W 

0.40 

13.6 

Embarcadero 

2nd  Street 

3 

W 

0.49 

5.7 

2nd  Street 

4th  Street 

3 

W 

0.35 

2.9 

F 

4th  Street 

8th  Street 

3 

w 

0.69 

12.7 

D 

8th  Street 

Division 

3 

w 

0.40 

* 

Haves 

Market 

Gouqh 

3 

w 

0.38 

5.6 

F 

11.7 

D 

15.7 

C 

Howard 

Embarcadero 

S.  Van  Ness 

3 

w 

2.20 

5.4 

F 

13.6 

C 

Table  II 

Results  of  Level  of  Service  Monitoring  -  Arterials  -  P.M. 


Travel 

Length 

AvSp 

LOS 

AvSp 

LOS 

AvSp 

LOS 

Name 

From 

To 

-  Class 

Dir. 

(mi) 

91 

91 

92/3 

92/3 

95 

95 

J.  Serra 

'Stoat 

1Qth 

s 

0.91 

* 

18.0 

D 

20.6 

n 

LJ 

H9th 

olud  I 

1 
i 

N 

IN 

\J.sJ  I 

20.5 

;i9th 

DIUU  lei  1 IUUU 

■\ 

c 

O 

o  fi3 

22.1 

r. 

Brotherhood 

1  Qth 
I3UI 

A 

t 

N 
in 

V.vO 

* 

19.1 

n 

0\  7 

n 

Brotherhood 

UUUI  lly  lii  ig 

1 

c 
o 

fl  "37 

48.1 

A 

County  Line 

RrnthprhnoH 

LJ  l  UU  Id  1  l\J\J\J 

1 

N 

0.37 

* 

40.4 

A 

Kearny 

Market 

Columbus 

3 

N 

0.63 

6.3 

F 

12.9 

D 

10.8 

D 

King 

7th  Street 

2nd  Street 

3 

E 

* 

11.8 

D 

19.6 

B 

'2nd  Street 

7th  Street 

3 

W 

16.9 

C 

Lincoln/ 

il9th  Avenue 

5th  Ave. 

3 

E 

0.83 

* 

16.4 

C 

Kezar 

5th  Ave. 

19th  Avenue 

3 

W 

0.83 

11.3 

D 

20.8 

B 

5th  Ave. 

Stanyan 

3 

E 

0.69 

* 

22.8 

B 

Stanyan 

5th  Ave. 

3 

W 

0.69 

21.3 

B 

Francisco 

Broderick 

3 

E 

0.16 

Broderick 

Francisco 

3 

W 

0.16 

Broderick 

Pierce 

3 

E 

0.31 

Pierce 

Broderick 

3 

W 

0.31 

Pierce 

Laguna 

3 

E 

0.45 

Laguna 

Pierce 

3 

W 

0.45 

7.0 

Laguna 

Van  Ness 

3 

E 

0.33 

Van  Ness 

Laguna 

3 

W 

0.33 

8.6 

Francisco 

Van  Ness 

3 

E 

1.28 

Van  Ness 

Francisco 

3 

W 

1.28 

Lombard 


16.4 
20.5 


Main 


Mission 


Market 


0.13 


9.8 


8.4 


Market/ 
Portola 


Sloat 

Santa  Clara 

Santa  Clara 

Clipper 

Clipper 

Castro 

Castro 

Guerrero 

Guerrero 

Van  Ness 

Van  Ness 

Drumm 


I  Santa  Clara 

Sloat 
I  Clipper 
\  Santa  Clara 
i  Castro 

Clipper 
•  Guerrero 
i  Castro 

Van  Ness 
;  Guerrero 

Drumm 

Van  Ness 


E 
W 
E 
W 
E 
W 
E 
W 
E 
W 
E 
W 


0.41 
0.41 
2.45 
2.45 
1.67 
1.67 
0.80 
0.80 
0.42 
0.42 
1.76 
1.76 


11.8 


8.3 
8.3 
9.6 
9.6 


16.5 
22.2 
23.6 
19.6 
34.1. 
27.0 
15.0 
16.5 
17.9 
12.5 
12.9 
15.5 


C 
B 
B 
B 
A 
A 
C 
C 
C 
D 
D 
C 


8.0 
6.3 


Masonic 


Pine 
Geary 
Geary 
Page 


Geary 
Pine 
Page 
Geary 


0.27 
0.27 
0.73 
0.73 


8.5 
8.5 
10.0 
10.0 


9.3 
21.5 
13.4 
13.6 


12.7 


Mission/ 
Otis 


Embarcadero 
3rd  Street 
3rd  Street 
9th  Street 
9th  Street 
14th  Street 
14th  Street 
Army 
Army 
Ocean 
Qeean 
Sickles 


3rd  Street 
Embarcadero 
9th  Street 
3rd  Street 
14th  Street 
9th  Street 
Army 

14th  Street 

Ocean 

Army 

Sickles 

Ocean 


9.7 
9.7 


9.7 

10.9 
10.9 


1.94 
1.94 
1.88 
1.88 


7.6 
15.9 
19.1 
19.9 
14.9 
12.2 
14.9 
10.5 
15.6 
17.3 
15.1 
18.1 


D 
C 
B 
B 
C 
D 
C 
D 
C 
C 
C 
C 


13.0 

9.9 
12.3 


Table  II 

Results  of  Level  of  Service  Monitoring  -  Arterials  -  P.M. 


Travel 

Length 

AifCn 

/wop 

— A  ,o  

AvSp 

LVJO 

 A  O  

AvSp 

Name 

From 

;To 

Class 

Dir. 

SI 

HI 

nolo 
9Z/3 

95 

95 

Montgomery 

©roadway 

^  Bush 

3 

S 

0.33 

6.2 

f 

2.4 

f 

North  Point 

Van  Ness 

Columbus 

3 

E 

Q.38 

15.4 

C 

Columbus 

jVan  Ness 

3 

W 

0,38 

8.5 

20.9 

B 

Columbus 

Embarcadero 

3 

E 

14.5 

C 

sEmbarcadero  Columbus 

3 

W 

16.9 

C 

Oak 

Stanyan 

Lyon 

3 

E 

0.64 

* 

~ 

Lyon 

Divisadero 

3 

E 

0.27 

7.5 

■  E 

Divisadero 

Fillmore 

3 

E 

0.36 

* 

Fillmore 

Laguna 

3 

E 

0.27 

8.2 

E 

*■ 

Laguna 

Franklin 

3 

E 

0.27 

23.1 

B 

Stanyan 

Divisadero 

3 

E 

0.91 

21.6 

B 

Division 

Laguna 

3 

E 

0.63 

20.1 

B 

Laguna 

Franklin 

3 

E 

0.27 

23.1 

B 

Ocean 

19th  Avenue 

Miramar 

3 

E 

1.10 

4  7  4 

Miramar 

19th  Avenue 

3 

W 

1  10 

I 

14.6 

p. 

Miramar 

Howth 

3 

E 

0,48 

f\  O 

U.o 

21.0 

D 

Howth 

Miramar 

3 

W 

0.48 

6.1 

F 

14.9 

C 

O'Farrell 

Gough 

Mason 

3 

E 

0.93 

C  7 
O.t 

-  r 

1  J./ 

Mason 

Market 

3 

E 

0.27 

u.y 

 1  

7  Q 

b 

Pine 

Market 

Kearny 

3 

W 

'0.38  , 

4.6 

10.8 

D 

7.3 

E 

Kearny 

Leavenworth 

3 

W 

0.63 

4  O  Q 

pi 
u 

iy.o 

D 

Leavenworth 

Franklin 

3 

w 

0  46 

4.8 

I-* 

r 

13.2 

C 

Franklin 

Presidio 

w 

1.26 

15.3 

C 

Potrero 

Division 

21st  Street 

3 

s 

0.80 

22.6 

B 

21  st  Street 

Division 

3 

N 

0.80 

21.4 

B 

21st  Street 

Army 

3 

S 

4.8 

■  r~ 

r 

4  O  7 

13.7 

p» 

Army 

21st  Street 

3 

N 

23.8 

B 

Skyline 

Sloat 

County  Line 

3 

S 

2.32 

42.1 

A 

County  Line 

Sloat 

"r3  * 

N 

1.92 

44.9 

A 

A 

Sloat 

Skyline 

J.  Serra 

1 

E 

1.36 

19.2 

D 

24.9 

p* 

J.  Serra 

Skyline 

1 

W 

■?\ 

1.34 

23.2 

C 

Stanyan 

Fulton 

Turk 

3 

N  | 

0.19 

4.6 

r .  •; 

I  u.o 

pi 
u 

\  I  .D 

n 

Tui-k 

Fulton 

S  > 

0.19 

7  A 
f  .0 

p\ 
u 

1  u.o 

n 

■ 

Sutter 

Market 

Mason 

3 

w  ! 

1.08 

7.3 

E 

12.4 

D 

Mason 

Gough 

w 

0.87 

9.0 

D 

17.0 

C 

Gough 

Divisadero 

3 

w 

0.82 

16.6 

C 

Divisadero 

Gough 

3 

E 

0.82 

* 

15.4 

C 

Turk 

Market 

Hyde 

3 

W  ' 

0.37 

14.9 

C 

Hyde 

Gough 

3 

w 

0.45 

8.7 

E 

14.9 

C 

Gough 

Divisadero 

3 

w 

0.82 

27.1 

A 

Divisadero 

Stanyan 

3 

w 

0.91 

19.2 

B 

Stanyan 

Divisadero 

3 

E 

0.91 

* 

14.9 

C 

Table  II 

Results  of  Level  of  Service  Monitoring  -  Arte  rials  -  P.M. 


Travel 

Length 

AvSp 

LOS 

AvSp 

LOS 

AvSp 

LOS 

Name 

From 

To 

Class 

Dir. 

(mi) 

91 

91 

92/3 

92/3 

95 

95 

Van  Ness/ 

Lombard 

Washington 

3 

S 

0.58 

* 

17.7 

C 

SVN 

Washington 

Lombard 

3 

N 

0.58 

* 

13.2 

C 

Washington 

Golden  Gate 

3 

S 

0.51 

4.6 

F 

11.7  ! 

D 

7.0 

Golden  Gate 

Washington 

3 

N 

0.51 

* 

15.1  j 

C 

Golden  Gate 

13th 

3 

S 

1.21 

4.6 

F 

6.9  \ 

F 

13th 

Golden  Gate 

3 

N 

1.21 

* 

13.7  j 

C 

13th 

Army 

3 

S 

1.39 

12.6 

18.2  j 

c 

Army 

13th 

3 

N 

1.39 

22.4  I 

B 

Washington 

Drumm 

Kearny 

3 

W  ! 

0.28 

10.3  | 

D 

12.5 

D 

West  Portal 

Ulloa 

Sloat 

3 

S  ! 

0.38 

18.2  j 

C 

Sloat 

Ulloa 

3 

N 

0.38 

* 

17.1 

C 

NOTE:  Average  Speed  (AvSp)  is  an  indication  of  the  average  travel  time.  All  sample  times  for  each  segment  were 
averaged  to  obtain  the  AvSp. 

*  indicates  the  Level  of  Service  'C'  or  better  for  that  particular  segment. 

-  indicates  an  'overlap'  in  the  segments  because  of  the  change  in  the  segmentation  boundaries  from  1991. 


Table  III 

Results  of  Level  of  Service  Monitoring  -  Freeways  -  A.M.  Peak 


INBOUND 


Route 

From 

I  To 

Travel 
Direction 

Length 
(mi) 

AvSp 
91 

LOS 
91 

AvSp 
93 

LOS 

93 

AvSp 
95 

LOS 
95 

1-280 

C  &  C  Limit 
U.S.  101 

!|US  101 
6th/Brannan  I 

E 

NE 

4.14 
3.36 

22  9  F 
section  closed 

43.0 
29.1 

E 
F 

27.3 

F 

US  101 

fC  &  C  Limit 

1-280 

1-80 

1 1-280 
jl-80 

!  Fell/Laguna  | 

N 
N 

NW 

1.8 
2.3 
1.6 

10.9 
21.4 
18.7 

F 
F 
F 

47.2 
21.2 
45.4 

D 
F 
E 

31.0 
44.8 

E 
E 

I-80 

Treasure  1. 
Fremont 

i  Fremont 
|US  101 

S 

SW  . 

2.13 
2.13 

17.5 
:    48.1  : 

F 
D 

32.2 
I  33.3 

E 
E 

26.5 
37.9 

F 
E 

OUTBOUND 


Travel 

Length 

AvSp 

LOS 

AvSp 

LOS 

AvSp 

LOS 

Route 

From 

^To 

Direction 

(mi) 

91 

91 

93.0 

93 

95 

95 

I-280 

6th/Brannan 

^US  101 

W 

3.4 

section 

closed 

51.9 

D 

46.4 

D 

US  101 

;  C  &  C  Limit 

:  SW 

4.1 

55.7 

C 

57.5 

B 

US  101 

rFell/Laguna 

!  I-80 

s 

1.3 

13.5 

F 

17.9 

F 

1-80 

X I-280 

s 

2.3 

45.8 

E 

53.6 

D 

36.4 

E 

1-280 

iC&C  Limit 

s 

2.1 

53.3 

D 

45.6 

E 

36.3 

E 

I-80 

US  101 

|  Fremont 

N 

2.13 

18.6 

F 

53.6 

D 

36.0 

E 

Fremont 

Treasure  I. 

NE 

2.13 

50.6 

D 

50.8 

D 

39.9 

E 

Table  IV 

Results  of  Level  of  Service  Monitoring  - 

Freeways  -  P.M.  Peak 

I-                                                                         INBOUND   | 

Travel  Length 
Route            From                To                    Direction  (mi) 

AvSp       LOS      AvSp     LOS    AvSp  LOS 
91           91         93        93        95  95 

1-280              C&CLimit       iUS  101                    E  4.14 
U.S.  101             6th/Brannan             NE  3.36 

54.9          C        59.1  B 

section   closed    46.3       D      51.0  D 

US  101           C&CUmit         I-280                      N  1.81 
I-280                  I-80                        N  2.28 
I-80               i  Fell/Laguna            NW  1.64 

20.6           F        72.4  A 

24.6          F        45.8        E       31.8  E 

12.2           F        15.3  F 

I-80              Treasure  1.       If  Fremont  2.13 
Fremont            US  101                 SW  2.13 

27.5  F        26.3  F 

18.6  F        21.5  F 

I  OUTBOUND 


Route 

From 

Travel 

To  Direction 

Length 
(mi) 

AvSp       LOS     AvSp    LOS    AvSp  LOS 
91           91        93.0       93        95  95 

I-280 

6th/Brannan 
US  101 

US  101  E 
C&C  Limit  SW 

3.36 
4.14 

section     closed     22.9  F 
51.9          D        56.6  B 

US  101 

Fell/Laguna 

1-80 

1-280 

I-80  S 
I-280  S 
C&C  Limit  S 

1.32 
2.28 
2.13 

18.8          F        13.4  F 

31.6           E        46.3        D       47.2  D 

48.1           D        51.1        D       30.8  E 

I-80 

US  101 
Fremont 

Fremont  N 
Treasure  I.  NE 

2.13 
2.13 

19.0           F        25.9  F 

29.3           F        37.7        E       34.6  E 
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Introduction  and  Overview  of  Process 

These  guidelines  have  been  prepared  to  aid  consultants  in  preparing  transportation  analysis  for  environmental 
evaluation,  both  Environmental  Impact  Reports  and  Negative  Declarations.  In  all  cases  that  a  transportation 
study  is  required  for  environmental  analysis,  a  separate  transportation  report  is  to  be  prepared  based  on  these 
guidelines,  as  background  for  the  Negative  Declaration  or  EIR. 

The  Department  will  make  a  determination  whether  a  transportation  study  and  report  Is  necessary.  Generally, 
a  transportation  report  will  be  required  ff  one  or  more  of  the  following  apply. 

1 )  The  project  would  potentially  add  at  least  50  P.M.  Peak  Hour  person  trips; 

2)  The  project  would  potentially  increase  existing  traffic  volumes  on  streets  in  its  vicinity  by  at  least  5  percent; 

3)  The  project  would  potentially  impact  nearby  intersections  and/or  arterials  which  are  believed  to  presently 
operate  at  LOS  "D"  or  worse; 

4)  The  project  would  provide  parking  which  would  appear  likely  to  be  deficient,  relative  to  anticipated  project 
demand,  by  at  least  20  percent; 

5)  The  project  has  elements  which  have  potential  to  adversely  affect  transit  operations  or  the  carrying 
capacity  of  nearby  transit  services; 

6)  The  project  has  elements  which  have  potential  to  adversely  affect  pedestrian  safety  or  the  adequacy  of 
nearby  pedestrian  facilities; 

7)  The  project  would  not  fully  satisfy  truck  loading  demand  on-site,  when  the  anticipated  number  of  deliveries 
and  service  calls  exceed  ten  daily. 

Department  staff  will  use  discretion  In  determining  whether  a  transportation  study  is  needed  In  special 
circumstances  that  may  not  fit  the  above  criteria. 
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This  set  of  guidelines  updates  and  revises  the  September  1 983  guidelines  for  downtown  analyses  and  the  April 
1988  guidelines  for  neighborhood  projects.  It  reflects  the  most  current  data  for  San  Francisco  travel 
characteristics,  based  on  the  assumptions  used  for  the  Mission  Bay,  South  of  Market  and  Van  Ness  Avenue 
EIRs,  and  other  recent  environmental  analyses. 

These  guidelines  supersede  all  previously  published  transportation  analysis  guidelines.  It  must  be  noted  that 
these  are  only  guidelines.  It  must  not  be  assumed  that  the  Information  provided  herein  constitutes  a  complete 
scope  of  work  for  any  transportation  analysis. 

For  clarification,  the  following  represents  an  overview  of  the  process  Involved  in  the  preparation  of  a  transpor- 
tation analysis  for  environmental  review  purposes.  No  estimate  or  assumption  is  made  or  inferred  regarding  time 
lines  for  the  various  steps. 

1 )  The  project  sponsor  or  a  designated  representative  files  an  Environmental  Review  (EE)  application  with 
the  Department  Once  the  application  is  considered  complete  by  the  Department  a  case  number  is 
assigned  and  a  staff  person  from  the  Department's  Office  of  Environmental  Review  (OER)  is  designated 
as  the  coordinator  for  environmental  review.  This  individual  will  be  different  than  the  staff  person  handling 
any  review  necessary  for  other  permit  approval,  but  will  coordinate  with  other  Department  staff.  || 

2)  A  scoping  meeting  is  held  with  the  OER  staff  coordinator  (other  Department  staff  may  also  be  involved), 
the  project  sponsor  and  the  environmental  consultant  hired  by  or  being  considered  by  the  project  sponsor. 
The  scoping  meeting  will  determine  the  specific  issues  to  be  examined  in  the  environmental  review 
process. 

3)  If  the  Department  determines  that  a  transportation  study  is  required,  the  consultant  or  its  subconsultant  will 
meet  with  the  Transportation  staff  of  the  Department  to  determine  the  specific  transportation  issues  to 
study  and  determine  other  parameters  as  defined  in  these  guidelines.  The  consultant  then  prepares  a  draft 
transportation  analysis  scope  of  work  for  Departmental  review,  revision  if  necessary,  and  final  approval. 
No  work  should  be  initiated  by  the  transportation  consultant  until  a  written  scope  of  work  has  been 
approved  by  the  Department  including  both  the  Transportation  Section  and  the  Office  of  Environmental 
Review  (OER),  by  transmittal  to  the  consultant  of  the  form  shown  in  Appendix  8. 

The  Department  will  make  every  reasonable  effort  to  anticipate  and  include  in  the  scope  of  work  typical 
concerns  of  other  City  agencies.  However  it  is  not  possible  for  the  Department  to  anticipate  in  advance 
all  issues  and  concerns  which  may  later  be  raised  by  other  Departments  such  as  Muni  or  the  Department 
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of  Parking  and  Traffic.  Ultimately  the  scope  of  work  may  need  to  be  revised  after  approval  such  that  it 
adequately  addresses  the  issues  raised  by  alt  CHy  agencies.  Any  contractual  arrangement  between  the 
project  sponsor  and  its  consultant  preparing  the  transportation  report  should  reflect  flexibility  to  address 
other  Departments'  concerns  as  they  are  raised. 

Department  staff  should  be  contacted  to  discuss  the  appropriate  workscope  only  after  the  project  applicant 
has  filed  an  acceptable  Environmental  Evaluation  with  the  Departs 

4)  The  consultant  will  do  special  studies,  such  as  transportation  analysis,  and  may  prepare  an  Initial  Study, 
so  that  OER  may  determine  whether  the  project  will  need  a  Negative  Declaration  or  an  EIR. 

5)  Based  on  the  approved  scope  of  work,  the  consultant  (or  its  subconsultant)  conducts  the  analysis  required 
independent  of  the  project  sponsor,  and  submits  drafts  directly  to  the  Department  for  review,  comment  and 
approval,  ft  is  recognized  that  more  than  one  submittal  of  preliminary  transportation  findings  will  normally 
be  necessary  in  order  to  achieve  a  satisfactory  final  transportation  report  ft  is  expected  that  the  consultant 
will  work  closely  with  Department  transportation  and  OER  staff  to  ensure  that  all  recommended  modifica- 
tions to  preliminary  draft  submittals  are  accomplished  in  a  timely  fashion.  It  is  expected  that,  under  normal 
circumstances,  up  to  three  drafts  of  a  transportation  study  may  be  required  before  the  Department  accepts 
H  as  final. 

In  the  event  that  the  consultant  is  unable  to  produce  an  acceptable  final  transportation  report  within  three 
submittals,  absent  extenuating  circumstances  beyond  the  control  of  the  consultant,  the  Department  will 
take  additional  time  and  exercise  greater  scrutiny  in  its  review  of  work  submitted  by  that  consultant  for 
future  projects,  resulting  in  significant  delays  to  the  project  sponsor. 

6)  Pertinent  information  from  the  final  transportation  report  will  be  summarized  for  inclusion  in  an  EIR  or 
Negative  Declaration.  The  specific  information  to  be  extracted  and  summarized,  and  the  manner  in  which 
this  information  is  to  be  presented  in  the  EIR  or  Negative  Declaration,  will  be  determined  on  a  case-by-case 
basis  under  the  direction  and  guidance  from  the  OER  staff  person  assigned  to  the  project. 

The  selection  of  the  transportation  consultant  is  at  the  discretion  of  the  project  sponsor,  contingent  upon  submittal 
of  an  acceptable  work  scope  to  Department  staff.  The  consultant's  work  effort  is,  however,  to  be  entirely  under 
the  direction  of  the  assigned  Department  staff.  All  submittals  are  to  be  made  directly  to  the  Department's  Office 
of  Environmental  Review.  Copies  of  the  draft  transportation  report  will  be  made  available  to  the  project  sponsor 
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only  in  very  unusual  circumstances,  and  any  comments  by  the  sponsor  must  be  directed  to  Department  staff, 
not  the  transportation  consultant  The  consultant  is  expected  to  respond  fully  to  direction  by  Department  staff 
without  interference  from  the  project  sponsor  or  Hs  representatives. 

The  role  of  the  project  sponsor  and  its  representatives  during  the  preparation  of  the  transportation  report  should 
be  limited  to  provision  of  details  concerning  the  project,  response  to  recommended  changes  affecting  project 
circulation,  and  indication  of  support  or  lack  of  support  for  recommended  mitigation  measures  and  other 
transportation  improvements. 

Transportation  analysis  is  often  a  complex  and  lengthy  process.  The  Department  strongly  advises  that  ft  begin 
as  early  as  possible,  to  avoid  unnecessary  delays. 
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Analysis  Guidelines 

Each  transportation  report  for  any  project  is  to  follow  a  consistent  format  as  presented  here,  and  include  all  of 
the  elements  and  information  presented  in  these  guidelines. 

1.   Project  Description 

All  analyses  must  include  a  detailed  project  description.  This  information  is  to  be  presented  as  the  first 
section  of  the  document. 

The  project  description  must  include  the  following  information: 

Case  file  number  for  the  project,  as  assigned  by  the  Department. 
.      Location  of  the  project  she  -  address,  Assessor's  Block  and  Lot  number(s),  cross  streets. 

•  Lot  area,  and  existing  and  proposed  zoning. 

.  Existing  and  proposed  total  square  footage  for  each  land  use  type  and  the  number  of  units  for 
residential,  hotel/motel,  and  live/work  projects,  including  net  changes  in  each  type  of  use. 

•  Existing  and  proposed  estimated  number  of  employees  and/or  residents  by  type  of  use,  including 
net  changes  (Refer  to  Appendix  3  for  employment  and  residential  densities  by  land  use). 

•  Description  and  plans  for  existing  and  proposed  use  (if  any)  of  public  rights  of  way  by  present  or 
proposed  uses,  either  above  or  below  grade  (e.g.  air  rights,  surface  or  subsurface  revocable 
permits),  including  sidewalk  width  changes,  changes  in  width  or  number  of  traffic  lanes,  function 
of  lanes  in  terms  of  traffic  channelization,  and  direction  of  travel. 
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Detailed  plans  showing  vehicular  and  pedestrian  site  access,  including  location  and  width  of  curb 
cuts  for  both  existing  and  proposed  uses,  and  proposed  internal  vehicular  circulation,  presented 
in  standard  architectural  or  engineering  scale. 

Identification  of  all  approval  actions  required  by  City  departments,  including  use  permits,  vari- 
ances, encroachment  permits,  changes  in  public  rights-of-way. 

2.    Project  Setting 

The  setting  information  shad  be  presented  immediately  following  the  Project  Description,  as  a  discrete 
chapter  or  report  section.  The  goal  Is  to  provide  a  brief  but  complete  description  of  existing  transportation 
infrastructure  and  conditions  in  the  vicinity  of  the  project  (generally  a  radius  of  two  blocks  or  up  to  one 
quarter  mile).  Any  quantitative  information  necessary  to  make  comparisons  between  existing  conditions  and 
those  resulting  from  project  implementation  and  cumulative  development  should  be  limited  to  the  project 
impacts  discussions. 

The  specific  perimeters  of  the  study  area,  for  both  setting  and  project  impacts  analysis,  are  to  be  confirmed 
with  Department  staff  within  the  context  of  approval  for  a  scope  of  work.  " 

The  Setting  section  shall  include  the  following  text  Information: 

Street  designations  as  provided  In  the  Master  Plan  (Major  or  Secondary  Thoroughfares,  Transit 
Preferential  Streets,  Bicycle  Routes,  etc.)  including  description  of  number  and  width  of  lanes, 
direction  of  flow,  presence  of  transit  preferential  lanes  or  peak  period  tow-away  lanes  affecting 
roadway  travel  capacity. 

Access  to  regional  highways  and  freeways,  including  location  of,  distance  from,  and  route  to  and 
from  on-ramps  and  off-ramps. 

Description  of  public  transit  routes  operating  on  streets  within  the  study  area,  by  operator  function 
(local,  express,  crosstown,  etc.),  service  areas,  hours  of  service  of  each  route,  and  type  of  vehicle 
(diesel  coach,  trolley  bus,  streetcar/subway,  etc.).  For  projects  subject  to  Code  Section  321 ,  the 
report  must  identify,  by  operator,  all  fines  within  1/4, 1/3,  and  1/2  mile  radii  of  the  site. 
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Official  (legislated,  available  from  Department  of  Public  Works,  Maps  and  Surveys),  actual  and 
effective  widths  of  sidewalks  immediately  adjacent  to  the  project  site. 

•  Characteristics  of  parking  within  the  study  area  (typically  within  a  two  block  radius  of  the  site,  but 
as  determined  in  the  approved  scope  of  work),  including  number  of  on-street  parking  spaces, 
control  of  on-street  parking  (e.g.  meters,  signed  for  time  limit,  neighborhood  residential  permit 
parking,  etc.),  number  of  off-street  parking  facilities  and  spaces,  and  whether  off-street  parking  is 
provided  as  independently-accessible  stalls,  or  tandem/stacked  valet  operation.  Any  special 
circumstances  affecting  the  availability  of  parking  in  the  vicinity  of  the  proposed  project  (e.g. 
periods  of  peaking  in  parking  demand,  institutional  and  other  large  sources  of  localized  parking 
demand,  or  the  area's  relative  degree  of  parking  need  as  documented  in  the  1985  Neighborhood 
Parking  Plan  or  other  relevant  studies)  are  to  be  noted. 

The  Setting  section  shall  also  provide  graphics,  including: 

.  Street  maps  of  the  study  area  showing :  street  names,  number  and  direction  of  lanes;  transit  service 
by  line  number  and  with  stop  locations  identified;  and  location  and  amount  of  parking  facilities.  For 
projects  subject  to  Code  Section  321,  the  transit  map  is  to  show  1/4, 1/3,  and  1/2  mile  radii  fines. 

3.    Travel  Demand  Analysis 

Net  new  travel  demand  generated  by  the  project  is  to  be  estimated,  based  on  the  otfference  between 
existing  and  proposed  land  uses.  Person  trip  generation  rates  per  employee,  unit  of  square  footage  for  each 
land  use,  or  other  unit  of  measure  as  shown  in  Appendix  1,  are  to  be  used. 

.  Each  analysis  should  apply  these  trip  generation  rates  individually  to  existing  and  proposed  uses,  and  straw 
the  difference  ("net  new")  by  land  use  and  in  aggregate. 

The  Travel  Demand  Analysis  is  to  include  the  following,  unless  otherwise  directed  in  the  work  scope: 

Project  trip  generation  (24-hour,  P.M.  Peak  Period  and  P.M.  Peak  Hour)  by  land  use  for  existing 
uses  and  the  project;  and 
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.  Tables  showing  net  new  person  trips  distributed  to  various  directions  of  travel,  and  assigned  to  the 
appropriate  modes  (auto,  transit,  walk  and  other).  Modal  assignm  ent  should  also  be  calculated  for 
daily,  P U.  Peak  Hour  and  P.M.  Peak  Period  in  all  situations  (show  OUTBOUND  ONLY  for  projects 
In  C-3  District  SOMA  and  Mission  Bay  projects). 

Note  that  the  weekday  P.M.  Peak  Period  is  generally 4:00-6:00,  and  counts  will  be  conducted  at  least  during  this 
period.  For  projects  in  the  greater  downtown,  the  P.M.  Peak  hour  is  4:30-5:30.  For  projects  In  other  areas  the 
traffic  counts  will  show  the  actual  peak  hour  for  adjacent  streets.  The  Department  may  also  request  counts  for 
different  times  to  reflect  the  peak  period  of  trip  generation  by  the  land  use  if,  based  on  informed  knowledge  of 
the  project  and  its  vicinity,  ft  seems  reasonable  to  assume  that  conditions  during  such  time  may  be  worse  than 
during  typical  weekday  P.M.  Peak  Hour  or  Peak  Period. 

Previous  analyses  have  shown  that  work  and  nonwork  travel  have  different  geographic  distributions  and  mode 
splits.  Appendix  2  gives  Work/Nonwork  trip  splits  by  land  use.  The  trip  Distribution  and  modal  splits  shown  In 
Appendix  3  are  to  be  applied  to  work  or  non  work  travel  components  for  the  various  land  uses,  by  time  period 
of  analysis,  in  calculating  the  distribution  and  mode  of  total  net  project  travel. 


4.    Transportation  Impacts  Analysis  ™ 

Analysis  for  all  projects  is  to  be  conducted  for  project-specific  impacts,  and  for  cumulative  impacts. 

A.     Traffic  Impacts 

Traffic  impacts  text  should  begin  with  a  concise  discussion  of  the  cumulative  context  Year 
2000(or  other  long-range  horizon  year)  analysis  is  to  assume  a  growth  facta  for  "back- 
ground" traffics  specified  in  Appendix  4.  Traffic  generated  by  the  project  alone,  and  by 
alt  known  projectsapproved  or  under  formal  reviewin  the  general  vicinity  of  the  project  sfte, 
are  to  be  expressed  asa  percentage  of  this  overall  growth  facta,  ff  the  percentage  seems 
to  be  so  high  as  to  represent  an  unreasonable  share  of  the  anticipated  horizon  year  growth 
or  exceed  the  overall  growth  factor  ,the  consultant  will  need  to  discuss  the  issue  with  De- 
partment staff  to  determine  the  appropriate  methodology. 

Specific  methodology  guidelines  are  provided  in  Appendix  4.  The  specific  intersections  to 
be  analyzed  will  be  identified  in  the  approved  scope  of  work  fa  the  transportation  analysis. 
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Intersection  Level  of  Service  analysis  for  P.M.  Peak  Hour  (unless  other  periods  are  also 
specified  in  the  work  scope),  including  a  table  showing  comparison  for  each  identified 
Intersection  between  existing,  existing  plus  project,  and  a  future  horizon  year  (inclusion  of 
project  traffic  is  assumed,  not  additive  for  horizon  year  analysis). 

B.      Transit  Impacts 

In  the  case  of  downtown  projects,  year  2000  conditions  for  the  Muni  and  regional  transit 
screenlines  for  outbound  travel,  as  expressed  in  the  Mission  Bay  FEIR,  are  to  be  used  to 
describe  the  cumulative  context.  Similar  to  traffic  impacts  analysis,  the  net  new  transit  trips 
generated  by  the  project  should  be  cited,  and  also  expressed  as  a  percentage  of 
cumulative  growth  by  operator. 

For  projects  outside  of  the  C-3,  SOMA  and  Mission  Bay  districts,  assessment  of  P.M.  Peak 
'  Hour  and  Peak  Period  conditions  for  transit  operations  should  reflect  travel  patronage  dis- 
tributed among  the  various  fines  serving  the  vicinity  of  the  project  site,  but  not  include  a  line- 
by-line  analysis.  The  aggregation  would  be  expressed  as  the  averaged  load  factor  for  all 
lines  serving  the  project  vicinity  (e.g.  if  the  project  is  served  by  the  71 , 7, 6, 33,  and  N-Judah 
lines,  express  the  load  factor  as  an  average  of  all  5  lines).  Neighborhood  projects  need  not 
assume  cumulative  patronage  growth  for  any  future  horizon  year. 

Load  factors  for  the  aggregated  lines  are  to  be  cited  for  existing,  existing  plus  project  and, 
for  downtown  projects,  the  horizon  year,  during  P.M.  Peak  Hour  and  Peak  Period  condi- 
tions, ft  should  be  noted  whether  the  project  is  upstream  or  downstream  from  the  Maxim  urn 
Load  Points  (MLPs)  for  Muni  lines  serving  the  project. 

The  estimated  number  of  trips  which  transfer  between  regional  carriers  and  Muni  fines 
serving  the  project  should  be  included  in  the  Muni  assignment. 

For  downtown  and  vicinity  projects,  BART  demand  for  West  Bay  and  East  Bay  directions 
of  travel  should  be  shown  separately. 
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C.     Parking  Impacts 

Project  parking  demand  is  to  be  calculated  for  both  long-term  and  short-term  users  for  com- 
mercial projects,  and  for  resident  parking  demand  in  projects  which  include  housing. 

in  some  situations  (e.g.  when  overlapping  work  shifts  of  the  project  or  adjacent  uses  cause 
an  accumulation  of  parking  demand  greater  than  the  daily  average  total),  accumulated 
peak  parking  demand  and  its  impact  should  also  be  quantified. 

If  a  proposed  project  would  displace  existing  parking,  characteristics  of  such  parking 
should  be  accounted  for  as  follows: 

( 1)  the  amount  of  parking  reserved  for  the  exclusive  use  by  employees  and  visitors  of 
uses  currently  on  the  she;  and 

(2)  the  amount  of  on-site  parking  which  is  considered  required  accessory  parking  to 
off-site  land  uses. 

(3)  the  amount  of  parking  available  to  the  general  public,  characterized  separately  by  ^ 
long  term  (monthly  or  other  leases)  and  short  term  (available  at  hourly  or  daily 
rates); 

Project  parking  demand  (including,  if  appropriate,  demand  for  parking  displaced)  should 
be  compared  to  Planning  Code  requirements,  and  to  the  amount  of  parking  to  be  provided. 

Impacts  of  any  deficiency  in  parking  supply  relative  to  estimated  demand,  including  current 
users  of  public  parking  to  be  displaced  by  the  project,  should  be  quantified  in  terms  of  the 
estimated  resultant  increase  in  occupancy  of  available  on  street  and  off  street  facilities. 

The  amounts  of  bicycle  and  handicapped  parking  to  be  provided  are  to  be  cited  and 
compared  with  Code  requirements  (including  State  and  other  as  appropriate  for  handi- 
capped parking)  and  estimated  demand. 

Identification  of  any  parking  access  affecting  a  Transit  Preferential  Street,  or  any  street 
Identified  in  the  Master  Plan  for  full  or  partial  priority  for  pedestrians,  and  any  potential 
conflicts  affecting  transit,  pedestrian  or  vehicular  flow. 

I 
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Any  special  circumstances  affecting  the  availability  of  parking  in  the  vicinity  of  the  proposed 
project  as  identified  in  the  Setting  Section  are  to  be  taken  into  consideration  in  the  analysis 
and  noted. 

D.     Pedestrian  Impacts 

Pedestrian  trips  generated  by  the  proposed  project  should  be  estimated  for  PM.  Peak 
Hour,  midday,  and/or  the  proposed  project's  peak  period  of  trip  generation. 

Level  of  service  conditions  when  appropriate  for  existing,  existing  plus  project  scenarios 
are  to  be  calculated  according  to  direction  from  Department  OER  and  Transportation  staff. 
Pushkarev  and  Zupan  pedestrian  Level  of  Service  standards  and  methodology  for 
Average  Row  Characteristics  Related  to  Flow  In  Platoons,  or  1985  Highway  Capacity 
Manual  methodology  (Chapter  13),  is  considered  acceptable  for  the  analysis;  appropriate 
references  are  to  be  included. 

In  the  downtown  area,  growth  factors  used  for  future  traffic  analysis  are  also  to  be  used  to 
determine  growth  fai  pedestrian  travel. 

Midblock  pedestrian  Level  of  Service  analysis  may,  In  some  situations,  be  requested  in 
addition  to  Level  of  Service  analysis  at  pedestrian  crossing  (intersection)  locations. 

E.     Freight  Loading  and  Service  Impacts 

Off-street  truck  loading  requirements  should  be  specified  according  to  the  Planning  Code. 

Project  truck  toaaing  demand  and  service  rate  for  peak  loading  period  and  the  entire  day 
should  be  estimated,  using  the  data  shown  in  Appendix  7,  and  compared  with  Planning 
Code  requirements  and  proposed  on-site  facilities. 

The  location,  number  and  dimensions  (including  vertical  clearance)  of  all  spaces  provided 
for  freight  and  service  functions,  including  van  size  spaces  substituted  for  full  size  spaces, 
are  to  be  specified.  The  location  of  freight  elevators  relative  to  all  loading  and  service 
parking  areas  is  to  be  shown,  with  dear  identification  of  the  circulation  path  between  the 
loading/service  stalls  and  elevators. 
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I 

If  demand  exceeds  supply  for  "average"  conditions,  especially"  If  no  off-street  loading] 
facilities  are  proposed  to  be  included  with  the  project  quantification  of  resulting  impacts 
(e.g.  time  of  day,  number  of  instances  and  duration  of  double-parked  vehicles)  should  be 
made,  and  details  should  be  provided  regarding  how  service  needs  would  be  accommo- 
dated. 

if  truck  movements  would  require  backing  into  or  out  of  the  site  on  public  rights  of  way,  the 
resultant  delays  to  traffic,  transit  vehicles  and  pedestrians  are  to  be  characterized. 

Identification  of  truck  loading  access  affecting  a  Transit  Preferential  Street  or  any  street 
identified  in  the  Master  Plan  for  full  or  partial  priority  for  pedestrians,  and  any  potential 
conflicts  affecting  transit,  pedestrian  or  vehicular  flow. 

in  the  case  that  a  proposed  project  would  rely  on  curbside  yellow  loading  zones,  an 
occupancy  and  turnover  analysis  is  to  be  conducted  for  existing  curbside  loading  spaces 
in  the  immediate  vicinity  of  the  project  she,  to  estimate  the  probable  availability  of  such 
spaces  to  serve  the  needs  of  the  proposed  project  primarily  during  the  1 0:00  A.M .  to  3  .DO 
P.M.  weekday  period  but  also  inclusive  of  additional  times  as  warranted  for  the  specific g 
use(s)  proposed.  I 

If  applicable ,  the  extent  of  taxi,  tour  bus,  or  other  types  of  passenger  loading  and  unloading 
needs  should  be  specified  including  details  regarding  how  these  functions  would  be 
served.  Where  a  porte  cochere  or  other  off-street  passenger  loading  area  is  required  or 
provided,  include  plans  showing  location,  lanes,  circulation,  and  all  dimensions.  Any  plans 
to  seek  colored  marked  curbside  areas  from  the  Department  of  Parking  and  Traffic  should 
be  noted. 

■ 

F.      Construction  Impacts 

The  number  of  daily  and  P.M.  peak  period  construction  truck  trips,  by  construction  phase, 
should  be  cited. 
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Closure  or  temporary  use  of  pedestrian  ways,  parking  lanes  or  traffic  lanes  is  to  be 
Identified,  Indicating  the  extent  and  duration  of  such  closure  or  temporary  use.  Impacts 
associated  with  such  occupation  of  public  rights  of  way  should  be  quantified,  in  terms  of 
parking  lost  effects  on  transit  operations  and  loading,  or  temporary  degradation  in  levels 
of  service  for  intersections  and/or  pedestrians. 

In  large  projects,  the  staging  of  construction  trucks  for  materials  delivery  should  be  cited, 
and  parking  needs  of  construction  workers  identified. 

5.   Appropriate  Transportation  Mitigation  Measures 

Transportation  reports  are  frequently  used  not  only  for  environmental  evaluation  but  also  in  the  conditional  use 
and  other  permit  processes.  It  is  important  to  recognize  the  Differences  between  these  processes. 

Mitigation  measures  required  to  deal  with  impacts  determined  to  be  environmentally  significant  according  to 
CEQA  standards  should  be  clearly  identified.  When  CEQA  based  mitigation  is  included  as  a  condition  of  approval 
for  a  project,  a  monitoring  program  for  each  mitigation  measure  is  also  required  and  must  be  cited. 

There  are  also  cases  in  which  no  significant  transportation  impacts  are  identified  and  mitigation  is  not  required. 
In  these  cases,  there  may  be  desirable  measures  to  improve  transportation  conditions  which  may  be 
recommended  and  subsequently  included  as  conditions  of  project  approval.  Such  measures  are  NOT  to  be 
termed  as  "mitigation." 

Mitigation  measures  required  under  CEQA  should  be  clearly  distinguished  from  recommended  transportation 
improvements  which  are  not  related  to  CEQA  requirements. 

"  Whenever  either  type  of  measure  is  identified,  the  following  must  be  cited: 

•        If  implementation  would  be  the  responsibility  of  the  project  sponsor,  Indicate  whether  the  project 
sponsor  supports  or  fails  to  support  each  specific  recommendation. 

.  If  implementation  would  be  the  responsibility  of  the  City  or  another  agency,  the  responsible 
department  or  agency  should  be  identified  and  its  position  on  each  recommendation  should  be 
stated. 
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m 

Typical  transportation  mitigation  measures  for  downtown  area  projects,  to  address  significant  impacts  as  defined 
by  CEQA  standards,  are  shown  in  Appendix  6.  While  some  of  these  may  be  appropriate  for  projects  outside  of  j 
the  downtown  area,  mitigation  measures  for  such  projects  would  generally  be  a  function  of  the  specific  conditions 
and  Impacts  identified  by  the  transportation  study  for  each  project. 


6.   Appendices  for  Inclusion  in  Transportation  Reports 

The  following  appendices  are  to  be  included  with  all  transportation  analyses: 

Complete  sets  of  all  traffic  and  pedestrian  counts. 

Complete  sets  of  all  traffic  and  pedestrian  Level  of  Service  calculations. 

Complete  sets  of  all  analysis  assumptions  (including  trip  generation  rates,  transit  patronage  and 
capacities,  parking  turnover  rates,  mode  splits,  etc.). 


Intersection  LOS  definitions  and  descriptions. 

Transit  LOS  definitions  and  descriptions,  Including  photographs  of  typical  conditions  representing 
each  LOS. 

Pedestrian  LOS  definitions  and  descriptions,  including  photographs  of  typical  conditions  repre- 
senting each  LOS. 

Transportation  Study  Scope  of  Work  Acknowledgement  and  Approval  form,  completed  by  the 
Department  and  showing  approval,  and  a  copy  of  the  approved  scope  of  work. 


( 


4 
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APPENDIX  1 


Trip  Generation  Rates  for  Typical  Land  Uses 

Daily  Person  Trip  Rate  P M.  Peak  Percentage  of  Dally  Trips 


Land  Use 

Density™ 

Per  Employee 

Per  UnR  Land  Use") 

Peak  Hour 

Peak  Period 

C-3  Primary  Office 

Under  100,000  GSF 

208 

4.08 

19.6 

9.5 

15.6 

100,001-200,000 

227 

3.38 

14.9 

10.5 

17.3 

ever  200,000  GSF 

276 

3.06 

11.1 

11.3 

18.6 

C-3  Secondary  Office 

276 

5.0 

18.1 

6.6 

11.5 

Govement  Office 

172 

122 

71.0 

6.0 

10.0 

BackOffice 

210 

3.4 

16.2 

12.5 

20.5 

Other  Office 

276 

5.0 

18.1 

8.5 

14.0 

General  Convenience 

Retail 

350 

52.5 

150 

4.0 

ao 

Sales/Showrooms 

Composite  Rale 

721 

22.0 

30.5 

6.6 

1Z0 

Bulk  Sales 

719 

33.6 

46.7 

6.6 

120 

Showrooms 

830 

5.0 

6.0 

6.6 

12.0 

Services 

Composite  Rate 

655 

10.0 

15.2 

3.7 

11.0 

Service  Delivery 

1234 

6.5 

5.3 

3.7 

11.0 

Service  Repair 

775 

23.8 

30.7 

3.7 

11.0 

Service  Institutional 

248 

7.1 

28.6 

3.7 

11.0 

Distribution 

1234 

126 

10.2 

3.2 

6.5 

Manufacturing 

567 

4.5 

7.9 

12.4 

19.0 

Eating/Drinking 

Composite  Rate 

600.0 

13.5 

27.0 

QuaHty  Sit  Down 

200.0 

13.5 

27.0 

Fast-Food 

1400.0 

13.5 

27.0 

C-3  Hotel 

908 

15.8 

17.4 

3.2 

7.0 

HoteVMotel 

622 

17.9 

21.8 

5.5 

11.0 

Athletic  Clubs 

57.0 

10.5 

BUIards  Parlors 

2.6** 

40.0 

Daycare  Centers 

67.0 

18.0 

N/A 

Residential 

Single  Famfty/2+ 

10.0* 

17.3 

21.0 

Bdrm.  Multi-Unit 

1  BdrmyStuoTo 

7.5W 

17.3 

21.0 

NOTES:  (t)Gross  Square  Feet  per  employee 

(2)  Trips  per  1,000  GSI  unless  otherwise  specified 

(3)  Trfps  per  bfflard  table 

(4)  Trips  per  unit 


Source:  Mission  Bay  FEIR 

South  ol  Market  FEIR 

Trip  Generation,  5&i  EdWon,  HE 
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APPENDIX  2 


Percent  Work/Non-Work  Trip  Split 

 ;  = 

24-Hour 

P.M.  Peak  Hour 

Pit  Peak  Period 

Work/Non-Work 

Work/Non-Work 

Work/Non-Work 

C-3  Districts 

Primarv/Back  Offira 

36/64 

83/17 

83/17 

fnovpmmpnt  Offirp 

20/80 

83/17 

83/17 

Hotel 

12/88 

60/40 

64/36 

Ratal 

4/96 

4/96 

4/96 

Non  C-3  Districts 

Primary  Office 

36/64 

83/17 

78/22 

BackOffice 

WHwl\  N^l  1  Ivv 

53/47 

83/17 

78/22 

Government  Office 

20/80 

83/17 

78/22 

Convenience  Retail 

8/92 

8/92 

852 

Hotel/Mote! 

10/90 

45/55 

29/71 

Sales/Showrooms 

8/92 

3357 

23/77 

Service 

18/82 

75/25 

9357 

Distribution 

14/86 

75/25 

75725 

Manufacturing 

40/60 

67/33 

60/40  | 

Industrial/Warehouse 

Automotive  Parking 

4357 

43/57 

53/47 

Residential 

3357 

50/50 

5050 

Source:       Mission  Bay  FEIR,  South  of  Market  FBR 

For  commercial/industrial  uses,  100%  of  all  work  trips  during  P.M.  peak,  and  50%  of  ail  non-work  trips  during  P.M.  peak, 
are  outbound. 


For  residential  uses,  all  P.M.  peak  work  trips  and  33%  of  all  P.M.  peak  non-work  trips  are  inbound  to  the  project;  resident 
inbound/outbound  trip  directions  may  or  may  not  correspond  to  peak  outbound  regional  travel  direction. 
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C-3  Office  Journey  to  Work  Trips  Based  on 
P.M.  Peak  Period  Residential  Distribution  and  Mode  Split 


Distribution  Mode  Split 


NE  San  Frandsco                                        10%                                              Drive  Alone  6% 

Carpod  3 

MUNI  42 

BART  I 

Walk  47 

Other  1 

NW  San  Frandsco                                       17%                                              Drive  Alone  23% 

Carpool  11 

MUNI  64 

Other  2 


SE  San  Frandsco 


8% 


Drive  Alone 

Carpool 

MUNI 

BART 

Other 


28% 
11 
33 
19 
S 


SW  San  Frandsco 


17% 


Drive  Alone 

Carpool 

MUNI 

BART 

Other 


18% 
14 
62 
8 
1 


North  Bay                                                  11%                                                 DrtveAlone  28% 

Carpool  14 

Vanpod  1 

Charter/Cfub  Bus  4 

GG  Bus  41 

Ferry  12 

East  Bay                                                 27%                                              Drive  Alone'  6% 

Carpool'  8 

Vanpod  6 

BART1  56 

AC  22 

Charter/Club  Bus  1 

Ferry  1 

Peninsula                                                 6%                                              Drive  Alone  23% 

Carpool  24 

Vanpod  1 

MUNI  2 

BART  25 

SemTrsns  9 

CafTraln  16 

Other  1 

Internal  to  C-3                                               4%                                                 DrtveAJone  2% 

MUNI  40 

BART  1 

Walk  55 

Cither  2 


'PJyt.  Peak  modal  splits  to  the  East  Bay  have  been  adjusted  to  account  for  return  trips  on  BART,  AC  Transit  and  Drive  Alone  modes  by  mote  who 
participate  In  "casual  carpods  "  lor  their  morning  commute.  As  a  result,  shares  lor  these  three  modes  are  higher  and  carpool  modd  ehare  to  less  rn  the 
evedng  than  those  reflected  In  previous  guidelines  which  genera ty  refected  morning  comrnuW  mode.  Adkistments  were  based  on  recoil  pubtshed 
research  and  recent  commute  surveys,  as  referenced  below.  

Source:  South  of  Market  FHR.  Department  transportation  model  Inputs  lor  C-3  District  ^ 

"Casual  Carpoolng  In  the  San  Frandsco  Bay  Area";  Sieve  Berddo.  Transportaf  on  Ouartefty.  January  1 990 
"1990  Year  End  Report  to  the  City  Planning  Commission's  TMA  of  San  Frandsco.  December  1990. 
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APPENDIX  23 


C-3  Non-Office  Journey  to  Work  Trips  Based  on  P.M.  Peak  Period  Residential  Distribution  and  Mode  Split 

Distribution 

If  1      f«    If  ■ 

Mod*  Spin 

NE  San  Francisco 

11.4% 

Drtve  Alone 

5.2% 

Carpool 

2.9 

MUNI 

42.9 

BART 

0.S 

Walk 

46.9 

other 

1.6 

NW  San  Frandseo 

20.3% 

Drive  Alone 

23.1% 

munT* 

11.6 

63.6 

BART 

02 

Walk 

0.7 

Other 

0.6 

SE  San  Frandseo 

13.2% 

Drtve  Alone 

27.6% 

Cdpool 

10.4 

Vanpool 

1.6 

MUNI 

32.9 

BART 

19.0 

Walk 

0.6 

Other 

8.0 

Ml/  M  _    _I 

SW  San  Frandseo 

23.0% 

DrtVe  Alone 

16.3% 

Carpool 

10.8 

urn* 

0.3 

61.5 

BART 

8.3 

Other 

0.8 

Peninsula 

7.8% 

Drtve  Alone 

23.1% 

Carpool 

24.69 

Vanpool 

0.9 

MUNI 

2.0 

BART 

24.8 

SamTrans 

8.6 

CafTrafn 

15.1 

Other 

1.1 

East  Bay 

11.6% 

Drtve  Alone 

6.9% 

16.9 

Vanpool 

67 

BART 

47.8 

AC 

22.0 

Charter 

0.7 

norm  Bay 

2.7% 

Drtve  Alone 

27.8% 

Carpool 

14.4 

Vanpool 

2.3 

GO  Bus 

39.4 

Ferry 

11.1 

Charter 

4.8 

Other 

0.2 

Internal 

10.0% 

Drtve  Alone 

2.1% 

Carpool 

0.7 

MUNI 

40.1 

BART 

0.7 

Walk 

64.5 

Other 

1.9 

Source:  Mission  Bay  FETR.  Supporfng  Documentalon  Vol.  VI.  1985  Screenlne  Fomcasts 
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APPENDIX  3.3 


C-3  Non-Work  Trips  Based  on  P.M.  Peak  Period  Residential  Distention  and  Mode  Spilt 

Distribution 

ModaSplK 

nt  vAi i  riBiiwovv  itVrt 

IVrvn  Alftna 

Caipool 

8.5 

MUNI 

13.1 

DART 

Dnni 

n  ^ 

v.* 

Walk 

68.1 

VUM 

i.i 

WW  Can  Cnifv4cM  f 

nVY  oin  rrinCIECO  l.U7» 

unvv  Mono 

ZZ.47* 

Caipool 

30.0 

MUNI 

34.1 

DADT 

A  9 

uu.n, 
■ran 

ffl  1 
IV.* 

mnar 

9  0 

SE  San  Frandsco  2.0% 

Drive  Alone 

29.4% 

Caipool 

30.0 

MUNI 

91  9 

clue 

RART 

1«  q 

nam 

9  n 

flHtar 
wunl 

9  1 

OW  Cm  Cm n Wet* a                                     9  0*y 

flfllM  ILfM 

unvi  nnnw 

90  7V 

Caipool 

32^ 

MUNI 

40.4 

BART 

SO 

viini 

i  T 

i.i 

Pertnsula  3.0% 

Drive  Alone 

.  45.5% 

Caipool 

27.5 

III  Ml 

Muni 

RART 

a  n 

SafffiTians 

O.w 

CaTTrarn 

S.1 

Other 

0.9 

cist  Hay  d.u7» 

rWhM  Alnna 
l/TTYw  wviw 

ii  (W 

Caipool 

1 1.0 

DADT 
DAHI 

Oi  9 

Z4.3 

A^ 

ii  9 

14.Z 

North  Bay  2.0% 

■»  .  ■  ■  A  i  

ufTve  wone 

64.0% 

Caipool 

223 

OGBus 

20.0 

Fany 

3.8 

Internal  83.0% 

Drive  Alone 

8.9% 

Carpool 

8.5 

MUNI 

13.1 

BART 

0.3 

Waft 

68.1 

Other 

1.1 

Source:      Mission  Bay  FEIH,  Supporting  Doeumentalon  Vol.  VI.  1985  Screenlne  Forecasts 
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APPENDIX  3.4  | 

SOMA/Mlsslon  Bay  Office  Joumey-To-Woik  Trips 
Based  on  P.M.  Peak  Period  Residential  Distribution  and  Mode 

Spilt 

HI  *t  rlU*  |M  am 

UlSinDuaon 

moofl  apin 

NE  San  Frandsco 

6.5% 

Drive  Alone 

22.9% 

Carpool 

15  i 

MUNI 

40.5 

Walk/Bike 

91  9 

NW  San  Francisco 

-5.3% 

Oifve  Alone 

Carpool 

6.1 

MUNI 

WaBvBme 

9 
M 

SE  San  Frandsco 

16.4% 

Drive  Alone 

Carpool 

OC  0 
SbWaV 

MUTll 

30.8 

BART 

2.0 

naavoKXe 

mil. . 

1.3 

SW  San  Frandsco 

16.9% 

Drive  Alone 

22.8% 

Carpool 

6.5 

lit  INI 
MUTll 

42.7 

ninr 
DAH  1 

14.3 

Other 

13.7 

Peninsula 

16.1% 

Drive  Alone 

16.5% 

Carpool 

19.6 

D  A  DT 

BAM  1 

11  k 

1  l.v 

SamTrens 

16.1 

carTrarn 

30.2 

unerter  bus 

East  Bay 

26.6% 

.  Drive  Atone 

11  T*. 

Carpool 

31.8 

it.  i 
vanpooi 

10.5 

22.3 

Zi.e 

Charter  But 

j  K 

North  Bay 

10.1% 

Drive  Alone 

Carpool 

13.5 

OQ  Bus 

82,1 

Feny 

11.0 

Charter  Bus 

9.9 

Internal  to  SOMA  and 

Mission  Bay 

2.1% 

Drtvf  AJone 

22.9% 

ClfpOOl 

15.4 

MUNI 

41.9 

WarX/Bfce 

19.8 

Soon*:            South  of  Market  FEIR;  extracted  from  Dept.  me 
which  represents  fie  bufc  of  oflce  space. 

20 

>del  Input  tables  lor  Subarea  2  within  the  SOMA  study  area. 
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SOMA  and  Mission  Bay  Non-OfflceJoumey-to-Work  Trips  and  Non-Work  Trips 
Based  on  P.M.  Peak  Period  Residential  Distribution  and  Mode 

Distribution 

Mode  Split 

WnrirlNnn.WAri( 

WnrV  IHn  n.Wn  rV 

HE  San  Francisco 

dJ9%/32% 

imve  Aione 

21.6%  /  33.0% 

Carpool 

7.9  /35.0 

Vanpool 

0.7  /  - 

MUNI 

44.5  / 11.0 

Wfllk 

24.7  / 16.0 

Other 

02  1  - 

Barf 

-  /  2.0 

Bate 

—  /  3.0 

NW  San  Fnndsco 

4.5%/ 8.4% 

Drive  Alone 

40.9%/ 34.0% 

Carpool 

14.6  /36.0 

Vanpool 

0.3  /  - 

MUNI 

43.0  /  24.0 

Walk 

-  /  - 

Bke 

0.6  /  3.0 

other 

V.I  1  3.0 

SE  Stn  Francisco 

20.4%/  8.4% 

Drive  Alone 

a*  4           f  A  J  Mr 

51.5%/  34.0% 

Carpool 

7.4  /36.0 

MUNI 

33.1  /24.0 

BART 

3.8  /  - 

Walk 

0.7  /  3.0 

Bate 

Z.9  /  3.0 

Other 

ft  C  J 

SW  San  Francisco 

15.0%/ 8.4% 

Ditve  Alone 

45.3%  /  34.0% 

Carpool 

11.6  /36.0 

MUNI 

32.4  /24.0 

BART 

6.3  /  - 

Walk 

0.5  /  3.0 

Other 

3.0  /  - 

Peninsula 

*  a  jay    *  At  fsnt 

18.1%/  3.2% 

Drive  Alone 

60.1%  /  48.0% 

Carpool 

11.1  /52.0 

Vanpool 

02  1 

MUNI 

02  1 

BART 

0.4  / 

SamTrars 

5.0  / 

CafTrafn 

iA  At  / 

12.8  / 

Charter 

4  4  1 

1.1  / 

Other 

02  1 

East  Bay 

21.9%/  1.1% 

a**  a  At  

Dnv*  Atone 

Z9.V%  /  48.0% 

Cvpool 

105  /52.0 

UaaaaaI 

v«npooi 

4.0  / 

BART 

jA  .J  / 

AC 

112  / 

wiener 

Z.U  / 

North  Bay 

11.0%/  5.3% 

Drive  Atone 

31.9%/ 48.0% 

Carpool 

35  J  /  62.0 

Vanpool 

02  1 

GQ  Bus 

24J  / 

Ferry 

9.9  / 

Charier 

1.7  / 

Mama)  to  SOMA 

and  Mission  Bey 

32%/ 61.0% 

Drive  Atone 

192%/ 33.0% 

Carpool 

62  /35.0 

UammaI 

VanpOOl 

0.4 

MUNI 

43.8/11.0 

BART 

2.0 

Walk 

30.1  /66.0 

Other 

0.3  /  0.3(Wke) 

Source:     South  of  Market  FErR,  background  documents  lor  Department  model  Inputs 
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Van  Ness  Avenue  Commercial  Journey  To  Work  Trips 
Based  onP.M.  Peak  Period  Trip  Distribution  and  Mode  Split 


Distribution 


Mode  Split 


12.3% 

Drive  Alone 

4.9% 

Cupool 

7J 

MUNI 

43.4 

Walk 

422 

Other 

1.6 

16.6% 

Drive  Alone 

2.3% 

Cupool 

14.8 

MUNI 

61.0 

Walk 

2.0 

Other 

IJ 

17.0% 

Drive  Alone 

20.6% 

Cupool 

17.5 

MUNI 

48.0 

BART 

11.8 

Walk 

0.4 

Other 

1.7 

7.3% 

Drive  Alone 

24.5% 

Cupool 

16.4 

MUNI 

53.8 

BART 

3.9 

Other 

1.4 

18.3% 

Drive  Alone 

41.5% 

Carpool 

28.6 

MUNI 

2.4 

BART 

16.6 

SemTrans 

8.1 

CaTTrafn 

2.8 

19.0% 

Drive  Atone 

23.3% 

Carpool 

12.0 

Vanpool 

4.1 

BART 

52.4 

AC 

8.2 

9.3% 

Drive  Alone 

19.3% 

Carpool 

24.8 

Vanpool 

4.3 

GQ  Bus 

45.6 

Ferry 

4.0 

Charter/Club  Bus 

2.0 

0.2% 

Drive  Alone 

12.48% 

Carpool 

0.7 

MUNI 

27.3 

Walk 

58.8 

Other 

0.8 

NE  San  Frendsco 


WW  San  Francisco 


SE  San  Frendsco 


SW  San  Frendsco 


Peninsula 


East  Bay 


North  Bay 


Interna)  to 

Van  Ness  Corridor 


Source: 
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APPENDIX3.7 


.  Van  Ness  Avenue  Commercial  Non-Work  Trips 
Based  onP.M.  Peak  Period  Trip  Distribution  and  Mode  Split 


Distribution  Mod*  Split 


NE  San  Fnndseo 

13.0% 

Drive  Alone 

37.4% 

Carpoot 

19.6 

MUNI 

26.4 

Walk 

14.0 

Other 

2.4 

NW  San  Frandsco 

26.7% 

Drive  Alone 

45.8% 

Caipool 

11.1 

MUNI 

30.6 

Walk 

10.0 

Other 

2.3 

SE  San  Frandsco 

18.1% 

Drive  Alone 

50.9% 

Caipool 

18.4 

MUNI 

21.0 

BART 

42 

Walk 

3.6 

Other 

U 

SW  San  Frandsco 

4.2% 

Drive  Alone 

47.5% 

Cvpoot 

10.9 

MUNI 

36.4 

BART 

3.5 

Other 

1.7 

Peninsula 

10.5% 

Drive  Alone 

56.6% 

Caipool 

28.5 

MUNI 

0.2 

BART 

7.0 

SamTrars 

3.0 

Other 

2.5 

East  Bay 

14.7% 

Drive  Alone 

43.9% 

Caipool 

7.5 

BART 

44.0 

AC 

4.6 

North  Bay 

5.6% 

Drive  Alone 

43.4% 

Caipool 

IIJ 

QQ  Bus 

40.0 

Ferry 

4.7 

Interna!  to 

7.0% 

Drive  Alone 

13.8% 

Van  Ness  Corridor 

Caipool 

6.5 

MUNI 

10.1 

Walk 

•  69.8 

Other 

0.8 

Source:  Van  Ness  Avenue  FEIR.  Appendix  I 
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Van  Ness  Avenue  Resident  Trips 
Based  on  P.M.  Peak  Period  Distribution1  and  Mode  Split 

Distribution 

Mod*  Split 

Work/Non-Work 

Work/Non-Work 

NE  Sen  Francisco 

59.1%/ 12.7% 

Drive  Akme 

14.9%/ 20.9% 

Carpooi 

11.1  1232 

MUNI 

53.6  Z37.9 

ftfBm 

10.4  /  0.0 

Other 

1.8  /  12 

NW  San  Frandsco 

17.4%/  9.2% 

Drive  Alone 

37.7%/ 18.1% 

Carpooi 

11 J  /23.6 

MUNI 

31 J  /44.8 

ir  7  /  in  i 

10. /  I  1U.# 

Other 

2.5  /  3.1 

SE  San  Francisco 

9.2%/  6.6% 

Drive  Alone 

45.2%/ 17.7% 

Caipool 

9.6  / 12-5 

MUNI 

40.6  /60.0 

Walk 

2.4  /  1.8 

Ulnar 

0  O    /    0  ft 

22  1  8.0 

SW  San  Frendsco 

2.7%/  5.4% 

Drive  Alone 

86.7%/ 10.4% 

Carpooi 

4.9  /  1 1.6 

MUNI 

25.7  /  73.0 

BART 

0  /  5.0 

HUM* 

CI  1  u 

Peninsula 

5.0%/  5.9% 

Drive  Alone 

65.0%/ 35.6% 

Carpooi 

155/17.3 

MUNI 

1.8/  0 

RART 

inn/  40  i 

SamTrans 

6.0/  7.0 

Other 

1.7/  0 

East  Bay 

6.3%/  1.6% 

Drive  Alone 

70.0%/  35.1% 

Carpooi 

9.0  /22.1 

BART 

18.0  /42.0 

AC 

1.0  /  0.8 

ChanWOubBus 

2.0/  0 

North  Bay 

1.3%/  1.1% 

Drive  Alone 

71.0%/ 12.4% 

Carpooi 

US  /87.6 

QG  Bus 

6.0/  0 

Charter/Club  Bus 

S  S  /  0 

Internal  to 

0%/67.5% 

Drive  Alone 

0  /  4.4% 

Van  Ness  Corridor 

Caipool 

0  /  8.7 

MUNI 

0  /26.0 

Waft 

0  /58.8 

Other 

0  /  2.1 

Source:  Van  Ness  Avenue  FEIR,  Appendix  I 


•Nolo  that  lor  work  trips,  geograpWc  dftrfoutton  represents  trip  dlaln  localort;  al  work  trip  destinations  are  wttNn  tha  Van  Ness  Avenue  Corridor.  j 

I1 
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/ 

Trip  Distribution  and  Modal  Split  for  Chinatown 

i 

Chinatown 

TfOrK  1  npt 

Non-Work  Trips 

l/ is  in  uuii  on 

Mode  Split 

Distribution 

Mod*  Split 

SF  NE 

33% 

Drive  Alone 

7% 

£079 

1  /• 

•Shared  Ride 

4% 

16% 

Muni 

14% 

37% 

Walk 

75% 

36% 

NW 

19% 

Drive  Alone 

37% 

15% 

16% 

Shared  Ride 

7% 

28% 

Muni 

56% 

66% 

SE 

7% 

Drive  AJone 

37% 

5% 

16% 

Shared  Ride 

7% 

28% 

Mud 

48% 

55% 

Bart/Other  Transit 

8% 

3% 

SW 

25% 

Drive  Alone 

37% 

15% 

16% 

Shared  Ride 

7% 

28% 

Muni 

49% 

55% 

Bart/Other  Transit 

7% 

3% 

Peninsula 

9% 

Drive  Alone 

52% 

17% 

38% 

Shared  Ride 

16% 

Din 

Bart/Other  Transit 

32% 

5% 

E.Bay 

6% 

Drive  Alone 

32% 

6% 

38% 

Shared  Ride 

23% 

55% 

Bart/Other  Transit 

45% 

7% 

N.  Bay 

1% 

Drive  Alone 

52% 

4% 

38% 

Shared  Ride 

16% 

60% 

Ban/Other  Transit 

32% 

2% 

Source:  Transportation  Impact  Analysts  lor  Chinatown  Re ro ring.  Jan  87,  DCP 
•Shared  Ride  Vehicle  Occupancy  Assumed  at  2.7  perrons  per  veHde 
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Commercial  Trip  Modal  Splits  for  Districts  Surveyed 
In  the  Neighborhood  Commercial  Rezonfng  Study 


Modal  distribution  of  person  trips  for  projects  in  the  Geary  Street,  Polk  Street  and  Broadway  NCD's  onfy  shall  be 
shown  among  auto,  transit,  pedestrian,  and  other  modes  based  on  the  following  survey  results  from  NCRS  EIR, 
Appendix  B. 


Geary  Blvd. 

Polk  St 

Broadway 

Drive 

23% 

24% 

44% 

MUNI 

39% 

11% 

13% 

Walk 

26% 

62% 

33% 

Other 

2% 

3% 

11% 

Average  Auto 

Occupancy 

2.1% 

2.0% 

2.6% 

In  all  other  NCD's  or  neighborhoods,  mode  splits  shall  be  based  on  surveys  of  existing  similar  uses  in  the  vicinity  of 
the  proposed  project,  or  other  means,  as  directed  by  Department  staff  through  the  work  scope. 
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APPENDIX  4.1 

INTERSECTION  LEVEL  OF  SERVICE  ANALYSIS  METHODOLOGY 

Level  of  Service  analysis  for  existing  conditions  are  to  be  based  on  traffic  counts  taken  by  the  Department  of  Parking  and 
Traffic  not  more  than  three  years  old,  data  in  certified  EIRs  or  background  transportation  studies  supporting  certified 
Negative  Declarations  for  which  the  counts  data  is  no  more  than  three  years  old,  and/or  turning  movement  counts  to  be 
made  by  the  consultant  at  each  affected  intersection.  Copies  of  afl  counts  used  in  the  analysis,  and  level  of  service  cal- 
culations, are  to  be  included  with  the  report  as  an  appendix. 

Level  of  Service  analysis  for  existing  conditions  plus  the  project  is  to  be  based  on  an  assignment  of  net  new  project  vehicular 
trips  compared  to  existing  conditions  for  each  of  the  affected  streets  and  intersections  m  the  study  area. 

Level  of  Service  must  also  be  estimated  and  shown  for  future  conditions,  with  a  horizon  year  approximately  10  years  in 
the  future.  The  future  horizon  year  should  be  expressed  as  2000, 2005, 2010, 2015,  etc.;  five  year  increments  in  the 
expression  of  the  future  year  should  be  used  Analysis  of  future  conditions  win  use  a  growth  factor  for  travel  in  the  general 
geographic  area  of  the  project  site.  This  growth  factor  wfll  generally  assume  that  net  new  travel  attributable  to  the  project 
is  included,  such  that  ft  will  not  normally  be  necessary  to  add  project  travel  to  the  growth  rate. 

Growth  factors  for  three  sectors  of  the  downtown  and  vicinity,  reflecting  trip  growth  from  1985  through  2000,  are  shown 
in  Appendix  4.3.  The  overall  15-year  factor  should  be  converted  to  an  annuafized  factor,  and  the  annual  factor  used  to 
determine  the  growth  rate  for  the  portion  of  the  1985  -  2000 15-year  period,  (e.g.  1991  -  2000  growth  factor  would  be 
9  X  annualized  factor). 

For  other  areas,  analysis  should  incorporate  impacts  based  on  all  identified  area  development  that  is  reasonably 
foreseeable,  growth  identified  and  analyzed  in  relevant  planning  reports  and  accompanying  environmental  analyses  (e.g. 
NCRS,  R'mcon  Hid  and  Van  Ness  Avenue  EIRs),  and  growth  in  through  background  travel  (estimated  by  DPT  Bureau  of 
'    Traffic  Engineering  at  one  percent  per  year). 

For  projects  located  within  neighborhoods  for  which  a  specific  development  framework  has  been  elaborated  in  previous 
environmental  analyses,  the  cumulative  transportation  analysis  for  the  project  shaH  encompass  the  time  period  which 
corresponds  to  the  appropriate  areawide  study  analysis.  Where  no  such  analysis  has  been  completed,  a  10-year  time 
frame  should  be  assumed  for  cumulative  analysis.  Identification  of  specific  area  projects  and  relevant  growth  rates  for 
through  background  travel  shall  be  verified  with  Department  OER  and  Transportation  staff  prior  to  the  initiation  of  the 
analysis. 
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I 

Standard  methodologies  to  calculate  intersection  Level  of  Service  are  to  be  employed  as  foHows: 

Signalized  Intersections  •  TRB  Circular  212  Planning  Methodology 

In  some  situations  it  may  be  necessary  to  adjust  the  capacity  of  the  intersection  to  account  for 
localized  constraints.  Thiswould  be  done  by  conducting  a  saturation  flow  analysis  where,  based 
on  informed  knowledge  of  the  study  area  it  may  be  determ  in  ed  that  standard  values  of  the  Circular 
212  will  require  adjustment  The  scope  of  work  wfll  note  that  an  adjusted  intersection  capacity  will 
be  determined  by  the  traffic  consultant  on  the  basis  of  the  saturation  flow  analysis  prior  to 
submission  of  the  first  draft  report  In  other  cases,  it  may  become  apparent  after  initial  staff  review 
of  the  calculations  that  a  saturation  flow  analysis  is  warranted  to  determine  effective  intersection 
capacity. 

Unsignafized  Intersections  (all-way  stop  sign  control)  •  TRB  Circular  373 

Note:  Circular  373  is  to  be  used  only  for  methodology  described  therein  for  unsignalized  all- 
way  stop  intersections;  methodologies  for  other  types  of  intersections  shall  be  as  specified  in 
these  Departmental  guidelines. 

I 

T  intersections  with  single  stop  control,  and  intersections  with  2-way  stop  sign  control 

1985  Highway  Capacity  Manual  Unsignafized  Method  (Chapter  10). 
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Greater  Downtown  San  Francisco 
1985  -  2000  Traffic  Growth  Rates 

S.  F.  Department  of  City  Planning  5/90 


Source:  Derived  from  Mission  Bay 
and  South  of  Market  EIR's. 
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APPENDIX5.1 

PARKING  DEMAND  CALCULATIONS  FOR  NON-DOWNTOWN  AND  RESIDENTIAL  PROJECTS 
1.     Commercial  Parking  Demand 

A.  Commercial  Long-Term  Parking  Demand 

In  general  this  is  equivalent  to  the  total  number  of  joumey-to-work  vehicle  trip  ends  generated  by  the  project 
(both  drive-alone  and  rideshare),  dhrided  by  2. 

B.  Commercial  Short-Term  Parking  Demand 

Projects  outside  of  the  C-3  Districts,  SOMA  and  Mission  Bay  are  to  use  the  following  equation. 

(Total  project  non-work  auto  person  trip  ends  \ 
12  persons  per  vehide  / 
2  one-way  auto  trips 
Parking  turnover  rate 

The  turnover  rate  may  vary  for  individual  projects  and  is  to  be  based  on  surveys  of  parking  turnover  for 
established  uses  comparable  to  those  of  the  proposed  project,  preferably  within  the  same  general  area. 
However,  a  turnover  rate  of  greater  than  5  per  day  should  not  be  used  unless  supported  by  independent 
surveys  reviewed  and  accepted  by  Department  staff. 

2.     Resident  Parking  Demand 

New  residential  projects  should  generally  use  the  following  ratios  to  estimate  parking  demand. 
1.1  vehicles/studio  or  1 -bedroom  apt 
1.5  vehicfesrniuftple  bedroom  unit 

(Source:  Recht  Hausrath  Assoc.  1986  downtown  resident  survey,  Residential  Conservation  Rezoning 
Study,  DCP,  1990) 

Note:  The  foregoing  resident  parking  demand  ratios  are  highly  generalized,  averaged  rates  derived  from  surveys  of  a 
variety  of  housing  types  and  locations  in  San  Francisco.  The  transportation  consultant  would  normally  be  expected 
to  use  these  average  ratios.  However,  there  may  be  circumstances,  such  as  the  type,  expected  occupancy,  or 
location  of  the  housing,  which  justify  the  use  of  different  ratios.  In  situations  that  the  Department,  in  the  course  of 
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establishing  the  transportation  work  scope,  concurs  that  such  circumstances  exist,  the  consultant  will  be  authorized 
to  conduct  independent  surveys  of  resident  auto  ownership  for  similar  types  of  projects  to  establish  and  support 
different  ratios. 

The  Department  win  use  these  surveys  and  its  own  surveys  carried  out  subsequent  to  publication  of  these  guidelines 
to  refine  and  develop  more  specific  rates  fora  variety  of  housing  types.  When  such  revised  standards  are  developed 
they  shall  be  made  available  to  the  consultant  at  the  time  a  work  scope  for  a  project  proposal  is  outlined  pending 
amendment  of  this  document 

In  certain  circumstances  it  may  be  necessary  to  determine  both  estimated  parking  demand  for  the  proposed  project 
and  existing  residential  units  on  the  project  site  and/or  on  the  general  project  vicinity.  Estimation  of  parking  demand 
for  the  proposed  project  must  use  one  of  the  methods  previously  described 

To  estimate  parking  demand  of  existing  residential  uses,  1980  U.S.  Census  data  (1990  when  it  becomes  available) 
may  be  used  in  neighborhood  situations,  for  the  tract  in  which  the  proposed  project  is  located  plus  abutting  tracts 
of  similar  residential  character.  If  1980  data  is  used,  the  average  auto  ownership  rate  as  shown  for  these  tracts 
should  be  multiplied  by  a  factor  of  1.14,  to  reflect  increasing  auto  registration  In  San  Francisco  since  1980  and  the 
observed  tendency  for  occupants  of  newly  constructed  dwelling  units  to  have  greater  auto  occupancy  rates  than 
those  of  older  units. 
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APPENDIX  52 

PARKING  DEMAND  CALCULATIONS  FOR  C-3,  SOMA  and  MISSION  BAY  PROJECTS' 


1.     PROJECT  PARKING  DEMAND 

1A.   Project  long  turn 

Proied  office  GSF 
20,000 

+ 

Proied  office  GSF  x  0.11  drive  alone 
275  GSF/emptoyee 


demand 

Proied  retail  GSF  x  0.15  drive  alone 
350  GSF/employee 


IB.   Project  short  term 

Project  office  gsf         Project  retail  GSF 

20,000  +  1,000 


(1A)  ♦  (1B)  r  TOTAL  PROJECT  PARKING  DEMAND 

Derived  from  September  1 983  transportation  guidelines,  and  May  4, 1 989  memo,  Dean  L  Maoris  to  City  Planning 

Commission 


2.     NET  ADDITIONAL  PARKING  DEMAND 


[Total  Project  Parking  Demand]  sum  of  quotients  from  1 A  and  1B  above 

minus 

[Paridng  Demand  of  Existing  Uses]  apply  equations  1 A  and  1 B  to  existing  office  and  retail 

uses  on  the  site 

=  equals 


NET  ADDITIONAL  PARKING  DEMAND 


Note:  These  calculations  as  applied  to  the  project  should  be  readily  available,  either  in  a  footnote  or  an  appendix. 


project  rideshare  demand 
plus 

project  drive  alone 
equals 

PROJECT  LONG  TERM  PARKING  DEMAND 
PROJECT  SHORT  TERM  PARKING  DEMAND 
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APPENDIX  5 J 

STANDARD  LANGUAGE  TO  BE  USED  FOR  THE  PARKING  SECTION  OF  TRANSPORTATION  IMPACTS 
CHAPTER  OF  OFFICE  AND  MIXED  USE  COMMERCIAL  PROJECTS  IN  C-3,  SOMA  AND  MISSION  BAY 


Parking 

Parking  demand  was  projected  for  the  proposed   Street  project  on  the  basts  of  the  estimated  vehicular  traffic  gen- 

erated  by  the  project.  The  project  would  create  long  term  parking  demand  for  about  (see  equation  1 A)  spaces  (including 
(see  equation  1A)  carpool/vanpool  spaces),  and  short  term  parking  demand  lor  (see  equation  1B)  equivalent 
daily  spaces,  for  atotal  parking  demand  of  (sumoftAptusIB)  dairyspaces.  Discounting  forparking  demand  generated 
by  existing  uses  on  the  site,  the  net  additional  parking  demand  generated  by  the  proposed  project  would  be  about  (see 

equation  2)   spaces.  The  proposed  project  would  provide  about    gross  square  feet  of  parking  area  which 

the  Department  of  City  Planning  estimates  could  accommodate  about   vehicles  with  tandem  valet  operations.™1 

Existing  parking  facilities  on  the  site  currently  include  a  total  of          parking  spaces."6  A  total  of  existing 

parking  spaces  are  private,  and  reserved  for  the  exclusive  use  of  employees  currently  working  in  existing  uses  on  the  site. 

Of  the    existing  parking  spaces  made  available  to  the  general  public,  leases  are  currently  valid  and 

%  of  the  pubHc  parking  Is,  therefore,  considered  long  term.  %  of  the  public  parking  (  spaces)  are  available 

for  short  term  use. 

The  proposed  project  would  eliminate  existing  parking  spaces  avaiable  to  the  general  pubic,ne  resulting  in  a  total 

unmet  demand  of  about   equivalent  dairy  spaces  (total  project  demand  +  displaced  public  parking  -  proposed 

parking  capacity  «  spaces  total  unmet  demand).  Occupancy  In  off-street  public  parking  lots  and  garages  wShin 

a  1/4  mile  radius  of  the  project* s  site  may  be  expected  to  Increase  from  the  existing   %  to   %  as  a  result  of  the 

unmet  parking  demand  generated  by  the  project 

{NOTE*  FOR  PROJECTS  IN  C-3  DISTRICTS  USE  THE  FOLLOWING  PARAGRAPH.  SEE  BaOW  FOR  LANGUAGE 
FOR  PROJECTS  IN  SOMA  AND  MISSION  BAY.) 

The  proposed  project  is  In  the  C  -  3  District  in  which  parking  is  not  required  for  commercial  uses.  The  City  Planning  Code 

allows  accessory  parking  up  to  seven  percent  of  the  gross  floor  area  of  the  project  The   gross  square  feet  of 

parking  proposed  by  the  project  sponsor  [would  be  within]  (would  exceed]  this  seven  percent  alowance  (    total 

project    GSFxO.07«           GSF  allowed  for  accessory  parking).*   The  proposed  project  would  alocate  at  least 

*L  spaces  for  public  short  term  parking,  and  at  least  JL  spaces  for  carpoob  and  vanpoote.  Parking  provided  in 
the  proposed  project  for  public  use  would  be  subject  to  a  rate  structure  (City  Planning  Code  Section  155(g))  which 
encourages  short  term  use  and  discourages  ail  day  parking. 
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(NOTE  FOR  PROJECTS  IN  SOMA  AND  MISSION  BAY  USE  THE  FOLLOWING  PARAGRAPH  AS  A  SUBSTITUTE  FOR 
THE  PARAGRAPH  ABOVE] 

The  proposed  project  is  hi  the        District,  in  which  parking  is  required  for  commercial  uses.  The  City  Planning  Code 

requires  accessory  parking  in  the  amount  of  _  spaces  per__  floor  area  of  (type  of  use)  for  the  project,  and  allows 

up  to  1 50%  of  this  requirement  as  accessory  parking.  The  project  would  be  required  to  provide  at  least    parking 

spaces;         parking  spaces  are  proposed  by  the  project  sponsor.  The  proposed  project  would  aBocate  at  least  " 

spaces  for  public  short  term  parking,  and  at  least  11   spaces  for  carpoob  and  vanpools.  Parking  provided  in 

the  proposed  project  for  public  use  would  be  subject  to  a  rate  structure  (City  Planning  Code  Section  155(g))  which 
encourages  short  term  use  and  discourages  all  day  parking. 


FN1  Using  the  Department's  standard  of  about  215  gross  square  feet  per  vehicle  for  tandem  valet  parking  in 

downtown  San  Francisco,  per  May  4, 1989  memorandum,  Dean  L  Macris  to  City  Planning  Commission. 

FN2  This  reflects  the  actual  vehicular  capacity  of  the  existing  garage(s)  and/or  krt(s)  fmdicate  which]  at  any  point 

in  time,  as  currently  operated  [cite  whether  self-park,  tandem,  or  both],  and  not  the  total  number  of  vehicles 
or  individuals  who  may  use  the  facility.  For  long  term  parking,  X  is  recognized  that  leasing  operations  often 
"oversubscribe"  parking  facilities,  selling  more  leases  than  the  number  of  vehicles  the  facility  can 
accommodate  at  one  time,  to  take  care  of  non-daily  users  who  still  wish  a  long  term  lease,  and  those  who 
are  in-and-out  during  the  course  of  the  day.  As  a  result,  a  greater  number  of  parking  leases  or  users  may 
be  displaced  than  the  actual  vehicular  capacity  of  the  facility. 


If  the  amount  of  GSF  is  above  the  seven  percent  accessory  allowance,  an  explanation  of  how  the  excess  is  to  be 
used  and  applied  must  be  included  in  this  paragraph.  If  Conditional  Use  approval  is  being  sought  for  the  additional 
amount,  so  state.  If  replacement  short  term  parking  is  requested,  this  language  should  be  modified  to  note  that  such 
replacement  parking  may  be  exempt  from  FAR  calculations,  and  that  the  Project  Sponsor  is  requesting  such  an 
exemption. 

Using  the  ratios  cited  in  the  May  4, 1989  memo  for  minimum  parking  allocations  to  short  term  and  rideshare  users, 
plus  replacement  parking  if  applicable. 
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APPENDIX  6 

TYPICAL  TRANSPORTATION  MITIGATION  MEASURES  FOR  THE  DOWNTOWN  AREA 

In  the  downtown  area,  a  number  of  transportation  related  Kerns  are  required  by  law  which  would  serve  to  mitigate  impacts, 
and  are  sum  marked  here  for  Informational  purposes.  They  should  also  be  referred  to  m  the  Mitigation  Section  of  the  EIR, 
not  as  mitigation  measures  specific  to  the  project  but  rather,  as  generic  mitigation  measures  applicable  in  the  downtown 
area. 

These  measures  include:  contribution  of  funds  for  increased  transit  service  perthe  Transit  Impact  Development  Fee,  Board 
of  Supervisors  Ordinance  #224-81;  when  auto  parking  is  provided,  provision  of  off-street  bicycle  storage  pursuant  to 
Section  155  of  the  City  Planning  Code;  provision  of  transportation  brokerage  services  to  coordinate  a  transportation 
management  program  and  participation  rn  a  network  of  transportation  brokers  pursuant  to  Section  163  of  the  City  Planning 
Code;  priority  use  of  off-street  parking  in  the  project  for  the  physically  handicapped,  travellers  in  carpoote  and  vanpools, 
and  short-term  trips  by  business  visitors  and  cfients,  pursuant  to  Section  155  of  the  City  Planning  Code;  and  provision 
of  building  directories  and  signs  for  service  elevators  in  loading  areas,  pursuant  to  Section  155  of  the  City  Planning  Code. 
Additional  generic  measures  apply  which  are  not  related  to  mitigation  of  transportation  impacts. 

Additional  measures  which  are  not  required  by  legislation  but  which  would  also  serve  to  mitigate  transportation  impacts 
and  are  generally  included  m  transportation  analyses  as  a  policy  matter  include  the  following. 

Measures  that  could  be  Implemented  by  the  project  sponsor  as  part  of  the  project 

•  The  placement  of  paving,  landscaping  or  structures  in  the  sidewaJk  area  (subject  to  City  approval)  would 
be  done  in  such  a  way  as  to  mininmize  interference  with  pedestrian  traffic. 

•  Secure  bicycle  faaffties  would  be  provided  for  project  commuters  and  short-term  vbSors  which  would,  at 
a  minimum,  provide  safe  shelter  for  the  number  of  spaces  required  in  the  project 

•  While  subsurface  sidewalk  vaults  are  discouraged,  the  project  sponsor  would  design  subsurface  sidewaJk 
vaults  to  allow  for  possible  future  widening  of  adjacent  streets.  Vault  design  shall  be  of  sufficient  strength 
to  carry  maximum  vehicular  live  and  dynamic  loads.  Design  of  the  vault  area  to  accommodate  street  trees 
would  also  be  made,  subject  to  Department  of  Public  Works  approval.  In  addition,  should  vaults  exist  or 
be  installed  as  part  of  the  project,  the  project  sponsor  would  accommodate  and  pay  for  the  installation  of 
all  subsurface  footings,  supports  and  foundations  as  may  be  required  for  future  public  improvements  such 
as  street  lights,  trolley  wire  poles,  signs,  benches,  transit  sheters,  etc.  within  project  vautt  areas.  Placement 
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of  such  Improvements  Is  entirely  within  the  discretion  of  the  City.  Should  the  City  at  any  future  time 
determine  Its  need  for  any  subsidewaJk  space  occupied  by  the  project,  for  any  reason,  the  project  sponsor 
agrees  to  waive  aH  rights  of  appeal  of  revocation  of  permits  to  occupy  such  space. 

■  During  the  construction  period,  the  project  sponsor  would  cause  to  iml  construction  truck  movement  to 
the  hours  between  9.D0  A.M.  and  3:30  P.M.,  and  to  prohibit  staging  or  unloading  of  equipment  and  materials 
during  the  periods  of  7.-30  A.M.  to  9.-00  A.M.  and  3:30  P.M.  to  6:00  P.M.,  to  minimize  peak  period  traffic 
conflicts  and  to  accommodate  queueing  of  Muni  buses  prior  to  the  peak  hours  of  service.  The  project 
sponsor  and  construction  contractor  would  meet  with  the  Traffic  Engineering  Division  of  the  Department 
of  Parking  and  Traffic,  the  Fire  Department,  Muni,  and  the  Department  of  City  Planning  to  determine 
feasible  traffic  management  and  mitigation  measures  to  reduce  traffic  congestion  during  construction  of  this 
project  and  other  nearby  projects.  To  minimize  cumulative  traffic  impacts  due  to  lane  closures  during 
construction,  the  project  sponsor  would  coordinate  with  construction  contractors  for  any  concurrent  nearby 
projects  that  are  planned  for  construction  or  which  later  become  known. 

,        The  project  sponsor  would,  in  cooperation  with  the  Municipal  Railway,  install  eyebolts  or  make  provision 
for  the  direct  attachment  of  eyebolts  for  Muni  trolley  wires  on  the  proposed  building  wherever  necessary 
or  agree  to  waive  all  rights  to  refuse  the  attachment  of  eyebolts  to  the  proposed  building  9  such  attachment  J 
is  done  at  City  expense. 

The  parking  driveway  would  include  warning  devices  (lighted  signs  and  noise-emitting  devices)  to  alert 
pedestrians  to  vehicles  exiting  the  structure. 

Measures  that  could  be  implemented  by  public  agencies 

Coordinate  work  schedules  of  Pacific  Gas  and  Electric  Company  and  other  utilities  requiring  trenching,  so 
that  street  disruption  would  take  place  during  weekends  and  off-peak  hours.  This  should  be  done  through 
the  San  Francisco  Committee  for  Utility  Liaison  on  Construction  and  Other  Projects  (CULCOP).  In-street 
utilities  shouldbe  installed  at  the  same  time  as  the  street  is  opened  for  construction  of  the  project  to  minimize 
street  disruption. 

The  City  could  act  upon  or  endorse  the  implementation  of  transportation  mitigations  described  in  the 
Mission  Bay  EIR  VoL  II,  Section  VI.E,  Mitigation,  pp.  VI.E.214-  VLE217  for  the  year  2000  and  VI.E224- 
VI.E231  for  the  year  2020.  and  In  the  South  of  Market  EIR,  pp.  189-194.  The  measures  for  the  year  2000 
Include:  constructing  and  maintaining  rail  rapid  transit  lines  from  downtown  San  Francisco  to  suburban 
corridors  and  major  non-downtown  centers  in  San  Francisco;  incresed  funding  for  Vehicle-Acquisition  Plans 
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for  San  Francisco  and  regional  transit  agencies  to  expand  existing  non-rail  transit  service;  providing 
exclusive  transit  lanes  on  City  streets  and  on  freeways;  reducing  incentives  to  drive  by  discouraging  long- 
term  parking;  encouraging  carpools,  vanpools  and  bicycle  use;  improving  pedestrian  circulation  within 
downtown  San  Francisco;  and  providing  transportation  brokerage  services.  The  Mission  Bay  EIR  describes 
various  types  of  measures  to  Ilustrate  the  magnitude  of  improvements  needed  to  mitigate  the  impacts  of 
regional  growth  in  2020. 

Some  of  the  implementing  actions  would  require  approval  by  decision-makers  outside  the  City  and  County 
of  San  Francisco;  many  of  the  measures  would  require  action  by  City  agencies  other  than  the  City  Planning 
Commission,  such  as  the  San  Francisco  Public  Utilities  Commission  and/or  Board  of  Supervisors.  Al 
except  such  things  as  providing  transportation  brokers  would  require  funding  from  or  approval  by  MTC. 
These  measures  are  system-wide  measures  that  must  be  implemented  by  public  agencies.  Other  than 
project-specific  measures  such  as  the  relevant  transportation  mitigation  measures  described  above  as  part 
of  the  project  or  such  measures  as  the  Transit  Impact  Development  Fee  assessment  by  San  Francisco 
Ordinance  224-81  which  would  contribute  directly  to  implementation  of  these  system-wide  measures,  it  is 
not  appropriate  to  impose  mitigation  at  system-wide  levels  on  individual  projects. 
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APPENDIX  7 
Freight  Delivery  and  Service  Vehicle  Demand 


Peak  Hour*  Generation 


Number  of  Spaces 

per  1,000  GSF  =  /TO  x  1.25 


Average  Hour  Generation 


2.4 


Number  of  Spaces 

per  1,000  GSF  =  (R)~9:2.4 


Daily  Truck  Trip  Generation  =  GSF  x  (R) 

Per  Use  1,000 

Where: 

R  =        Dairy  truck  trip  generation  per  1 ,000  GSF  of  use 

from  Table  7.1 

1 .25  =        Peak  Hour  defiveries  at  25%  higher  rate  than 

other  hours 

9  =        Number  of  hours  deiveries  are  made  (8.-OOA.M.-5.-OOP.M. 

2.4  s         Assuming  average  truck  delivery /pick  up  of  25  minutes, 

2.4  trucks  could  be  accommodated  per  hour 


•NOTE     Peak  Hour  Truck  Trip  Generation  generally  occurs  between  1 0:00A.M.  and  1 :00P.M.,  and  is  unrelated  to 
P.M.  Peak  Hour  used  in  other  transportation  analyses. 
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Table  7.1    Dally  Truck  Trip  Generation  Rate  per  1,000  Square  Feet  of  Floor  Area,  by  Land  Use 


Office  .21 

Bank  .30 
Retail  (Composite) 

Wholesale  .22 

Apparel  .80 

Department  Store  .45 

Furniture  .24 

Restaurant/Bar  3.60 

Drug  Store  3.70 

Specialty  Shops  .18 

Services 

Hotel  .09 

Institution  .10 

Business  1.80 

Parking  .03 

Administration  .40 

Warehousing  .46 

Manufacturing  .51 

Light  Industry  .65 

Residential  .03  - 


Source:       Center  City  Pedestrian  Circulation  and  Goods 
Movement  Study  (Wilbur  Smith  &  Assoc  for 
San  Francisco  Department  of  City  Planning).  September,  1980 
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TABLE  12    Percent  Dally  Truck  Activity  by  Vehicle  Type 

Cars  and  Pickups  25% 

Vans  42% 

Small  Defivery  Trucks' 

2  axles  9% 

Large  Defivery  Trucks8 

2  axles  19% 

Large  Defivery  Trucks3 

3  axles  4% 

Tractor -Trailer 

4  axles  1% 


Characterized  as  a  small  courier,  U.S.  Mail  truck  or  step  van 

Characterized  as  a  mid-size  Hertz  rental  truck,  beverage  truck  or  small  furniture  truck 

Characterized  as  a  garbage  truck 


Source:       DKS  Associates,  1990 
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City  and  County  of  San  Francisco  450  McAllister  Street 

Department  of  City  Planning  .   San  Francisco,  CA  94102 

8HR  TRANSPORTATION  STUDY  SCOPE  OF  WORK 

^pSpiS  fiiSil      ACKNOWLEDGEMENT  AND  APPROVAL 


Transmittal  To:  Date: 


The  proposed  scope  of  work  for  the  project, 

Case  No.   ,  dated  is  hereby 

□  Approved  as  submitted 

□  Approved  as  revised  and  resubmitted 

□  Approved  subject  to  comments  below 

□  Not  approved,  pending  modifications  specified  below 
and  resubmitted 


Signed:    

Transportation  Section  Office  of  Environmental  Review 


Comments: 


Note:    A  copy  of  this  approval  and  the  final  scope  of  work  is  to  be  appended  to  the  transportation  study.  The 
Department  advises  consultants  and  project  sponsors  that  review  of  the  draft  transportation  report  may 
Identify  issues  or  concerns  of  other  City  agencies  not  addressed  in  the  scope  of  work  hereby  approved, 
and  that  the  scope  of  work  may  need  to  be  modified  to  accommodate  such  additional  issues. 
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YEAR  2000  PM  PEAK  HOUR  AND  PM  PEAK  PERIOD  MODAL  SHARES 
FOR  OUTBOUND  TRAVEL*  FROM  DOWNTOWN  AND  VICINITY 


P.M.  PEAK  HOUR  P.M.  PEAK  PERIOD 


Drive  Alone 

20% 

21% 

Rfdeshare 

10% 

11% 

Muni 

24% 

23% 

BART 

24% 

23% 

AC  Transit 

7% 

7% 

SamTrans 

1% 

1% 

CalTrain 

2% 

2% 

Golden  Gate  Bus 

4% 

4% 

Golden  Gate  Feny 

1% 

1% 

Other 

7% 

7% 

■ 

*  represents  both  work  and  nonwork  travel,  outbound  only. 


Source:  Mission  Bay  FEIR,  Table  VI.E7, 

300  Street  Howard  FEIR  (89.589E),  background  transportation  documents 
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APPENDIX  VI 

Downtown  Transit  Impact  Development  Fee  Ordinance 
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San  Francisco  Trip  Reduction  Efforts: 
Relationship  to  Regional  Transportation  Control  Measures 


TCM  and  Discussion  Local  Implementation 


1.    Expand  employer 
assistance  programs 

The  San  Francisco  transportation  management 
and  brokerage  program  is  focusing  on  the 
following  3  major  activities  in  FY  95/96:  1 ) 
compliance  monitoring  of  buildings  required  to 
have  a  TDM  program,  2)  development  of  a 
rideshare  parking  brokerage  program  in  the 
downtown  area,  and  3)  continued  implementation 
of  the  City  and  County  Employee  Commute 
Assistance  Program  (CACEP). 

z.    Muopi  empioyer-Daseo 
trip  reduction  ordinance. 

Required  for  compliance  with 
Rule  1  of  Regulation  13,  issued 
by  the  Air  Quality  Management 
District  (BAAQMD)  in  December 
1992. 

San  Francisco  has  adopted  ordinances  for 
transportation  management  and  transportation 
brokerage  programs  which  apply  to  the 
downtown  area  and  Mission  Bay.  Voluntary 
programs  are  in  place  for  certain  institutional  uses 
in  other  areas  of  the  city.  Existing  regulations 
include  highly  effective  parking  restrictions.  A 
total  of  $520,667  in  local  sales  tax  funds  is 
budgeted  forTMA  brokerage  and  trip  reduction 
programs  for  FY  95/96.  For  further  details  on 
compliance  with  Rule  1,  see  Chapter  6. 

4.    Expand  new  rail  starts 
program.  Tied  to 
implementation  of  the  current  rail 
agreement  (MTC's  Resolution 
1876)  which  calls  for  a  $3.5 
billion  program  comprising  five 
rail  extension  projects. 

No  San  Francisco  project  is  included  in  this  list; 
however,  the  City  has  programmed  and  partially 
funded  several  rail  extension  projects  which  could 
become  a  part  of  this  TCM.  These  include 
construction  of  the  F-Line  Streetcar  in  the  median 
of  the  realigned  Embarcadero  Roadway, 
extension  of  light  rail  service  from  the  Muni  Metro 
Turnback  to  16th  Street,  and  extension  of  trolley 
bus  lines  to  Mission  Bay  and  Potrero  Hill  areas. 
These  and  other  transit  projects  are  included  in 
the  Capital  Improvement  Program.  (See  Chapter  8). 

5.    Improve  access  to  rail 
and  ferries.  Expand  local 
transit  service  to  regional 
facilities. 

Installation  of  an  Automatic  Train  Control  System 
will  permit  more  frequent  light  rail  service  to  the 
Ferry  Building.  The  MUNI  Metro  extension  to 
Mission  Bay  will  provide  direct  light  rail  service  to 
the  Caltrain  depot. 
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San  Francisco  Transportation  Control  Measures  (contd.) 


6.    Improve  inter-city  rail 
service.  Focus  of  this  measure 
is  the  establishment  of 
Sacramento-Oakland-San  Jose 
rail  service. 

While  no  long-distance  service  expansion  is 
planned  for  San  Francisco,  the  City  is  donating 
right-of-way  for  the  Peninsula  Commute  Service 
and  participating  in  funding  for  the  Joint  Powers 
Board. 

7.    Improve  ferry  service. 

Purpose  is  expansion  of  ferry 
service  as  funding  allows.  MTC 
has  prepare  a  long  term  ferry 
service  plan  and  will  allocate 
funds  under  its  control 
consistent  with  the  final 
recommendations  of  this  plan. 

The  Port  Authority  of  San  Francisco  has  received 
funding  for  expansion  of  ferry  docking  facilities  at 
Pier  1/2.  Additional  ferry  terminal  expansion 
projects  were  included  in  the  1991  CMP.  (See 
Chapter  8). 

8.    Construct  carpool  and 
express  bus  lanes  on 
freeways.  The  region,  in 
cooperation  with  Caltrans,  has 
adopted  a  2005  HOV  master 
plan  which  includes  480  lane- 
miles  of  HOV  lanes  compared  to 
the  80  lane-miles  at  present. 

Freeway  HOV  lanes  currently  exist  on  the 
approaches  to  the  Bay  Bridge  and  Golden  Gate 
Bridge.  The  first  phase  of  the  2005  HOV  Master 
Plan  calls  for  the  creation  of  an  HOV  lane  on  I-280 
east  of  US  101. 

9.    Improve  bicycle  access 
and  facilities.  This  TCM 
proposes  an  expansion  of  the 
carrying  capacity  of  buses, 
ferries  and  rail  transit;  and  it 
encourages  employers  and 
developers  to  proved  bicycle 

Department  of  Parking  and  Traffic  has  hired  the 
City's  first  Bicycle  Coordinator/Planner.  The 
department  has  also  recently  completed  a  draft 
Bicycle  Plan  which  will  be  used  to  guide  future 
bicycle  improvements  and  programs. 

access  and  facilities. 

10.  Youth  transportation. 

Support  programs  to  reduce 
youth  transit  fares,  encourage 
school  carpools  and  purchase 
clean  fuel  school  buses. 

MUNI  offers  youth  fares  and  youth  monthly 
passes,  and  conducts  public  education  campaigns 
in  the  schools. 

11.  Install  freeway  traffic 
operations  system.  Purpose 
is  to  improve  flows  on  freeways 
by  increasing  average  travel 
speeds  and  eliminating  major  tie 
ups  more  quickly. 

Implementation  of  this  TCM  is  being  coordinated  by 
Caltrans.  The  Authority  has  programmed  funds 
forTOS  projects  on  US  101  and  I-280.  (See 
Chapter  8) 
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improve  aneriai  iraiTic 
management.  MTC  will 
support  existing  and  expanded 
signal  timing  programs  and 
encourage  transit  signal 
preemption. 

Department  of  Parking  and  Traffic  has  undertaken 
a  long-term  project  to  replace  aging  signal 
controllers  and  install  signals  with  transit 
preemption  capabilities  on  transit  preferential 
streets.  The  Authority  has  prioritized  STP/CMAQ 
funds  for  signal  timing  and  signal  preemption 
projects  by  MUNI  and  the  Department  of  Parking 

anrl  Traffic   /COQ  fhontar  Q\ 

ana  i  ramc.  \oee  onapier  o). 

13.  Transit  Use  Incentives. 

Measure  encourages 
coordination  between  transit 

U|Jcl  dlUI  o  Ull  I  UUlco,  bUl  lt!UUIc?b, 
101  co,  ai  iu  pay  1 1  id  il  1 1 1 LI  luuo 

(e.g.  passes).  Also,  suggests 
fare  reductions  off-peak. 

Implementation  of  this  TCM  requires  additional 
funds  from  regional,  state,  or  federal  sources. 

14.  Improve 

Rideshare/Vanpool  Services 
and  Incentives. 

The  City's  TMA  activities  include  both  required  and 
voluntary  programs  for  certain  employers  in  the 
downtown   core.   These   programs  include 
rideshare  and  vanpool  incentives. 

15.  Local  Clean  Air  Plans, 

DaIiaiac   ^  n  r*l    DrAnrii¥\o         1  nip 

roiicies  ana  urograms,   i  nis 

measures  encourages  localities 
to  incorporate  air  quality 
beneficial  policies  into  local 
planning  and  development 
activities  that  will  reduce  the 
number  and  length  of  single 
ucoupani  venioic  inpb. 

The  City's  land  use  and  parking  regulations,  along 
wnn  tne  i  ransn  ueveiopmeni  impact  ree, 
constitute  development  regulations  for  the 
mitigation  of  new  travel  demand. 

16.  Intermittent  Control 
Measure/Public  Education. 

BAAQMD's  "Spare  the  Air" 
program  will  be  used  to 
encourage  the  public  to  reduce 
motor  vehicle  use  on  days  of 
expected  ozone  exceedances. 

Implementation  of  this  TCM  is  occurring  through 
the  BAAQMD  and  the  City's  TMA. 

17.  Conduct  demonstration 
projects.  Focus  is  to  promote 
demonstration  projects  to 
develop  new  strategies  to 
reduce  motor  vehicle  emissions. 

San  Francisco  is  responding  to  this  measure 
within  the  scope  discussed  earlier  in  this  Chapter 
for  transportation  management  initiatives. 
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18.  Implement  Revenue 
Measures.  Develop  revenue 
sources  (e.g.  regional  gas  tax, 
continuation  of  CMAQ)  needed 
to  implementation  mobility 

imnrnx/pmpnts;  anrl  i  i«;pr 

II  I  1  [-/I  \J  V     1  1  1  CI  1  Lo  CM  IVI  UOCI 

incentives. 

The  Authority  is  working  with  MTC  through  the 
Bay  Area  Partnership  to  identify  new  revenues 
sources.  The  Authority  Board  recently  passed  a 
resolution  supporting  SB  877  which  would  allow 
implementation  of  a  regional  gas  tax  with  the 

nropppH<?  n<?prl  to  fund  tran^nortatinn  nrnippt*;  and 

activities. 

19.  Implement  market- 
based  pricing  measures.  A 

Phase  3  TCM.  Full 
implementation  cannot  occur 
until  authorizing  legislation  is 
passed. 

San  Francisco  currently  taxes  all  paid  parking 
25%,  and  the  city  planning  code  mandates  a  rate 
structure  for  garages  which  discourages  long- 
term  parking  downtown. 
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GLOSSARY  OF  CMP  RELATED  TERMS 


Association  of  Bay  Area 
Governments  -  (ABAG) 


The  regional  agency  that  is 
responsible  for  regional 
planning  other  than  for 
transportation.  ABAG  publishes 
forecasts  of  projected  growth 
for  the  region. 


Air  Quality  Attainment 
Plan 


The  plan  for  attainment  of  state 
air  quality  standards,  as 
required  by  the  California  Clean 
Air  Act  of  1988.  It  is  adopted 
by  air  quality  districts  and 
subject  to  approval  by  the  State 
Air  Resources  Board. 


Average  Daily  Traffic 
(ADT) 


The  average  number  of  vehicles 
passing  a  specified  point  during 
a  24  hour  period. 


Bay  Area  Air  Quality  The  regional  agency  which  adopts 

Management  District  -  (BAAQMD)  and    enforces    regulations  to 

achieve  and  maintain  state  and 
federal  air  quality  standards  in 
the  nine  county  Bay  Area. 


California  State 

Department  of  Transportation 

(Cal trans) 


Responsible,  as  the  Department 
owner/operator  of  the  state 
highway  system  for  its  safe 
proposed  operation  and 
maintenance.  Proposes  projects 
for  Intercity  Rail, 
Interregional  Roads,  and  sound 
walls  in  the  PSTIP.  Also 
responsible  for  the  HSOPP,  Toll 
Bridge,  and  Aeronautics 
programs.  The      TSM  and 

State/Local  Partnership  Programs 
are  administered  by  Caltrans. 
Caltrans  is  the  implementing 
agency  for  most  state  highway 
projects,  regardless  of  program, 
and  for  the  Intercity  Rail 
Program . 
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Capital  Improvement  Program 
(CIP) 


As  used  in  this  document:  A 
seven  year  program  of  projects 
to  maintain  or  improve  the 
traffic  level  of  service  and 
transit  performance  standards 
developed  by  the  CMP. 


Capital  Priorites 


A  process  used  by  MTC  to 
evaluate  and  prioritize  transit 
projects  in  the  region.  All 
sources  of  transit  funding, 
including  UMTA  grants,  state 
programs,  and  other  sources  are 


process 
transit 


considered.  This 
involves  all  of  the 
operators  in  the  region, 
including  bus,  rail,  and 
ferries. 


Congestion  Management  Agency 
(CMA) 


The  agency  responsible  for 
developing  the  Congestion 
Management  Program  and 
coordinating  and  monitoring  its 
implementation . 


Congestion  Management  Program 
(CMP) 


A  Legislatively  required  county- 
wide  program  which  addresses 
congestion  problems. 


Flexible  Congestion  Relief 
(FCR) 


One  of  the  state  funding 
programs  for  local  or  regional 
transportation  projects  that 
will  reduce  congestion.  State 
highway  projects,  local  roads, 
and  rail  guideway  projects  are 
all  eligible  for  FCR  funds. 


Highway  System  Operation 
Protection  Plan  -  (HSOPP) 


A  program  created  by  state  and 
legislation  that  includes 
projects  related  to  state 
highway  safety  and 
rehabilitation,  seismic  safety, 
and  traffic  operational 
improvements.  HSOPP  is  a  four 
year  program  of  projects  adopted 
separately  from  the  STIP. 
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Level  of  Service  -  (LOS)  A  qualitative  measure  describing 

operational  conditions  within  a 
traffic  stream;  generally 
described  in  terms  of  such 
factors  as  speed  and  travel 
time.  Expressed  in  range  of  A 
through  F,  with  F  being  the 
worst. 


Model  A     mathematical  description 

of  a  real-life  situation  that 
uses  data  on  past  and  present 
conditions  to  make  a  projection 
about  the  future. 


Model  -  Land  Use  A  model  used  to  predict  the 

future  spatial  allocation  of 
urban  activities  (land  use)  , 
given  total  regional  growth,  the 
future  transportation  system, 
and  other  factors. 

Model  -  Traffic  A    mathematical     equation  or 

graphic  technique  used  to 
simulate  and  predicts  traffic 
movements,  particularly  those  in 
urban  areas  or  on  a  freeway. 


Peak  -  (Peak  Period, 
Rush  Hours) 


1.  The  period  during  which  the 
maximum  amount  of  travel  occurs. 
It  may  be  specified  as  the 
morning  (a.m.)  or  afternoon  or 
evening  (p.m.)  peak. 

2.  The  period  when  demand  for 
transportation  service  is  the 
heaviest. 
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Principal  Arterial 


A  functional  classification 
system  which  defines  a  street  or 
roadway  in  terms  of  the  nature 
and  composition  of  travel. 
Principal  arterials  derive  their 
importance  from  service  to  rural 
oriented  traffic,  but  equally  or 
even  more  importantly,  from 
service  for  major  movements 
within  the  urbanized  area.  The 
principal  arterial  system 
carries  the  major  portion  of 
trips  entering  and  leaving  the 
urban  area,  as  well  as  the 
majority  of  through  movements 
desiring  to  bypass  the  central 
city.  The  US  Department  of 
Transportation  provides  the 
guidance  that  40-65%  of  the  VMT 
should  be  accounted  for  on  the 
principal  arterial  system. 


Proposed  State  Transportation 
Improvement  Program  -  (PSTIP) 


This  seven  year  program  is  based 
on  the  adopted  STIP  and  the  most 
recent  Project  Delivery  Report. 
It  is  developed  by  Caltrans  for 
CTC  approval  and  includes 
projects  developed  through  the 
IRRS,  Intercity  Rail,  Sound 
Wall,  Toll  Bridge,  and 
Aeronautics  programs. 


Proposition  116 


Passed  by  the  voters  in  June  of 
1990,  this  initiative  sponsored 
by  the  Planning  and  Conservation 
League  provides  $1.9B  in  rail 
bonds,  primarily  to  projects 
specified  in  the  legislation. 
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Regional  Transportation 
Improvement  Program  - 
(RTIP) 


A  list  of  proposed 
transportation  , projects 
submitted  to  the  CTC  by  the 
regional  transportation  planning 
agency,  as  a  request  for  state 
funding  through  the  FCR  and 
Urban  and  Commuter  Rail 
Programs.  The  individual 

projects  are  first  proposed  by 
local  jurisdictions  (CMAs  in 
urbanized  counties) ,  then 
evaluated  and  prioritized  by  the 
MTC  for  submission  to  the  CTC. 
The  RTIP  has  a  seven  year 
planning  horizon,  and  is  updated 
every  two  years. 


Regional  Transportation 
Plan  -  (RTP) 


Regional  Transportation 
Planning  Agency  -  (RTPA) 


A  comprehensive  20  year  plan  for 
the  region,  updated  every  two 
years  by  the  regional 
transportation  planning  agency. 
The  RTP  includes  goals, 
objectives,  and  policies,  and 
recommends  specific 
transportation  improvements . 

The  agency  responsible  for  the 
preparation  of  RTPs  and  RTIPs 
and  designated  by  the  State 
Business  Transportation  and 
Housing  Agency  to  allocate 
transit  funds.  RTPAs  can  be 
local  transportation 
commissions,  council  of 
governments,  metropolitan 
planning  organizations,  or 
statutorily  created  agencies. 
MTC  is  the  RTPA  for  the  nine 
county  Bay  Area. 


Short  Range  Transit  Plan 
(SRTP) 


A  five  year  comprehensive  plan 
required  by  UMTA  for  all  transit 
operators  receiving  federal 
funds.  The  plans  establish  the 
operator's  goals,  policies, 
objectives;  analyzes  current 
and  past  performance,  and 
describes  short  term  operational 
and  capital  improvement  plans. 
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State  Imp  lenient  ion  Plan  -  (SIP) 


State  plan  required  by  the 
Federal  Clean  Air  Act  of  1990  to 
attain  and  maintain  national 
ambient  air  quality  standards. 
It  is  adopted  by  local  air 
quality  districts  and  the  State 
Air  Resources  Board. 


Transportation  Control 
Measure  -  (TCM) 


A  measure  intended  to  reduce 
pollutant  emissions  from  motor 
vehicles.  Examples  of  TCMs 
include  programs  to  encourage 
ridesharing  or  public  transit 
usage,  city  or  county  trip 
reduction  ordinances,  and  the 
use  of  cleaner  burning  fuels  in 
motor  vehicles. 


Transportation  Demand 
Management  -  (TDM) 


Demand  based  techniques  for 
reducing  traffic  congestion, 
such  as  ridesharing  programs  and 
flexible  work  schedules  enabling 
employees  to  commute  to  and  from 
work  outside  of  peak  hours. 


Transportation  System 
Management  -  (TSM) 


That  part  of  the  urban 
transportation  planning  process 
undertaken  to  improve  the 
efficiency  of  the  existing 
transportation  system.  The 
intent  is  to  make  better  use  of 
the  existing  transportation 
improvements  that  generally  cost 
less  and  can  be  implemented  more 
quickly  than  major  capital 
improvements . 


U/C  Rail 
Rail 


-  Urban  and  Commuter 


A  state  funding  program  financed 
by  the  sales  of  bonds  authorized 
by  Proposition  108.  Two 
additional  bond  measures  to  fund 
this  program  will  be  placed  in 
front  of  the  voters  in  1992  and 
1994.  All  projects  must  be 
matched  50%  by  local  funds. 
Projects  are  proposed  through 
the  CMP  process  to  regional 
agencies,  which  then  may  include 
them  in  their  RTIPs. 
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Transportation  Level  of  Service  Definitions, 


Level  of  "  Vol ume/ Capacity 

Service  Description  V/C  Ratio 


A        Level    of   Service  A  describes  a  condition  where  the  0  -  0.60 

approach  to  an  intersection  appears  quite  open  and 
turning  movements  are  made  easily.    Little  or  no  delay 
is  experienced.    Ho  vehicles  wait  longer  than  one  red 
traffic  signal  indication.    The  traffic  operation  can 
generally  be  described  as  excellent. 

B        Level  of  Service  B  describes  a  condition  where  the  0.61  -  0.70 

approach  to  an  intersection  is  occasionally  fully 
utilized  and  some  delays  may  be  encountered.  Many 
drivers  begin  to  feel  somewhat  restricted  within 
groups  of  vehicles.    The  traffic  operation  can  be 
generally  described  as  very  good. 

C        Level  of  Service  C  describes  a  condition  where  the  0.71  -  0.80 

approach  to  an  intersection  if  often  fully  utilized 
and  back-ups  may  occur  behind  turning  vehicles.  Most 
drivers  feel  somewhat  restricted,  but  not  objectionably 
so.    The  driver  occasionally  may  have  to  wait  more 
than  one  red  traffic  sigr.-al  indication.    The  traffic 
operation  can  generally  be  described  as  good. 

D        Level  of  Service  D  describes  a  condition  of  increasing      0.81  -  0.90 
restriction  causing  substantial  delays  and  queues  of 
vehicles  on  approaches  to  the  intersection  during 
short  times  within  the  peak  period.    However,  there 
are  enough  signal  cycles  with  lower  demand  such  that 
queues  are  periodically  cleared,  thus  preventing  exces- 
sive back-ups.    The  traffic  operations  can  generally 
be  described  as  fair. 

E        Capacity  occurs  at  Level  of  Service  E.    It  represents        0.91  -  1.00 
the  most  number  of  vehicles  that  any  particular  inter- 
section can  accommodate.    At  capacity  there  may  be 
long  queues  of  vehicles  waiting  up-stream  of  the 
intersection  and  vehicles  may  be  delayed  up  to  several 
signal  cycles. 

F        Level  of  Service  F  represents  a  jammed  condition.    Back-  1.01+ 
ups  from  locations  downstream  or  on  the  cross  street  may 
restrict  or  prevent  movement  of  vehicles  out  of  the 
approach  under  consideration.    Hence,  volumes  of  vehicles 
passing  through  the  intersection  vary  from  signal  cycle 
to  signal  cycle.    Because  of  the  jammed  condition,  this 
volume  would  be  less  than  capacity. 

Source:    Highway  Research  Board,  Hizhwav  Capacity  Manual,   1965  and 
Environmental  Science  Associates,  Inc. 
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Urbanized  Area 


Vehicle  Miles  of  Travel  -  (VMT) 


Vehicle  Occupancy 


Vehicle  Trip 


As  defined  by  the  Bureau  of  the 
Census,  a  population 
concentration  of  at  least  50,000 
inhabitants,  generally 
consisting  of  a  central  city  and 
the  surrounding,  closely 
settled,  contiguous  territory 
(suburbs) .  The  boundary  is 
based  primarily  on  a  population 
density  of  1000  people/mile  but 
also  includes  some  less  densely 
settled  areas,  as  well  as  such 
areas  as  industrial  parks  and 
railroad  yards,  if  they  are 
within  areas  of  dense  urban 
development.  The  boundaries  of 
urbanized  areas,  the  specific 
criteria  used  to  determine 
urbanized  areas,  or  both  may 
change  in  subsequent  censuses. 


1.  On  highways,  a  measurement 
of  the  total  miles  traveled  in 
all  vehicles  in  the  area  for  a 
specified  time  period.  It  is 
calculated  by  the  number  of 
vehicles  multipled  by  the  miles 
traveled  in  a  given  area  or  on 
a  given  highway  during  the  time 
period. 

2.  In  transit,  the  number  of 
vehicle  miles  operated  on  a 
given  route  or  line  or  network 
during  a  specified  time  period. 


The  number  of  people  aboard  a 
vehicle  at  a  given  time;  also 
known  as  auto  or  automobile 
occupancy  when  the  reference  is 
to  automobile  travel  only. 


A  one-way  movement  of  a  vehicle 
between  two  points. 
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Preliminary  Negative  Declaration  and  Initial  Study  fo^the  1995  San  Francisco 
Congestion  Management  Program 

V 

Jose  Luis  Moscovich,  Director  of  Congestion  Management 


The  San  Francisco  County  Transportation  Authority  has  prepared  an  Init/al  Study  and  Negative 
Declaration  for  the  1995  update  of  the  San  Francisco  Congestion  Management  Program  for  the  City 
and  County  of  San  Francisco.  A  copy  of  these  documents  are  attached  for  your  review  and 
comment. 

The  documents  are  being  circulated  for  a  30-day  review  period.  Written  comments  should  be 
addressed  to: 

Jose  Luis  Moscovich 

Director  of  Congestion  Management 

San  Francisco  County  Transportation  Authority 

1 00  Van  Ness  Avenue,  25th  Floor 

San  Francisco,  CA  94102 

and  must  be  received  by  5:00  p.m.,  November  10, 1995. 

Approval  of  the  Negative  Declaration  and  adoption  of  the  final  1995  San  Francisco  Congestion 
Management  Program  will  take  place  at  a  public  hearing  scheduled  for  the  Authority's  regular  meeting 
of  November  20,  1995  at  401  Van  Ness  Avenue,  San  Francisco. 
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PRELIMINARY  NEGATIVE  DECLARATION  OCT  16  1995 

SAN  FRANCISCO 

Date  of  Publication:  October  1 1 ,  1995  PUBLIC  LIBRARY 

Lead  Agency:  San  Francisco  County  Transportation  Authority 

100  Van  Ness  Avenue,  25th  Floor  San  Francisco,  CA  94102 


Contact  Person:      Jose  Luis  Moscovich,  Director  of  Congestion  Management 

Telephone:  (415)  557-6857 

Project  Title:  1995  San  Francisco  Congestion  Management  Program 

Project  Sponsor:      San  Francisco  County  Transportation  Authority  (Authority) 


THIS  PROJECT  COULD  NOT  HAVE  A  SIGNIFICANT  EFFECT  ON  THE  ENVIRONMENT. 


This  finding  is  based  upon  the  criteria  of  the  Guidelines  of  the  State  Secretary  for 
Resources,  Sections  15064  (Determining  Significant  Effect),  15065  (Mandatory 
Findings  of  Significance),  and  15070  (Decision  to  Prepare  a  Negative  Declaration), 
and  the  following  reasons  as  documented  in  the  Initial  Evaluation  (Initial  Study)  for  the 
project,  which  is  attached. 

Based  on  the  findings  of  the  Initial  Study,  the  subject  project  will  not  have  a  significant 
effect  on  the  environment  for  the  following  reasons: 


The  project  does  not  have  the  potential  to  substantially  degrade  the  quality  of  the 
environment,  substantially  reduce  the  habitat  of  a  fish  or  wildlife  species,  cause  a  fish  or 
wildlife  population  to  drop  below  self-sustaining  levels,  threaten  to  eliminate  a  plant  or  animal 
community,  reduce  the  number  or  restrict  the  range  of  a  rare  or  endangered  plant  or  animal, 
or  eliminate  important  examples  of  the  major  periods  of  California  history  or  prehistory 
(California  Code  Section  15065  (a)). 

The  project  does  not  have  the  potential  to  achieve  short-term  environmental  goals  to  the 
disadvantage  of  long-term  goals  (California  Code  Section  15065  (b)). 

•  The  project  does  not  have  possible  environmental  effects  which  are  individually  limited  but 
cumulatively  considerable  (California  Code  Section  15065  (c)). 

•  The  environmental  effects  of  the  project  will  not  cause  substantial  adverse  effects  on  human 
beings,  either  directly  or  indirectly  (California  Code  Section  15065  (d)). 


The  project  involves  adoption  of  a  policy  document  and  will  not  result  directly  in  any 
environmental  change.  While  the  Congestion  Management  Program  (CMP)  identifies  projects 
which  will  further  the  goals  of  the  CMP,  inclusion  in  the  CMP  is  insufficient  to  cause  any 
project  to  be  implemented.  Environmental  analyses  of  individual  projects  will  occur  outside  of 
the  CMP  process. 


Copies  of  the  Draft  1995  San  Francisco  CMP,  the  Negative  Declaration,  and  Initial 
Study  are  available  for  review  at  the  Authority's  offices  at  100  Van  Ness  Avenue,  25th 
Floor,  and  at  the  Reference  Desk  of  the  main  San  Francisco  Library  at  200  Larkin 
Street.  Approval  of  the  Negative  Declaration  and  adoption  of  the  final  1995  San 
Francisco  CMP  will  take  place  at  a  public  hearing  scheduled  for  the  Authority's  regular 
meeting  of  November  20,  1995  at  401  Van  Ness  Avenue. 
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Project  Title: 

Lead  Agency: 

Contact  Person: 

Project  Location: 
Project  Sponsor: 


1995  Congestion  Management  Program  for  the  City  and  County 
of  San  Francisco 

San  Francisco  County  Transportation  Authority 

100  Van  Ness  Avenue,  25th  Floor  San  Francisco,  CA  94102 

Jose  Luis  Moscovich,  Director  of  Congestion  Management 
Telephone:  (415)  557-6857 

All  of  the  City  and  County  of  San  Francisco 

San  Francisco  County  Transportation  Authority  (Authority) 


Project  Description:  The  action  which  prompts  this  evaluation  is  the  proposed 
adoption  of  a  State-mandated  program  for  the  integration  of  transportation,  land  use, 
and  air  quality  planning  and  programs.  Section  65089  of  the  California  code  requires 
adoption  of  a  Congestion  Management  Program  (CMP)  by  urban  counties  to  maintain 
eligibility  for  certain  State  and  Federal  transportation  funding.  The  Authority,  as  the 
designated  Congestion  Management  Agency  for  San  Francisco,  has  the  responsibility 
for  preparing,  updating,  and  adopting  the  CMP.  The  legislation  requires  the  biennial 
report  to  contain  at  least  the  following  elements: 

1)  a  designated  network  of  CMP  roadway  facilities; 

2)  standards  for  roadway  level  of  service  (LOS),  and  a  traffic  monitoring 
program  to  determine  whether  these  standards  are  being  met; 

3)  a  multimodal  performance  element,  including  measures  to  evaluate  current 
and  future  transportation  system  performance; 

4)  a  trip  reduction  and  travel  demand  element; 

5)  a  program  to  analyze  the  impacts  of  local  land  use  decisions  on  the  CMP 
network;  and 


6) 


a  seven-year  multimodal  capital  improvement  program. 
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A  Draft  1995  San  Francisco  CMP  document  is  currently  being  circulated  for  comment. 
The  proposed  project  is  the  adoption  of  the  final  1995  San  Francisco  CMP. 

Discussion 

The  first  CMP  for  San  Francisco  was  prepared  and  adopted  by  the  Authority  in  October 
1991  and  updated  in  1993.  As  was  the  case  for  the  1991  and  1993  CMPs,  the 
Authority's  approach  for  the  preparation  of  the  1 995  San  Francisco  CMP  update  was  to 
compile  existing  City  regulations  and  practices  which  are  now  in  force  and  are 
sufficient  to  demonstrate  conformance  with  the  letter  and  intent  of  the  CMP 
requirements  contained  in  State  law,  and  to  supplement  those  with  other  required 
CMP  components.  The  Draft  1995  San  Francisco  CMP  introduces  some  procedural 
changes  over  the  1993  CMP  report,  including  specific  guidance  on  development  of 
Deficiency  Plans  and  on  the  review  of  programming  decisions,  but  it  does  not  affect 
major  policy  areas.  In  particular,  the  level  of  service  standard  for  CMP  roadways,  set 
at  "E"  in  1991,  remains  unchanged. 

The  Draft  1995  San  Francisco  CMP  re-adopts  the  1993  project  list  without  any 
additions  because  of  the  absence  of  new  state  funding.  The  proposed  project  list 
includes  mostly  transit,  bicycle  and  pedestrian  projects.  All  roadway  projects  included 
in  the  list  involve  reconstruction  or  rehabilitation  of  existing  facilities,  and  are  therefore 
not  expected  to  increase  the  vehicular  capacity  of  the  City's  roadway  network  or 
generate  significant  impacts.  Furthermore,  no  changes  are  proposed  for  the  City's 
land  use  patterns  and  therefore  no  effects  are  anticipated  as  a  result  of  adopting  the 
program.  Given  below  is  a  discussion  of  activities  in  each  of  the  above  six  areas, 
necessary  to  document  conformance  with  the  requirements  of  the  CMP  legislation. 

1)  Designate  a  network  of  roadway  facilities:  The  network  established  contains 
streets  and  highways  which  are  already  included  in  the  Transportation  Element 
of  the  City's  Master  Plan  as  major  thoroughfares.  No  changes  are  introduced 
over  the  1993  CMP  network. 

2)  Establish  Standards  for  Roadway  Level  of  Service  (LOS)  and  a  traffic  monitoring 
Program:  The  CMP  contains  two  important  elements  needed  for  conformance 
with  State  requirements  for  this  program.  The  first  element  is  to  establish  the 
current  LOS  for  roadway  segments  in  the  network.  The  1991  CMP  identified 
those  segments  which  were  operating  at  levels  A  through  C,  and  showed  the 
segments  operating  at  more  congested  LOS  D  through  F.  The  second  required 
element  is  the  establishment  of  a  standard  below  which  the  performance  of  the 
roadway  network  will  not  be  allowed  to  fall.  Although  the  initial  (1991  CMP) 
monitoring  data  showed  that  portions  of  the  network  were  operating  above  this 
level,  the  standard  set  in  the  1991  CMP  is  LOS  "E".  Segments  operating  at  LOS 
F  at  the  time  of  adoption  of  the  1991  CMP  are  exempted  from  CMP. 
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A  monitoring  program  which  focuses  most  resources  on  the  portions  of  the 
network  that  are  at  LOS  D  and  below,  was  put  in  place  to  determine  whether 
congestion  levels  are  improving  or  deteriorating.  Deterioration  of  LOS  in  the 
CMP  roadway  network  (measured  according  to  procedures  described  in  the 
CMP)  triggers  the  requirement  for  deficiency  plans,  to  address  the  problem.  The 
1995  monitoring  was  conducted  for  all  segments  that  were  at  a  LOS  D  or  E 
during  the  1993  CMP  monitoring  cycle,  as  required.  No  effects  on  the 
environment  result  from  the  LOS  monitoring  program. 

3)  Establish  Multimodal  Performance  Measures  To  Evaluate  Current  and  Future 
System  Performance:  As  required  by  Section  65089(b)(2),  the  performance 
element  replaces  the  transit  service  standards  in  the  1991  and  1993  CMPs. 
Consistent  with  state  law,  the  1995  San  Francisco  CMP  distinguishes  between 
two  tiers  of  performance  measures.  Tier  1  include  roadway  LOS  plus  three 
transit  service  performance  measures:  routing,  frequency,  and  interoperator 
service  coordination.  These  are  the  most  traditional  measures  and  the  most 
extensively  documented,  and  they  will  be  used  in  connection  with  CMP 
conformance  determinations.  Tier  2  includes  new  multimodal  performance 
measures  which  will  undergo  further  refinement  and  testing  over  the  next  year 
before  they  are  applied  to  the  CMP  conformance  process.  No  impacts  on  the 
environment  are  expected  from  the  introduction  of  these  performance  measures. 

4)  Develop  a  Trip  Reduction  and  Travel  Demand  Program:  The  CMP  contains 
information  on  currently  adopted  City  policies  and  regulations  which  meet  the 
requirements  of  this  CMP  element.  The  discussion  includes  the  parking  and 
transportation  management  regulations  in  the  Planning  Code,  the  Transit  Impact 
Development  Fee  ordinance,  and  the  relationship  of  these  and  other  policies  in 
promoting  the  region's  adopted  air  quality  transportation  control  measures. 

The  program  also  addresses  the  activities  undertaken  by  the  City  since  the 
adoption  of  the  previous  CMPs  to  comply  with  the  Bay  Area  Air  Quality 
Management  District's  (BAAQMD)  Regulation  13,  Rule  1.  As  a  result  of  the 
above  policies  and  related  trip  reduction  activities,  the  City  was  able  to  reach,  in 
1992,  trip  reduction  goals  set  by  the  BAAQMD  in  Rule  1,  for  the  year  1999.  In 
1995  the  City  was  required  to  demonstrate  continued  compliance  with  Rule  1. 
The  results  of  the  1995  CTBS  show  that  once  again  the  northeast  quadrant  of  the 
City  including  Fisherman's  Wharf,  the  North  Beach,  Chinatown,  the  financial 
district,  and  south  of  Market  area  (the  BAAQMD's  Zone  1)  meets  the  trip  reduction 
goals  for  the  year  1999.  The  remainder  of  the  City  (the  BAAQMD's  Zone  2)  meets 
the  trip  reduction  goals  for  the  year  1997. 

5)  Establish  a  program  to  analyze  the  transportation  impacts  of  local  land  use 
decisions:  The  land  use  analysis  element  of  the  CMP  outlines  the  City's  role  as 
a  regional  employment  center  and  its  recent  policies  to  increase  residential 
development  within  the  City.  The  existing  institutional  framework  for  land  use 
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decision-making  and  the  provision  of  transportation  services  is  described.  The 
potential  effects  of  land  use  changes  upon  the  transportation  system  are 
currently  assessed  through  an  exacting  environmental  review  process.  No 
change  to  existing  institutional  roles  and  the  fundamentals  of  the  development 
review  process  have  occurred  due  to  the  inception  of  the  CMP  process,  and  none 
are  proposed  as  part  of  this  document. 

6)  Adopt  a  seven-vear  multimodal  Capital  Improvement  Program:  State  law 
established  that,  in  order  to  be  eligible  for  certain  State  and  Federal  funds, 
transportation  projects  must  be  included  in  the  Capital  Improvement  Program  of 
the  CMP.  The  adopted  capital  improvement  program  reflects  the  City's  "Transit 
First"  policy,  with  the  largest  percentage  of  the  program  devoted  to  transit 
projects.  The  transit  portion  of  the  program  is  heavily  oriented  to  rehabilitation 
and  replacement,  since  maintaining  the  ability  to  meet  the  current  transit 
demand  is  the  City's  first  priority.  Projects  which  provide  expanded  transit  service 
are  also  included  and  provide  for  ways  of  managing  future  congestion  in 
redeveloping  areas.  The  program  also  includes  roadway,  ferry,  pedestrian, 
bicycle,  and  freight  elements.  Inclusion  in  the  CIP  is  not  sufficient  to  cause  a 
project  to  be  inplemented.  CIP  lists  are  submitted  to  the  Metropolitan 
Transportation  Commission  for  final  programming  decisions.  As  these  projects 
are  ready  for  implementation,  appropriate  environmental  assessments  will  be 
conducted  by  the  sponsoring  agencies. 

Review  and  Comment  Process 

The  draft  will  be  considered  at  a  public  meeting  of  the  Authority's  Plans  and  Programs 
Committee  scheduled  for  October  16,  1995  at  401  Van  Ness  Avenue,  Room  410. 
Approval  of  the  final  Negative  Declaration  and  adoption  of  the  final  1995  San 
Francisco  CMP  will  take  place  at  a  public  hearing  scheduled  for  the  Authority's  regular 
meeting  of  November  20,  1995  at  401  Van  Ness  Avenue.  Copies  of  the  Draft  1995 
San  Francisco  CMP  and  Preliminary  Negative  Declaration  are  available  for  review  at 
the  Authority  offices  at  100  Van  Ness  Avenue,  25th  Floor,  and  at  the  Reference  Desk  of 
the  Main  San  Francisco  Library  at  200  Larkin  Street.  Comments  should  be  forwarded 
to  the  Authority  at  100  Van  Ness  Avenue,  25th  Floor  San  Francisco,  CA  94102, 
Attention:  Jose  Luis  Moscovich  by  5:00  p.m.  on  November  10,  1995. 
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1.  Project  title:     1995  San  Francisco  Congestion  Management  Program 


2.  Lend  agency  name  and  ftddrcas; 

San  Francisco  County  Transportation  Authority,   100  Van  Ness  Avenue, 

25th  Floor.  San  Francisco,  CA  94102 

3.  Contact  person  and  phone  number: 

Jose  Luis  Moscovich,  Director  of  Congestion  Management  @  (415)  557-6857 

4.  Projeti  location: 

Entire  City  and  County  of  San  Francisco 

5.  Project  sponsor's  name  and  address: 

San  Francisco  County  Transportation  Authority,  100  Van  Ness  Avenue, 

25th  Floor,  San.  Francisco,  CA  94102 

6.  Gcncnd  plan  designation;  7.  Zoning i 

n/a  -  project  is  programmatic  in  nature  n/a 

8.  Description  of  project;  (DeKrlbt  the  nlulo  ortlun  Invnlved,  including  but  not  limited  to  later  ptoses  of  the  project,  and 
any  secondary,  support,  or  off-site  features  necessary  for  Its  implementation.  Attach  additional  sheets  if  necessary.) 

The  project  is  the  proposed  adoption  of  the  1995  San  Francisco  Congestion  Management 
Program.     Section  65089  of  the  California  Code  requires  urban  counties  to  adopt  a 
congestion  management  program  in  order  to  maitain  eligibility  for  certain  State  and 
Federal  transportation  funding.     The  intent  of  the  program  is  to  integrate  transpor- 
tation, land  use,  and  air  quality  planning  and  programs.     The  1995  CMP  also  includes 
a  list  of  recommended  projects  in  the  Capital  Improvement  Program,  but  inclusion  in 
the  Capital  Improvement  Program  is  not  sufficient  to  cause  projects  to  be  implemented 

9.  Surrounding  land  uses  and  setting:  (Briefly  describe  the  project's  surroundings) 

The  1995  CMP  applies  to  the  entire  City  and  County  of  San  Francisco.     Since  the  CMP 
is  programmatic  in  nature,  description  of  surrounding  land  uses  and  setting  is  not 
directly  relevant. 

10.  Other  public  agencies  whose  approval  Is  required  (eg.,  permits,  financing  approval,  or  participation  agreement) 

The  Metropolitan  Transportation  Commission  (MTC)  must  find  the  1995  San  Francisco  CMP 
document  in  conformance  with  regional  guidelines.  MTC  also  has  the  final  decision  on 
the  programming  of  State  and  Federal  funds  for  projects  listed  in  the  Capital  Improve 
ment  Program. 

ENVIRONMENTAL  FACTORS  POTENTIALLY  AFFECTED: 

The  environmental  factors  chocked  below  would  be  potentially  affected  by  this  project,  involving  st  least  one  impact  that  ia  tt 
'Toicndally  Significant  impact"  as  Indicated  by  the  checklist  on  the  following  pages. 

□  Land  Use  and  Planning  □  TVansportation/Circuladon  □  Public  Services 

□  Population  and  Housing  □  Biological  Resources  Q  utilities  and  Service  Systems 

□  Geological  Problems  Q  Energy  and  Mineral  Resources  Q  Aesthetics 
DWater  □Hazards  □  Cultural  Resources 

□  Air  Quality  □Noise  □Recreation 

□  Mandatory  Findings  of  Significance 
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DETERMINATION:  (To  be  completed  by  the  Lead  Agency) 


On  (he  basis  of  this  initial  evaluation: 

I  find  that  the  proposed  project  COULD  NOT  have  a  significant  effect  on  the  environment,  and  a  NEGATIVE  DECLA- 
RATION will  be  prepared. 

|~[    I  fl1K]  dml  allliuugli  Utc  piv/pvacJ  pivjcvl  wulJ  have  a  oigtufivatil  ciTcvt  uh  die  ciivliuiiiiicul,  Uictc  will  no  I  be  «  signifi- 
cant effect  in  this  case  because  the  mitigation  measures  described  on  an  attached  sheet  have  been  added  to  the  project  A 
NEGATIVE  DECLARATION  will  be  prepared. 

□  I  find  that  die  proposed  project  MAY  have  a  significant  effect  on  the  environment,  and  an  ENVIRONMENTAL 
IMPACT  REPORT  is  required. 

□  I  find  that  the  proposed  project  MAY  have  a  significant  effect(s)  on  the  environment,  but  at  least  one  effect  1)  has  been 
adequately  analyzed  In  an  earlier  document  pursuant  to  applicable  legal  standards,  and  2)  has  been  addressed  by  mitiga- 
tion measures  based  on  the  earlier  analysis  as  described  on  attached  sheets.  If  the  effect  is  a  "potentially  significant 
impact"  or  "potentially  significant  unless  mitigated/'  An  ENVIRONMENTAL  IMPACT  REPORT  is  required,  but  It 
mtm  nrwly rr.  nnly  the  rffrris  that  rr.ni/iin  tn  hn  nddrnwrf. 

□  I  find  that  although  rhr.  pmpnsttl  project  cnulri  have  a  significant  effect  nn  the  environment,  there  WILL  NOT  be  a 
significant  effect  in  this  case  because  all  potentially  significant  effects  (a)  have  been  analyzed  adequately  In  an  earlier 
P.TR  pursuant  tn  applicable  standards,  and  (h)  have  been  avoided  or  mitigated  pursuant  to  that  earlier  EJR,  including 
revisions  or  mitigation  measures  that  are  imposed  upon  the  proposed  project. 

Date  U>Aofaf~ 


For  San  Francisco  County  Transportati 
Authority 


Signature 


Printed  name    Jose  Luis  Moscovich 


EVALUATION  OF  ENVIRONMENTAL  IMPACTS: 

1 )  A  brief  explanation  is  required  for  all  answers  except  "No  Impact"  answers  that  arc  adequately  supported  by  the  Informa- 
tion sources  a  lead  agency  cites  in  the  parentheses  following  each  quesdon.  A  "No  Impact"  answer  is  adequately  supported  if 
the  referenced  information  sources  show  that  the  Impact  simply  does  not  apply  to  projects  like  the  one  involved  (eg.,  the 
project  falls  outside  a  fault  rupture  zone).  A  "No  Impact"  answer  should  be  explained  where  it  is  based  on  project-specific 
factors  as  well  as  general  standards  (e.g.,  the  project  will  not  expose  sensitive  receptors  to  pollutants,  based  on  a  project- 
specific  screening  analysis). 

See  attached  Initial  Study  for  further  detail. 

2)  All  answers  must  take  account  of  the  whole  action  involved,  including  off-site  as  woll  as  on-site,  cumulative  as  well  as 
projcct-lcvcl,  indirect  as  well  as  direct,  and  construction  as  well  as  operational  impacts. 

3)  "Potentially  Significant  Impact"  b  appropriate  if  there  Is  substantial  evidence  that  an  effect  is  significant.  If  there  are  one 
or  more  "Potentially  Significant  Impact"  entries  when  the  determination  is  made,  an  EIR  is  required. 

4)  "Negative  Declaration:  Potentially  Significant  Unless  Mitigation  Incorporated"  applies  where  the  incorporation  of  mitiga- 
tion measures  has  reduced  an  effect  from  "Potentially  Significant  Impact"  to  a  "Less  Significant  Impact."  The  lead  agency 
must  describe  the  mitigation  measures,  and  briefly  explain  how  they  reduce  the  effect  to  a  less  than  significant  level  (mitiga- 
tion measures  from  Section  XVTJ,  "Earlier  Analyses,"  may  be  cross-referenced). 

5)  Earlier  analyses  may  be  used  where,  pursuant  to  the  tiering,  program  EIR.  or  other  CEQA  process,  an  effect  has  been 
adequately  analyzed  in  an  earlier  EIR  or  negative  declaration.  Section  13063(c)(3)(D).  Earlier  analyses  are  discussed  In 
Section  XVII  at  the  end  of  the  checklist. 
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6)  Lead  agencies  are  encouraged  to  incorporate  into  the  checklist  reference*  to  information  sources  for  potential  Impacts 
(e.g.,  general  plans,  zoning  ordinances).  Reference  to  a  previously  prepared  or  outside  document  should,  where  appropriate, 
include  a  reference  to  the  page  or  pages  where  the  statement  Is  substantiated.  See  the  sample  question  below.  A  source  list 
should  be  attached,  and  other  sources  used  or  individuals  contacted  should  be  cited  In  the  discussion. 

7)  This  is  only  a  suggested  form,  and  lead  agencies  are  free  to  use  different  ones. 

Sample  Question: 

Issues  (and  Supporting  Information  Sources): 

Would  the  proposal  result  in  potential  Impacts  involving: 
a)  Landslides  or  mudslides?  (1,6) 

(Attached  source  list  explains  that  1  Is  the  general  plan,  and  6  is  a  USOS  topo  map.  This  answer  would  probably  not  need 
further  explanation.) 
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tmmxt 

/acwaanaaf 

tmpet 

a)   Conflict  with  general  plan  designation  or  zoning?  (Source  f.  ) 

□ 

□ 

□ 

(2 

W  \      b^vvi  flint  Mnni  A ni>l                 afttMfAnmaiiital  Mlana  a«  tw^liAiMa  ■nnnfin  W«« 

0)    KAJuUXQl  Wlul  tippilCaOiC  COVuC>aIuCuuU  plans  Or  pOllClCS  auupZDQ  Djr 

fk/TAfvl a«  u/fffl  1tif4ci4lflMlAtl  rtv^r  rtw»  r\rri(*v*t9  f  \ 
nj|pisviPo  wiiu  juniHUvUvu  uvci  uc  piuicvi  i  \  j 

1 — 1 

LJ 

i — i 
LJ 

\        Vim  1  ■  i*ost  in  slWI  a  \%s\  t%*  Java           4*  t  an/4  iiflA  tfi  t%*m  vr4    (  n  I  ft  r  *7    r"  \ 

c j   oo  inconyMi oto  wiin  cxisang  iana  use  in  in©  vicimiy  /  (  ) 

r— I 

u 

r—i 
□ 

i — i 

A\     Aflfird  a ffrl  cu  1  Til  nil  mu/Mift^w  ftf  Atv^rfiH«*MM  fa  tr    IrnriJwJFQ  tn  baIIa  rw 

AU^Vt  fly  1\»»J         W  IvVVWMXI  VI  vUVi lUwlU  ^w*g*v  UUUflVw  IV  VV119  Wl 

farmlands,  or  impacts  from  incompatible  land  uses)?  (  ) 

□ 

□ 

□ 

e)    Dianipt  or  divide  the  physical  arrangement  of  an  established 

community  (including  a  low-Income  or  minority  community)?  (  ) 

□ 

□ 

□ 

IL  POPULATION  AND  HOUSING.  Would  the  proposal: 

a)   Cumulatively  exceed  official  regional  or  local  population  projections?  (  ) 

□ 

□ 

□ 

ca 

b)  Induce  substantial  growth  in  an  area  either  directly  or  indirectly  (eg.,  through 

projects  in  an  undeveloped  area  or  extension  of  major  infrastructure)?  (  ) 

□ 

□ 

□ 

G3 

c)  Displace  existing  housing,  especially  affordable  housing?  (  ) 

□ 

□ 

□ 

0 

HL  GEOLOGIC  PROBLEMS.  Would  the  proposal  result  in  or  expose  people 

to  potential  impacts  involving: 

a)  Fault  rupture?  (  ) 

□ 

□ 

□ 

El 

b)   Seismic  ground  shaking?  (  ) 

□ 

□ 

□ 

El 

c)   Seismic  ground  failure,  including  liquefaction?  (  ) 

□ 

□ 

□ 

El 

d)    Seiche,  tsunami,  or  volcanic  hazard?  (  ) 

□ 

□ 

□ 

E 

c)  Landslides  or  mudflowa?  (  ) 

□ 

□ 

D 

EI 

f)    Erosion,  changes  in  topography  or  unstable  soil  conditions  from 

excavation,  grading,  or  fill?  (  ) 

□ 

□ 

□ 

m 

g)   Subsidence  of  land?  (  ) 

□ 

□ 

□ 

a 

h)  Bxpansive  soils?  (  ) 

□ 

□ 

□ 

s 

1)    Unique  geologic  or  physical  features?  (  ) 

□ 

□ 

□ 
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XV.  WATER.  Would  the  proposal  result  in: 

a)  Changes  in  absorption  rates,  drainage  patterns,  or  the  rate  and  amount 
of  surface  runoff?  (  ) 

b)  Exposure  of  people  or  property  to  water  related  hazards  such 
as  flooding?  (  ) 

e)    Discharge  into  surface  waters  or  other  alteration  of  surface  water  quality 
(e.g.,  temperature,  dissolved  oxygen  or  turbidity?  (  ) 

d)  Changes  In  the  amount  of  surface  water  in  any  water  body?  (  ) 

e)  Changes  in  currents,  or  the  course  or  direction  of  water  movements?  (  ) 

f)  Change  in  the  quantity  of  ground  waters,  either  through  direct  additions  or 
withdrawals,  or  through  Interception  of  an  aquifer  by  cuts  or  excavations 
or  through  substantial  loss  of  groundwater  recharge  capability?  (  ) 

g)  Altered  direction  or  rale  of  flow  of  groundwater?  (  ) 

h)  Impacts  to  groundwater  quality?  (  ) 

i)  Substantia]  reduction  in  the  amount  of  groundwater  otherwise  available 
for  public  water  supplies?  (  ) 

V.  AIR  QUALITY.  Would  the  proposal: 

a)  Violate  any  air  quality  standard  or  contribute  to  an  existing  or  projected 
air  quality  violation?  (  ) 

b)  Expose  sensitive  receptors  to  pollutants?  (  ) 

e)  Alter  air  movement,  moisture,  or  temperature,  or  cause  any  change 
in  climate?  (  ) 

d)  Create  objectionable  odors?  (  ) 

VL  TRANSPORTATION/CIRCULATION.  Would  the  proposal  result  in: 

a)  Increased  vehicle  trips  or  traffic  congestion?  (  ) 

b)  Hazards  to  safety  from  design  features  (e.g.,  sharp  curves  or  dangerous 
intersections)  or  Incompatible  uses  (eg.,  farm  equipment)?  (  ) 

c)  Inadequate  emergency  access  or  access  to  nearby  uses?  (  ) 
f1)   Irsti^Hnntparldngjupacitynnsitr.nrnffutr.?  (  ) 

e)  hazards  or  barriers  for  pedestrians  or  bicyclists?  (  ) 

f)  Conflicts  with  adopted  policies  supporting  altemativo  transportation  (e.g.,  bus 
turnouts,  bicycle  racks)?  (  ) 

g)  Rail,  waterborne  or  air  traffic  impacts?  (  ) 

VEL  BIOLOGICAL  RESOURCES.  Would  the  proposal  result  in  impacts  to: 

a)  Endangered,  threatened  or  rare  species  or  their  habitats  (Including  but  not 
limited  to  plants,  fish,  insects,  animals,  and  birds?  (  ) 

b)  Locally  designated  species  (eg.,  heritage  trees)?  (  ) 

c)  Locally  designated  natural  communities  (e.g.,  oak  forest,  coastal 
habitat,  etc.)?  (  ) 

d)  Wetland  habitat  (eg.,  marsh,  riparian,  and  vernal  pool)?  (  ) 

e)  Wildlife  dispersal  or  migration  corridors?  (  ) 
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Vffl.  ENERGY  AND  MINERAL  RESOURCES.  Would  the  proposal: 

a)  conflict  with  adopted  energy  conservation  plans?  (      ) . 

b)  Ue«  nonrenewable  resources  in  a  wasteful  and  Inefficient  manner?  (  ) 

c)  Result  In  the  loss  of  availability  of  a  known  mineral  resource  that  would 
be  of  future  value  to  the  region  and  the  residents  of  the  State?  (  ) 

DC.  HAZARDS.  Would  the  proposal  Involve: 

a)  A  risk  of  accidental  explosion  or  release  of  hazardous  substances  (including, 
but  not  limited  to,  oil.  pesticides,  chemicals,  or  radiation)?  (  ) 

b)  Possible  interference  with  an  emergency  response  plan  or  emergency 
evwuallua  plan?  (  ) 

c)  The  creation  of  any  health  hazard  or  potential  health  hazard?  (  ) 

d)  Exposure  of  people  to  existing  source*  of  potential  health  hazards?  (  ) 

e)  Increased  fur  hazard  in  areas  with  flammable  brush,  grass,  or  trees?  (  ) 

X.  NOISE.  Would  the  proposal  result  In: 

a)  Taanaias  1st  salsilaj  aiiii  liuiliO  (  J 

b)  Exposure  of  people  to  severe  noise  levels7  (  ) 

XL  PUBLIC  SERVICES.  Would  the  proposal  have  an  effect  upon,  or  result  In 
4  need  for  new  or  altered  government  services  In  any  of  the  following  areas: 

a)  Pli*  protsuiiuu?  (  ) 

b)  Police  protection?  (  ) 

c)  Schools?  (  ) 

d)  Maintenance  of  public  facilities,  including  roads?  (  ) 
c)   Other  government  services?  (  ) 

ML  UTILITIES  AND  SERVICE  SYSTEMS.  Would  the  proposal  result  In  a  need 
for  new  systems  or  supplies,  or  substantial  alterations  to  the  following  utilities: 

a)  Power  or  natural  gas?  (  ) 

b)  Communications  systems?  <  ) 

c)  Local  or  regional  water  treatment  or  distribution  facilities?  (  ) 

d)  sewer  or  septic  tanks?  (  ) 

e)  Storm  water  drainage?  (  ) 
0  Solid  waste  disposal?  (  ) 

g)  Local  or  regional  water  supplies?  (  ) 

XDX  AESTHETICS.  Would  the  proposal: 

a)  Affect  a  scenic  vista  or  scenic  highway?  (  ) 

b)  Have  a  demonstrable  negative  aesthetic  effect?  (  ) 

c)  Create  light  or  glare?  (  ) 
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XIV.  CULTURAL  RESOURCES.  Would  the  proposal: 

a)  Disturb  paleontolofical  resources?  (  ) 

b)  Disturb  archaeological  resources?  .(  ) 

c)  Have  the  potential  to  cause  a  physical  change  which  would  affect 
unique  ethnic  cultural  values?  (  ) 

d)  Restrict  existing  religious  or  sacred  uses  within  the  potential 
Impact  ansa?  (  ) 

XV.  RECREATION.  Would  the  proposal: 

a)  Increase  the  demand  for  neighborhood  or  regional  parks  or  other 
recreational  facilities?  (  ) 

b)  Affect  existing  recreational  opportunities?  (  ) 

XVL  MANDATORY  FINDINGS  OF  SIGNIFICANCE. 

a)  Does  the  project  have  the  potential  to  degrade  the  quality  of  the  environment,  substantially  reduce  the  habitat  of  a  fish  or 
wildlife  species,  cause  a  fish  or  wildlife  population  to  drop  below  self-sustaining  levels,  threaten  to  eliminate  a  plant  or 
animal  community,  reduce  the  number  or  restrict  the  range  of  a  rare  or  endangered  plant  or  animal  or  eliminate  Important 
examples  of  the  major  period*  of  California  history  or  prehistory?  □  □  □  E 

b)  Does  die  project  have  the  potential  to  achieve  short-term,  to  the  disadvantage  of  long-term,  environmental  goals? 

□  □       □  (B 

c)  Does  the  project  have  impacts  that  are  Individually  limited,  but  cumulatively  considerable?  (•'Cumulatively  consider- 
able" means  that  the  incremental  effects  of  a  project  are  considerable  when  viewed  In  connection  with  the  effects  of  past 
projects,  the  effects  of  other  current  projects,  and  the  effects  of  probable  future  projects) 

□  □     □  ca 

d)  Does  the  project  have  environmental  effects  which  will  cause  substantial  adverse  effects  on  human  beings,  either  directly 
orindirecdy?  □  D  □  0 


< 


XVR  EARLIER  ANALYSES. 

Earlier  analyses  may  be  used  where,  pursuant  to  the  tiering,  program  EIR,  or  other  CEQA  process,  one  or  more  effects 
have  been  adequately  analysed  In  an  earlier  EIR  or  negative  declaration.  Section  15063(cX3)(D).  In  this  case  a  discus- 
sion should  identify  the  following  on  attached  sheets: 

a)  Earlier  analyses  used.  Identify  earlier  analyses  and  stale  whore  they  arc  available  for  review. 

b)  Impacts  adequately  addressed.  Identify  which  effects  from  the  above  checklist  were  within  the  scope  of  and  ad- 
equately analyzed  in  an  earlier  document  pursuant  to  applicable  legal  standards,  and  state  whether  such  effects  were 
addressed  by  mitigation  measures  based  on  the  earlier  analysis. 

c)  Mitigation  measures.  For  effects  that  are  "Less  than  Significant  with  Mitigation  Incorporated."  describe  the  mitigation 
measures  which  are  incorporated  or  refined  from  the  earlier  document  and  the  extent  to  which  they  address  site-specific 
conditions  for  the  project 


Airtfcofiry:  rvtdkc  Resources  Code  Sacboaa  1 1083  and  21087. 

*Arts«»:  Public  Resource.  Code  Sectioei  21080(c),  21080.1, 21083, 21083.3, 21093. 21094, 1USI;  Sundunm  v.  County  Utndoclno,  202 
CmI App.W  296  (1988);  Uonoffv.  Monttrry  Board  cfSufxrvtson.  222  CW.App.3d  1337  (1990). 
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CALIFORNIA  DEPARTMENT  OP  FISH  MID 'BAKE 

CERTIFICATE  OF  FEE  EXEMPTION 


De  Minimis  Impact  Finding 


Project:  Title/Location  (include  county)  : 

1995  San  Francisco  Congestion  Management  ..Program  - 
City  and  County  of  San  Francisco. 


Project  Description: 

Adoption  of  a  state-mandated  program  for  integration  of  transportation,  land  use, 
air  quality  planning  and  programming. 


Findings  of  Exemption  (attach  as  necessary)  : 


See  attached  Preliminary  Negative  Declaration. 


Certification: 

I  hereby  •  certify  that  the  public  agency  has  made  the  above 
finding  and  that  the  project  will  not  individually  or 
cumulatively  have  an. adverse  effect  on  wildlife  resources,  as 
defined  in  Section  711.2  of  the  Fish  and  Game  Code.  ^ 


Title:  Dir.   of  Congestion  Management 
Lead  Agency  SF  County  Transportat.  A 

Date  — m/in/QS   .  


Section  711.4,  Fish  and  Came  Code 
DFC: 12/90 


t 


NOTICE  OF  PUBLICATION 
OF 

PRELIMINARY  NEGATIVE  DECLARATION 


On  October  11,  1995  the  San  Francisco  County  Transportation  Authority 
published  a  preliminary  negative  declaration  for  the  1995  San  Francisco 
Congestion  Management  Program  (CMP).  Development  and  approval  of  this 
CMP  is  needed  to  maintain  eligibility  for  certain  State  and  Federal 
transportation  funding  sources.  The  purpose  of  the  CMP  is  to  integrate 
transportation,  land  use,  and  air  quality  planning  and  programming  for  the  City 
and  County  of  San  Francisco.  An  Initial  Study  has  been  prepared  and  a 
Preliminary  Negative  Declaration  issued  which  states  that  the  proposed 
adoption  of  this  CMP  could  not  have  a  significant  effect  on  the  environment. 
These  documents  are  available  for  review  at  the  Authority  offices  at  100  Van 
Ness  Avenue,  25th  Floor  and  at  the  Main  Library,  200  Larkin  Street.  Comments 
should  be  forwarded  to  the  Authority  at  100  Van  Ness  Avenue,  25th  Floor,  San 
Francisco,  CA  94102,  Attention:  Jose  Luis  Moscovich  by  5:00  p.m.  on 
November  10,  1995. 


1995CMP.NOP 


